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Description

BACKGROUND OF THE INVENTION

1. Field of the Invention

[0001] The present invention relates to a frame struc-
ture of a vehicle that is designed to accommodate a run-
ning-power transmission mechanism and constitute at
least a part of a vehicle frame.

2. Related Art

[0002] US 2002/033093 Al discloses the preamble of
claim 1.
[0003] A known frame stricture as disclosed such as
in Japanese Patent Application Laid-open No. Hei-
08-2267 is formed by connection members made up of
a flywheel housing, an intermediate housing and/or a
transmission case that are connected to each other along
a longitudinal axis of the vehicle (hereinafter simply re-
ferred to a vehicle longitudinal axis).
[0004] The frame structure of the above type has an
insufficient capability in a point as discussed below.
[0005] First of all, the frame structure of the above-
cited reference includes a front housing (flywheel hous-
ing) that accommodates a flywheel and a sub-speed
change unit, a transmission case connected to the front
housing and a rear housing connected to the transmis-
sion case. Specifically, the front housing has a partition
wall formed integral therewith substantially at the center
of the front housing with respect to the vehicle longitudinal
axis. The partition wall supports a drive shaft and an in-
termediate shaft of the sub-speed change unit in coop-
eration with a bearing frame that is connected to a rear
side of the front housing.
[0006] According to the above arrangement, the as-
sembling of the frame structure involves troublesome
works, which include connecting the bearing frame to the
rear side of the front housing while supporting the rear
ends of the drive shaft and the intermediate shaft on the
bearing frame, with the front ends of the drive shaft and
the intermediate shaft being supported on the partition
wall and the other constitutional members of the sub-
speed change unit such as a friction clutch being placed
within the front housing.
[0007] Another problem caused by the frame structure
of the above-cited reference is that the transmission case
is hard to be reduced in size since the transmission case,
which accommodates a main-speed change unit, is lo-
cated in the intermediate position between the front hous-
ing and the rear housing. Specifically, in the above-cited
reference, transmission shafts (a hollow propeller shaft
and a main shaft inserted therethrough) are disposed
coaxially with a crank shaft of the engine, aiming at the
reduction of the size of the front housing and the like.
However, this arrangement requires the transmission
shaft to be located with sufficient distance from a wall of

the transmission case to provide a space for various
transmission members such as gears and clutches to be
mounted on the transmission shafts. Accordingly, a prob-
lem in that the transmission case is hard to be reduced
in size cannot be addressed.
[0008] Another problem also lies in an arrangement of
the vehicle structure of the above-cited reference in a
case where a part or all of the inner space of the vehicle
structure is utilized as a hydraulic fluid reservoir tank.
Specifically, the hydraulic fluid stored in the reservoir tank
is utilized for various hydraulic mechanisms mounted in
the vehicle. Therefore, a sufficient amount of hydraulic
fluid must be stored inside of the frame structure in order
to avoid fluid running-out for the hydraulic mechanisms
in a case where the frame structure is also used as a
reservoir tank.
[0009] Specifically, variation in position or posture of
the vehicle is directly reflected in the position or posture
of the frame structure, since it constitutes a portion of the
vehicle frame. That is, when the vehicle tilts due to such
as running up or down a slope, the frame structure takes
the same tilting position or posture. In such a tilting po-
sition or posture, the surface level of stored fluid is
changed. Accordingly, fluid running-out for the hydraulic
mechanisms is highly likely to occur when the amount of
fluid stored in the reservoir tank is small. Therefore, it is
necessary to store a sufficient amount of fluid inside of
the frame structure in a case where the frame structure
is also used as a reservoir tank.
[0010] On the other hand, hydraulic fluid stored inside
of the frame structure may cause drag resistance in var-
ious transmission mechanisms placed inside of the frame
structure. That is, a large amount of fluid stored inside of
the frame structure may deteriorate transmission effi-
ciency of various transmission mechanisms that are
mounted also inside of the frame structure and hence
immersed in the fluid.
[0011] Thus, there exist contradictory two demands,
one for storing a sufficient amount of fluid so as to avoid
fluid running out and another for storing a minimum
amount of fluid so as to avoid causing resistance against
the transmission mechanisms mounted inside of the ve-
hicle frame. The prior frame structure is not designed to
fully address these demands.
[0012] In consideration of the above prior art, it is an
object of the present invention to provide a frame struc-
ture that ensures high efficiency assembly, while ad-
dressing the problems with the interconnected arrange-
ment of a clutch housing, an intermediate housing and a
transmission case along the vehicle longitudinal axis.
[0013] It is another object of the present invention to
provide a frame structure that ensures high efficiency
assembly as well as providing a free space above the
intermediate housing, while addressing the problems
with the interconnected arrangement of a clutch housing,
an intermediate housing and a transmission case along
the vehicle longitudinal axis.
[0014] It is still another object of the present invention
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to provide a frame structure that is capable of effectively
preventing fluid for feeding to a HST unit running-out
while keeping the amount of fluid stored in a reservoir
tank as low as possible, which reservoir tank being con-
stituted by at least a portion of an inner space of the frame
structure that accommodates a running-power transmis-
sion path for transmitting power from an engine to drive
wheels via the HDT unit and is arranged along the vehicle
longitudinal axis extending from a first side to a second
side of the vehicle.

SUMMARY OF THE INVENTION

[0015] According to the present invention, there is pro-
vided a frame structure of a vehicle that includes a fly-
wheel housing, an intermediate housing and a transmis-
sion case that are connected to each other along a lon-
gitudinal axis of the vehicle to constitute a vehicle frame
with an inner space for accommodating a running-power
transmission path for transmitting power from an engine
to drive wheels via a HST unit. The flywheel housing has
a first abutting surface and a second abutting surface
respectively located closer to a first end and a second
end of the flywheel housing along the longitudinal axis
of the vehicle, in which the first abutting surface is con-
nected to the engine, and the second abutting surface is
connected to the intermediate housing. The second abut-
ting surface has a first opening through which the HST
unit can pass. The flywheel housing has a hollow shape
with a center axis substantially coaxial with a crank shaft
of the engine. The intermediate housing has a hollow
body portion and a flange portion. The hollow body por-
tion has a first end and a second end, and extending
along the longitudinal axis of the vehicle with a center
axis displaced downward from the crank shaft. The flange
portion is located closer to the first end of the hollow body
portion, and the flange portion has an opening in a radial
center thereof, in which the opening of the flange portion
serves as a first-end opening of the intermediate housing
along the longitudinal axis of the vehicle. The flange por-
tion has an abutting surface located opposite to the sec-
ond abutting surface of the flywheel housing, a support
surface located radially inward portion of the abutting sur-
face so as to support the HST unit, and the first-end open-
ing located radially inward of the support surface.
[0016] With the above arrangement, it is possible to
improve efficiency in mounting the HST unit to the inter-
mediate housing and connecting the intermediate hous-
ing to the flywheel housing, while locating a top wall of
the intermediate housing as low as possible. Accordingly,
it is possible to mount a step bar or board, which is to be
mounted above the intermediate housing, on a lower por-
tion.
[0017] In the above arrangement, preferably, the abut-
ting surface and the support surface along the longitudi-
nal axis of the vehicle are located so that at least a portion
of the HST unit is accommodated within the flywheel
housing.

[0018] In one embodiment, the HST unit includes a
pump shaft operatively connected to said engine, a hy-
draulic pump unit driven by the pump shaft, a hydraulic
motor unit for non-stepwisely changing the speed of drive
power from the engine in cooperation with the hydraulic
pump, an output shaft rotated by the hydraulic motor unit,
and a center section supporting the hydraulic pump unit
and the hydraulic motor unit and forming a hydraulic cir-
cuit for fluid communication between the hydraulic pump
unit and the hydraulic motor unit. The center section is
connected with the support surface of the flange portion
so as to seal an inner space of the flywheel housing
against the inner space of the intermediate housing in a
liquid tight manner.
[0019] In the one embodiment, preferably, at least one
of the hydraulic pump unit and the hydraulic motor unit
is of a variable displacement type whose suction/dis-
charge rates are variable by a slanting position of a hy-
draulic operation type output adjusting member. The hy-
draulic operation type output adjusting member is con-
trolled by a switching valve in a valve unit provided out-
side of the flywheel, the intermediate housing and the
transmission case.
[0020] Also in the one embodiment, preferably, the
center section has a first side along the longitudinal axis
of the vehicle forming a pump support surface which sup-
ports the hydraulic pump unit, and has a second side
along the longitudinal axis of the vehicle forming a pe-
ripheral edge surface which abuts against the support
surface of the flange portion and forming a motor support
surface which is located radially inward of the peripheral
edge surface and supports the hydraulic motor unit.
[0021] More preferably, the pump shaft has a first end
along the longitudinal axis of the vehicle which extends
into said flywheel housing so as to be operatively con-
nected to the driving source, and a second end along the
longitudinal axis of the vehicle which passes through the
center section toward the second side of the longitudinal
axis of the vehicle. The motor shaft has a second end
along the longitudinal axis of the vehicle which extends
into said intermediate housing toward the second side of
the longitudinal axis of the vehicle. A main shaft opera-
tively connected to the second end of said pump shaft
and a propeller shaft operatively connected to the second
end of said motor shaft are inserted through said inter-
mediate housing along the longitudinal axis of the vehi-
cle.
[0022] For example, a center plate may be interposed
between the intermediate housing and the transmission
case. The center plate bearing-supports the main shaft
and the propeller shaft.
[0023] The frame structure may further includes a cent-
er plate interposed between the intermediate housing
and the transmission case so as to bearing-support the
main shaft and the transmission shaft.
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BRIEF DESCRIPTION OF THE DRAWINGS

[0024] The above, and other objects, features and ad-
vantages of the present invention will become apparent
from the detailed description thereof in conjunction with
the accompanying drawings wherein.

FIG. 1 is a schematic side view of a vehicle, to which
the frame structure according to one embodiment of
the present invention has been applied.
FIG. 2 is a side view of the frame structure of FIG. 1
in longitudinal cross section.
FIG. 3 is an enlarged view of a flywheel housing of
the frame structure of FIGS. 1 and 2 in longitudinal
cross section.
FIG. 4 is an enlarged view of the flywheel housing
of FIG. 3 in lateral cross section.
FIG. 5 is a front side view (a first side view with re-
spect to the longitudinal axis of the vehicle) of an
intermediate housing in the frame structure of FIGS.
1 and 2, with a HST unit removed.
FIG. 6 is a cross sectional view taken along a line
VI-VI in FIG. 2, showing a front side view of a part
of the HST unit in lateral cross section.

[0025] FIG. 7 is a cross sectional view taken along a
line VII-VII in FIG. 2.
[0026] FIG. 8 is a cross sectional view taken along a
line VIII-VIII in FIG. 4, showing a front side view of a
center section in lateral cross section..
[0027] FIG. 9 is a side view of a transmission case of
the frame structure of FIGS 1 and 2 in longitudinal cross
section.
[0028] FIG. 10 is a cross sectional view taken along a
line X-X in FIG. 2, showing a front view of the transmission
case in lateral cross section.
[0029] FIG. 11 is a cross sectional view taken along a
line XI-XI in FIG. 10.
[0030] FIG. 12 is a cross sectional view taken along a
line XII-XII in FIG. 9.
[0031] FIG. 13 is a development plan view of the trans-
mission case in lateral cross section.
[0032] FIG. 14 is a hydraulic circuit diagram in one part
of the vehicle of FIG. 1.
[0033] FIG. 15 is a hydraulic circuit diagram in another
part of the vehicle of FIG. 1.

DETAILED DESCRIPTION OF THE PREFERRED EM-
BODIMENT

[0034] The description will be made for a preferred em-
bodiment of the present invention with reference to the
accompanied drawings. FIG. 1 is a schematic side view
of a working vehicle 1, to which the frame structure of
this embodiment has been applied. FIG. 2 is a side view
of the frame structure in longitudinal cross section.
[0035] As illustrated in FIGS. 1 and 2, a frame structure
100 of this embodiment constitutes at least a portion of

the vehicle frame. Specifically, the frame structure 100
includes a flywheel housing 110 connected to an engine
10, an intermediate housing 120 connected to the fly-
wheel housing 110 and a transmission case 130 con-
nected to the intermediate housing 120.
[0036] FIGS. 3 and 4 are respectively enlarged side
view and plane view of the flywheel housing in longitudi-
nal and lateral cross sections. As illustrated in FIGS. 1
to 4, the flywheel housing 110 has a first end and a second
end along the vehicle longitudinal axis (hereinafter some-
times referred to a first longitudinal end and a second
longitudinal end), which ends respectively have a first
opening 110a and a second opening 110b, and a hollow
shape with a center axis substantially coaxial with a crank
shaft 11 of the engine. The first opening 110a is sized to
allow a flywheel 15, which is operatively connected to
the engine 10, to pass therethrough. The second opening
110b is sized to allow a HST unit 30 (hereinafter de-
scribed) to pass therethrough. The first end of the fly-
wheel housing 110 is connected to the engine so that the
flywheel housing 110 is aligned along the vehicle longi-
tudinal axis.
[0037] In this embodiment, the engine 10 is located on
the front side of the vehicle along the vehicle longitudinal
axis. As used throughout the description, the first and
second longitudinal ends along the vehicle longitudinal
axis respectively represent the front and rear sides of the
vehicle and therefore will be replaced with them accord-
ing to need and circumstance in the following description.
Also, the directional terms such as forward and rearward
are used in reference to the vehicle longitudinal axis.
[0038] The intermediate housing 120 includes a hollow
body portion 121 extending along the vehicle longitudinal
axis and a front flange portion 125 located forward of the
body portion 121. The front flange portion 125 provides
a support area for the HST unit 30 as well as an area for
connection with the flywheel housing 110. FIG. 5 is a
front side view of the intermediate housing with the HST
unit 30 removed. FIGS. 6 and 7 are cross sectional views
taken along line VI-VI in FIG. 4 and line VII-VII in FIG. 2
respectively.
[0039] Specifically, as illustrated in FIGS. 5 and 6, the
front flange portion 125 has a forward end (an end faces
to the first side of the vehicle longitudinal axis), of which
a radially outward portion forms an abutting surface 125a
that provides an area for connection with the flywheel
housing 110.
[0040] The abutting surface 125a is designed to be
brought into abutment with a rear end 111b (an end faces
to the second end of the vehicle longitudinal axis) of the
flywheel housing 110. The front flange portion 125 has
a support surface 125b located radially inward of the
abutting surface 125a of the forward end so as to provide
a support area for the HST unit 30.
[0041] The front flange portion 125 has an opening
120a defined or surrounded by the support surface 125b.
The opening 120a is formed in communication with a
hollow area of the hollow body portion 121 and thus forms
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a front opening (an opening closer to the first side of the
vehicle longitudinal axis) of the intermediate housing
[0042] Now, the description will be made for the HST
unit 30 supported on the support surface 125b.
[0043] As best illustrated in FIGS. 3 and 4, the HST
unit 30 includes a pump shaft 200 whose front end is
operatively connected to the engine 10, a hydraulic pump
unit 310 which is driven by the pump shaft 200, a hydraulic
motor unit 350 which non-stepwisely changes a driving
force from the engine in cooperation with the hydraulic
pump unit 310, a motor shaft 210 which is rotated by the
hydraulic motor unit, and a center section 380 which sup-
ports the hydraulic pump unit and the hydraulic motor
unit and has a hydraulic circuit which communicates the
hydraulic pump unit and the hydraulic motor unit with
each other so that fluid can flow therebetween.
[0044] In the drawings, a reference code 16 is a damp-
er provided on the flywheel 15.
[0045] As illustrated in FIGS. 4 and 6, the center sec-
tion 380 is connected to the support surface 125b such
as to surround the opening 120a.
[0046] More specifically, the center section 380 has a
first side of the vehicle longitudinal axis forming a pump
support surface 381 which supports the hydraulic motor
unit 350, and a second side of the vehicle the longitudinal
axis forming a peripheral edge surface 382 which abuts
against the support surface 125b of the flange portion
125 and forming a motor support surface 383 which is
located radially inward of the peripheral edge surface 382
to support the hydraulic motor unit 350. The peripheral
edge surface 382 is connected to the support surface
125b of the flange portion 125 so as to close the opening
120a.
[0047] That is, in this embodiment, the center section
380 is connected to the support surface 125b, thereby
liquid-tightly separating an inner space in the flywheel
housing 110 from an inner space of the intermediate
housing 120. With this configuration, the inner space in
the intermediate housing 120 can be used as an oil cham-
ber, and the inner space in the flywheel housing 110 can
be used as a dry chamber.
[0048] FIG. 8 is a sectional view taken along a line VIII-
VIII in FIG. 4.
[0049] As illustrated in FIG. 8, the center section 380
further includes an oil passage (a pair of hydraulic lines
385 in this embodiment) which communicates the hy-
draulic pump unit 310 and the hydraulic motor unit 350
such that oil can flow therebetween, and a charge oil
passage 386 for supplying charge oil into the oil passage
385.
[0050] A hydraulic circuit of the frame structure 100
according to this embodiment including that of the HST
unit 30 will be described later.
[0051] In this embodiment, the HST unit 30 further in-
cludes a pump case 301 connected to the pump support
surface 381 of the center section 380 such as to surround
the hydraulic pump unit 310, and a motor case 305 con-
nected to the motor support surface 383 of the center

section 380 such as to surround the hydraulic motor unit
350.
[0052] The pump shaft 200 is supported by the pump
case 301 and the center section 380 such that the pump
shaft 200 can rotate around its axis and such that the
pump shaft 200 is coaxial with the crank shaft 11 of the
engine 10.
[0053] More specifically, a front end of the pump shaft
200 extends forward through the pump case 301 such
that the front end is operatively connected to an output
portion 15a of the flywheel 15, and a rear end of the pump
shaft 200 extends rearward through the center section
380 such that the rear end is connected to a subsequent
transmitting shaft (main shaft 150 in this embodiment).
[0054] A front end of the motor shaft 210 is supported
by a bearing recess provided in the center section 380,
and a rear end of the motor shaft 210 extends rearward
through the motor case 305 such that the rear end is
connected to a subsequent transmitting shaft (propeller
shaft 220 in this embodiment).
[0055] At least one of the hydraulic pump unit 310 and
the hydraulic motor unit 350 is of a variable displacement
type whose suction/discharge rates are variable by a
slanting position of an output adjusting member 313. By
controlling the slanting position of the output adjusting
member 313, non-stepwisely changed output is obtained
from the motor shaft 210 which is driven by the hydraulic
motor unit 350. In this embodiment, the hydraulic pump
unit 310 is of a variable displacement type and the hy-
draulic motor unit 350 is of a fixed displacement type.
[0056] The hydraulic pump unit 310 includes a piston
unit 311, a cylinder block 312 and the output adjusting
member 313. As the pump shaft 200 rotates, the piston
unit 311 rotates around the axis of the pump shaft 200
and reciprocates in association with the rotation. The cyl-
inder block 312 supports the piston unit 311 such that
the piston unit 311 can reciprocates. The cylinder block
312 is rotatably and slidably supported by the pump sup-
port surface 381 of the center section 380 with being in
communication with the pair of hydraulic lines 385. The
output adjusting member 313 controls a stroke length of
the piston unit 311 according to the slanting position, and
changes the suction/discharge rates by the piston unit
311.
[0057] The variable displacement type hydraulic pump
unit 310 further includes a hydraulic operation device 315
(hereinafter described). The slanting position of the out-
put adjusting member 313 is controlled by the hydraulic
operation device 315.
[0058] In this embodiment, since the hydraulic pump
unit 310 is of an axial piston type, a movable swash plate
is employed as the output adjusting member 313. If the
hydraulic pump unit is of a radial piston type, a cam ring
is employed as the output adjusting member.
[0059] The fixed displacement type hydraulic motor
unit 320 includes a cylinder block 322 and a piston unit
321. The cylinder block 322 is rotatably and slidably sup-
ported by the motor support surface 383 of the center

7 8 



EP 1 442 911 B9

6

5

10

15

20

25

30

35

40

45

50

55

section 380 with being in communication with the pair of
hydraulic lines 385. The piston unit 321 is slidably sup-
ported in the cylinder block 322. The piston unit 321 re-
ciprocates and rotates by hydraulic pressure from the
pair of hydraulic line 385 to transmit the rotation to the
motor shaft 210.
[0060] Thus, in the frame structure 100 of this embod-
iment, the intermediate housing 120 has, on its front side,
the abutting surface 125a for abutment with the rear end
of the flywheel housing 110, the support surface 125b
located radially inward of the abutting surface 125a to
support the HST unit 30, and the opening 120a defined
by the support surface 125b to allow the transmission
shafts respectively on the downstream sides of the pump
shaft 200 and the motor shaft 210 to pass therethrough.
[0061] According to the above arrangement, the HST
unit 30 which has been assembled independently is in-
troduced from the front side of the intermediate housing
120 and connected to the support surface 125b, and then
the intermediate housing 120 is connected to the flywheel
housing 110 via the abutting surface 125a. This achieves
ease of connection between the flywheel housing 110
and the intermediate housing 120 with the HST unit 30
held therein and hence contributes to improved assembly
efficiency.
[0062] Preferably, the positions of the abutting surface
125a and the support surface 125b along the vehicle lon-
gitudinal axis are determined so as to allow at least a
portion of the HST unit 30 supported on the support sur-
face 125b to be positioned within the flywheel housing
110 in a state with the flywheel housing 110 connected
to the intermediate housing 120.
[0063] That is, where the support surface 125b is lo-
cated with a great distance away from the abutting sur-
face 125a towards the second side of the vehicle longi-
tudinal axis (towards the rear side in this embodiment),
the HST unit 30 is entirely placed in the intermediate
housing 120. This greatly widens the distance between
the forward end of the intermediate housing 120a and
the support surface 125b, and hence lowers efficiency in
mounting the HST unit 30 to the support surface 125b.
[0064] Contrarily to the above, by positioning the abut-
ting surface 125a and the support surface 125b along
the vehicle longitudinal axis so that at least a portion of
the HST unit 30 supported on the support surface 125b
is positioned within the flywheel housing 110, it is possible
to achieve an improved efficiency in mounting the HST
unit 30 to the support surface 125b.
[0065] In a more preferable arrangement, the support
surface 125b is positioned at the same level as or forward
of the abutting surface 125a along the vehicle longitudinal
axis. This arrangement can achieve a further improved
efficiency in mounting the HST unit 30.
[0066] The frame structure 100 of this embodiment can
achieve an improved efficiency in mounting the HST unit
30 and connecting the flywheel housing 110 to the inter-
mediate housing 120, as well as securing a free space
above the intermediate housing 120 as much as possible.

This point will be mentioned in detail below.
[0067] As best illustrated in FIG. 2, in this embodiment,
while the HST unit 30 is accommodated in the flywheel
housing 110 and a main-speed change unit 40, a PTO
clutch unit 70 and the like (hereinafter described) are
accommodated in the transmission case 130, no trans-
mission units such as a speed change mechanism and
a clutch mechanism are disposed in the intermediate
housing 120. That is, only the transmission shafts such
as a main shaft 150 and a propeller shaft 220 respectively
connected to the pump shaft 200 and the motor shaft 210
are accommodated in the intermediate housing 120. In
this arrangement, there is no need to mount gears, friction
plates and the like on the transmission shafts such as
the main shaft 150. Accordingly, the transmission shafts
can be located in proximity with a wall of the intermediate
housing 120.
[0068] The above points were taken into account in the
frame structure 100 of this embodiment. Accordingly, the
hollow body portion 121 has a center axis displaced
downward from a center axis of the flywheel housing 110
so as to locate a top wall 121a of the hollow body portion
121 of the intermediate housing 120 as close as possible
to the transmission shaft (the main shaft 150 in this em-
bodiment). The front flange portion 125 of the intermedi-
ate housing 120 has a lower side located substantially
at the same level as that of the hollow body portion 121,
and an upper side higher than that of the hollow body
portion 121 so as to enable the connection between the
flywheel housing 110 and the hollow body portion 121
with their center axes displaced from each other.
[0069] That is, as illustrated in FIG. 5, the front flange
portion 125 has an upper extension 126 extending from
the top wall 121a of the hollow body portion 121 towards
the radially outward side or upper side of the hollow body
portion 121, a lateral extension 127 extending from a
lateral wall 121b of the hollow body portion 121 towards
the radially outer and inner sides of the hollow body por-
tion 121, and a lower extension 128 extending from a
bottom wall 121c of the hollow body portion 121 towards
the radially inner side or upper side of the hollow body
portion 121, so that the abutting surface 125a located
opposite to the rear end 111b of the flywheel housing
110, the support surface 125b located radially inward of
the abutting surface 125a to support the HST unit 30,
and the front opening 120a located radially inward of the
support surface 125b are respectively defined.
[0070] Thus, in the frame structure 100, substantially
only the transmission shaft(s) (the main shaft 150 and
the propeller shaft 220 in this embodiment) is present in
the intermediate housing 120, thereby displacing the axis
of the hollow body portion 121 of the intermediate housing
120 downward from the axis of the flywheel housing 110
so as to locate the top wall of the hollow body portion 121
as close as possible to the transmission shaft (the main
shaft 150 in this embodiment) , and connecting the fly-
wheel housing 110 by the front flange portion 125 to the
hollow body portion 121 with both axes displaced from
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each other.
[0071] The above arrangement can provide a free
space above the hollow body portion 121, thereby pro-
viding an improved deign flexibility in designing a vehicle.
Particularly, when a step bar or board is to be mounted
on the top wall 121a of the hollow body portion 121 (see
FIG. 1), it can be mounted as low as possible by the
above arrangement, thereby enabling the driver to easily
getting on and off the driver seat.
[0072] Now, the description will be made for the con-
nection structure between the intermediate housing 120
and the transmission case 130.
[0073] FIG. 9 is a side view of the transmission case
130 and its periphery in longitudinal cross section.
[0074] As illustrated in FIG. 9, the intermediate housing
120 includes a rear flange portion 129 located rearward
of the hollow body portion 121. In this embodiment, the
bottom wall 121c of the hollow body portion 121 has a
rear end that downwardly bulges to form a downward
bulge 122 that is designed to allow a heater (hereinafter
described) to be mounted therein from the outside (from
the front side in this embodiment).
[0075] The intermediate housing 120 is separably con-
nected via a center plate 18 to the transmission case 130
for accommodating various transmission mechanisms
(hereinafter described). The center plate 18 acts as a
bearing member for transmission shafts respectively
downstream to the pump shaft 200 and the motor shaft
210.
[0076] According to the thus arranged frame structure
100 of this embodiment, bearing members, which require
complicated manufacturing process to be manufactured,
are formed independently of cast parts, namely the fly-
wheel housing 110, the intermediate housing 120 and
the transmission case 130, as many as possible, aiming
at achieving a simplified structure of the cast parts, name-
ly the flywheel housing 110, the intermediate housing
120 and the transmission case 130, and hence reduction
of the manufacturing cost.
[0077] That is, in the frame structure 100 of this em-
bodiment, as described above, the pump shaft 200 and
the motor shaft 210 are respectively supported by a cor-
responding case of the pump case 301 and the motor
case 305, and the center section 380. Further, the trans-
mission shafts 150, 200 respectively downstream to the
pump shaft 200 and the motor shaft 210 are supported
by the center plate 18. Accordingly, it is possible to reduce
the number of downstream processes subjected to the
flywheel housing 110, the intermediate housing 120 and
the transmission case 130 made by casting, such as bor-
ing bearing holes, as much as possible, and hence re-
duce the manufacturing cost.
[0078] Now, the description will be made for the trans-
mission mechanism of the vehicle 1, to which the frame
structure 100 of this embodiment has been applied. The
detailed structure of the transmission case 130 will be
described later.
[0079] The vehicle 1 has a running-power transmission

mechanism for transmitting power from a power source
10 to the drive wheels, and a PTO transmission mecha-
nism for transmitting power from the drive source 10 to
an attached device such as a mower. First, the descrip-
tion will be made for the running-power transmission
mechanism.
[0080] The running-power transmission mechanism
includes the HST unit 30, the propeller shaft 220 extend-
ing along the vehicle longitudinal axis and connected to
the motor shaft 210 in such a manner to be relatively non-
rotatably around its axis, a sub-speed change unit 40
located downstream of the propeller shaft 220 with re-
spect to the power transmission direction, and a differ-
ential gear unit 50 for transmitting power from the sub-
speed change unit 40 to a pair of main transmission
shafts (a pair of rear axles in this embodiment), enabling
them to be rotated at different speeds.
[0081] As best illustrated in FIG. 2, the propeller shaft
220 has a front end connected to the motor shaft 210 in
such a manner as to be relatively non-rotatably around
its axis and a rear end supported by the center plate 18.
Preferably, the hollow body portion 121 of the interme-
diate housing 120 is integrally formed with a bearing wall
123 that extends radially inwardly from an inner circum-
ference of the top wall 121a, so that a center portion of
the propeller shaft 220 can be bearing-supported by the
bearing wall 123. With the above arrangement, it is pos-
sible to support the propeller shaft 220 in a secure man-
ner.
[0082] The sub-speed change unit 40 is accommodat-
ed in the transmission case 130, as illustrated in FIG. 2.
Now, the description will be made for the structure of the
transmission case 130. FIG. 10 is a cross sectional view
taken along a line X-X in FIG. 2.
[0083] As illustrated in FIGS. 2 and 10, the transmis-
sion case 130 has a body portion 131 having a front open-
ing 130a and a rear opening 130b. The body portion has
a bottom wall 131a extending along the vehicle longitu-
dinal axis, a pair of lateral walls 131b extending upwardly
from the opposite sides of the bottom wall 131a with re-
spect to the vehicle widthwise direction, a first interme-
diate wall 131c extending upwardly from an inner circum-
ference of the bottom wall 131a in such a manner as to
divide an inner space defined by the bottom wall 131a
and the pair of side walls 131b into a front section and a
rear section, and a second intermediate wall 131d locat-
ed rearward of the first intermediate wall 131c and ex-
tending upwardly from the inner circumference of the bot-
tom wall 131a in such a manner as to further divide the
rear section of the aforesaid inner space into a front part
and a second part.
[0084] The body portion 131 has a front end, to which
the center plate 18 is connected to cover the front opening
130a (see FIGS. 2 and 9), and a rear end, to which a rear
plate 19 is connected to seal the rear opening 130b in a
liquid tight manner (see FIG. 2).
[0085] Specifically, the transmission case 130 pro-
vides a front chamber 130F between the first intermedi-

11 12 



EP 1 442 911 B9

8

5

10

15

20

25

30

35

40

45

50

55

ate wall 131c and the center plate 18, an intermediate
chamber 130M between the first intermediate wall 131c
and the second intermediate wall 131d, and a rear cham-
ber 130R between the second intermediate wall 131d
and the rear plate 19. An upper opening 130c is formed
in an upper part of the body portion 131 (see FIG. 2), and
sealed by a hydraulic lift case 20 (see FIG. 1).
[0086] The sub-speed change unit 40 is accommodat-
ed in the front chamber 130F of the transmission case
130. Specifically, as best illustrated in FIG. 9, the sub-
speed change unit 40 includes a driving shaft 401 oper-
atively connected to the propeller shaft 220, a speed
change shaft 403 located parallel to the driving shaft 401,
a speed change device 420 for stepwisely changing the
speed between the driving shaft 401 and the speed
change shaft 403, a speed change operation device 470
for operating the speed change device 420.
[0087] The driving shaft 401 has a front end supported
by the center plate 18 and a rear end supported by the
first intermediate wall 131c. The driving shaft 401 is con-
nected to a connecting shaft 402 which is connected to
the propeller shaft 220 in such a manner as to be non-
rotatably around its axis, via a suitable power transmitting
mechanism.
[0088] The speed change shaft 403 has a front end
supported by the center plate 18 and a rear end support-
ed by the first intermediate wall 131c. The front end of
the speed change shaft 403 extends forward through the
center plate 18 to have a front extension that forms a
drive power output member for outputting drive power to
a sub axle 240 (a front axle in this embodiment). The rear
end of the speed change shaft 403 extends rearward
through the first intermediate wall 131c into the interme-
diate chamber 130M to have a rear extension operatively
connected to the differential gear unit 50.
[0089] In this embodiment, as the speed change de-
vice 420, a mesh device that enables power transmission
at three speed stages is employed. Specifically, as best
illustrated in FIG. 9, the mesh device 420 includes a low-
speed drive gear 421L, a medium-speed drive gear 421M
and a high-speed drive gear 421H relatively non-rotata-
bly supported on the drive shaft 402, a low-speed driven
gear 422L, a medium-speed driven gear 422M and a
high-speed driven gear 422H relatively rotatably support-
ed on the speed change shaft 403 and held respectively
in meshed engagement with the low-speed drive gear
421L, the medium-speed drive gear 421M and the high-
speed drive gear 421H, a first clutch hub 423 located
between the low-speed driven gear 422L and the medi-
um-speed driven gear 422M and relatively non-rotatably
supported on the speed change shaft 403, a first sleeve
424 being capable of taking a low-speed position ena-
bling the low-speed driven gear 422L to be connected to
the first clutch hub 423, a medium-speed position ena-
bling the medium-speed driven gear 422M to be connect-
ed to the first clutch hub 423 and a neutral position ena-
bling the low-speed driven gear 422L and the medium-
speed driven gear 422M to be disconnected from the first

clutch hub 423, a second clutch hub 425 relatively non-
rotatably supported on the speed change shaft 403 at a
position adjacent to the high-speed driven gear 422H,
and a second sleeve 426 being capable of taking a high-
speed position enabling the high-speed driven gear 422H
to be connected to the second clutch hub 425 and a neu-
tral position enabling the high-speed driven gear 422H
to be disconnected from the second clutch hub 425.
[0090] According to the thus arranged mesh device
420, the first or second sleeve 424, 426 is shifted so as
to enable the low-speed, medium-speed or high-speed
driven gear 422L, 422M, 422H to be selectively connect-
ed to the first or second clutch hub 423, 425, so that the
speed change shaft 403 can be rotated at low speed,
medium speed or high speed.
[0091] FIGS. 11 is a cross sectional view taken along
a line XI-XI in FIG. 10.
[0092] Now, the description will be made for the speed
change operation device 470. As illustrated in FIGS.
9-11, the sub-speed change operation device 470 in-
cludes a speed change operation shaft 471 axially rotat-
ably supported by the pair of lateral walls 131b of the
transmission case 130 so as to extend in the vehicle width
direction within the front chamber 130F of the transmis-
sion case 130, a speed change operation arm 472 having
a proximal end relatively non-rotatably supported on the
speed change operation shaft 471 so as to be located
within the front chamber 130F, a fork shaft 473 axially
slidably supported by the center plate 18 and the first
intermediate wall 131c so as to extend along the vehicle
longitudinal axis within the front chamber 130F, first and
second forks 474, 475 axially non-slidably supported on
the fork shaft 473, in which any one of the proximal ends
of the first and second forks 474, 475 is connected to a
free end of the speed change operation arm 472 (in this
embodiment, the proximal end of the first fork 474 is con-
nected to the free end of the speed change operation
arm 472), and free ends of the first and second forks 474,
475 are respectively engaged with the first and second
sleeves 424, 426, and a speed change connection arm
476 for operation of the speed change control shaft 471
from the outside (see FIG. 1).
[0093] The thus arranged speed change operation de-
vice 470 is capable of bringing the speed change device
420 into a low-speed state, a neutral state, a medium-
speed state and a high-speed state by rotating the speed
change operation shaft 471 around the axis, on the basis
of operation from the outside by a speed change opera-
tion member 3 such as a sub-speed change lever dis-
posed around the driver seat. Preferably, the fork shaft
473 may be provided with a detent mechanism 478 for
preventing unintentional axial movement of the fork shaft
473 (see FIG. 11).
[0094] FIG. 12 is a cross sectional view taken along a
line XII-XII in FIG. 9. FIG. 13 is a development plan view
of the transmission case in lateral cross section. As illus-
trated in FIG. 2, the differential gear unit 50 is accommo-
dated in the intermediate chamber 130M of the transmis-
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sion case 130.
[0095] More specifically, the differential gear unit 50
includes a pair of differential yoke shafts 51 (see FIG.
13) supported by the lateral walls 131b to respectively
have inner ends located inward of the intermediate cham-
ber 130M and outer ends located outward of the inter-
mediate chamber 130M, a pair of side bevel gears (not
shown) relatively non-rotatably supported on the inner
ends of the pair of differential yoke shafts 51, a bevel
gear (not shown) that is held in meshed engagement with
the pair of side bevel gears and travels around the pair
of differential yoke shafts 51 while being rotated around
a pivotal shaft orthogonal to the pair of differential yoke
shafts 51, and a ring gear 55 (see FIG. 9) connected to
the pivotal shaft so as to keep the traveling of the bevel
gear while permitting the rotation of the same.
[0096] The differential gear unit 50 is capable of trans-
mitting drive power, which has been input from the rear
end of the speed change shaft 403 to the ring gear 55,
to the pair of differential yoke shafts 51 (see FIGS. 9 and
13). As seen in FIG. 13, the pair of differential yoke shafts
51 are respectively and operatively connected to a pair
of main-drive axles 230 (a pair of rear axles in this em-
bodiment) supported on the pair of lateral walls of the
transmission case via a transmission gear 231.
[0097] The reference code 60 in FIG. 13 is a brake
mechanism 60 placed in the running-power transmission
mechanism. The brake mechanism 60 is designed to be
capable of directly or indirectly, and independently or de-
pendently applying braking power to the pair of main-
drive axles 230, to which drive power is transmitted from
the power source, according to the selected operation
from the outside.
[0098] In this embodiment, the running-power trans-
mission mechanism is further provided with a sub-axle
power take-off unit 250 for outputting drive power to the
sub axle 240 (the front axle in this embodiment).
[0099] As illustrated in FIG. 9, the sub-axle power take-
off unit 250 includes a drive-side member 255 that is rel-
atively non-rotatably mounted on the front end of the
speed change shaft 403 and has a spline on the outer
circumference, a sub-axle drive shaft 260 (see FIG. 2)
supported by the intermediate housing 120 so as to be
coaxially aligned with the speed change shaft 403, a driv-
en-side member 265 that is relatively non-rotatably sup-
ported on the sub-axle drive shaft 260 so as to be located
opposite to the drive-side member 255 and has a spline
on the outer circumference, a sleeve 270 that is mounted
on the drive-side member 255 and the driven-side mem-
ber 265 and capable of taking an engaging position en-
abling connection between both the members 255, 265
in a relatively non-rotatable manner and a shutdown po-
sition enabling shutdown of power transmission from the
drive-side member 255 to the driven-side member 265,
and an operation mechanism 280 for operation of the
sleeve 270.
[0100] As illustrated in FIG. 12, the operation mecha-
nism 280 includes a sub-axle operation shaft 281 rela-

tively rotatably supported by the intermediate housing
120 so as to extend in the vehicle width direction, and a
fork member 282 that has a proximal end relatively non-
rotatably supported on the sub-axle operation shaft 281
and a distal end arranged to be engaged with the sleeve
270.
[0101] The sub-axle operation shaft 281 is located to
have at least one end protruding outward to have an outer
extension, through which the sub-axle operation shaft
281 is rotated around the axis on the basis of the oper-
ation from the outside. In this embodiment, as illustrated
in FIGS. 1 and 12, a proximal end of a sub-axle drive
crank arm 285 is relatively non-rotatably connected to
the outer extension of the sub-axle operation shaft 281.
The sub-axle drive crank arm 285 has a free end con-
nected to a free end of a hydraulic piston 291, a proximal
end of the hydraulic piston 291 being placed in a hydraulic
cylinder 290 for switching of the sub-axle drive.
[0102] With the above arrangement, the reciprocal mo-
tion of the hydraulic piston 291 relative to the hydraulic
cylinder 290 causes the rotation of the sub-axle operation
shaft 281 around the axis, and hence enables the sleeve
270 to be positioned at an engaging position or release
position.
[0103] Now, the description will be made for the PTO
transmission mechanism.
[0104] As illustrated such as in FIGS. 2 - 4, and 9, the
PTO transmission mechanism includes the pump shaft
200 operatively connected to the engine 10 via the fly-
wheel 15, the main shaft 150 connected to a downstream
end of the pump shaft 200 in the power transmission
direction in such a manner as to be relatively non-rotat-
able around the axis, a PTO drive shaft 160 connected
to a downstream end of the main shaft 150 in the power
transmission direction in such a manner as to be relatively
non-rotatable around the axis, a PTO driven shaft 170
located downstream of the PTO drive shaft 160 in the
power transmission direction, a main-PTO clutch unit 70
for selectively performing power-transmission/power-
shutoff from the PTO drive shaft 160 to the PTO driven
shaft 170, a rear PTO shaft 180 relatively rotatably sup-
ported by the second intermediate wall 131d and the rear
plate 19 so as to have a first end outwardly extending, a
mid PTO shaft 190 supported to have a first end outward-
ly extending, and a PTO switch unit 80 for selectively
performing power-transmission/power-shutoff from the
PTO driven shaft 170 to the rear PTO shaft 180 and/or
the mid PTO shaft 190.
[0105] The main shaft 150 extends into the intermedi-
ate housing 120 along the vehicle longitudinal axis, as
illustrated in FIG. 2. Preferably, the bearing wall 123 of
the intermediate housing 120 has a bearing hole for bear-
ing-support of the main shaft 150, which enables secure
support of the main shaft 150.
[0106] The PTO drive shaft 160 is rotatably supported
by the center plate 18 and the first intermediate wall 131c,
as illustrated in FIGS. 2 and 9. The PTO driven shaft 170
is rotatably supported by the second intermediate wall
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131d and the rear plate 19 so as to be coaxially aligned
with the PTO drive shaft 160.
[0107] FIGS. 14 and 15 are respectively circuit dia-
grams in one part and another part of the vehicle 1, to
which the frame structure 100 of this embodiment has
been applied.
[0108] The PTO clutch unit 70 is designed to perform
power-transmission from the PTO drive shaft 160 to the
PTO driven shaft 170 with bringing friction plates into
frictional engagement with each other by the hydraulic
effect (see FIG. 15).
[0109] In this embodiment, the PTO transmission
mechanism further includes a PTO brake unit 75 opera-
ble in association with the PTO clutch unit 70. The PTO
brake unit 75 is designed not to apply brake power
against the PTO driven shaft 170 when the PTO clutch
unit 70 is in a power-transmitting state in which the PTO
clutch unit 70 transmits drive power from the PTO drive
shaft 160 to the PTO driven shaft 170, and to apply brake
power against the PTO driven shaft 170 when the PTO
clutch unit 70 is in a power-shutoff state in which the PTO
clutch unit 70 shutoff drive power from the PTO drive
shaft 160 to the PTO driven shaft 170.
[0110] As best illustrated in FIG. 9, in this embodiment,
the PTO switch unit 80 includes a first transmission gear
member 801 mounted on a portion of the PTO driven
shaft 170 located within the rear chamber 130R, a second
gear member 802 relatively rotatably supported on the
rear PTO shaft 180 in meshed engagement with the first
transmission gear member 801, a rear PTO sleeve 803
that is axially movable and relatively non-rotatable to the
rear PTO shaft 180 and is capable of taking an engaging
position enabling meshed engagement with internal
threads formed on the second gear member 802 and a
release position releasing itself from meshed engage-
ment with the internal threads, a third gear member 804
held in meshed engagement with the second gear mem-
ber 802, a first intermediate shaft 805 that relatively non-
rotatably supports the third gear member 804, a fourth
gear member 806 held in meshed engagement with the
third gear member 804, a second intermediate shaft 807
that is rotatably supported by the second intermediate
wall 131d and the rear plate 19 and relatively non-rotat-
ably supports the fourth gear member 806, a mid PTO
transmission shaft 808 located coaxial with the second
intermediate shaft 807, a mid PTO sleeve 809 that is
axially movably supported by the mid PTO transmission
shaft 808 and the second intermediate shaft 807 and is
capable of taking an engaging position enabling connec-
tion of both the shafts 808, 807 together in a relatively
axially non-rotatable manner and a release position en-
abling both the shafts 808, 807 to be relatively axially
movable to each other, a mid PTO case 820 (see FIG.
10) that is separably connected to the transmission case
130 and supports the mid PTO shaft 190, and a gear
train 825 (see FIG. 13) that connects the mid PTO trans-
mission shaft 808 and the mid PTO shaft 190 together
and is supported by the mid PTO case 820. The rear

PTO sleeve 803 and the mid PTO sleeve 809 are oper-
ated by a suitable operation mechanism (not shown).
[0111] As illustrated in FIG. 1, the vehicle of this em-
bodiment is equipped with a mower device 9 under the
frame structure 100 to be operatively driven by the mid
PTO shaft 190.
[0112] More preferably, the PTO switch unit 80 is pro-
vided with a PTO output detection mechanism 88 for de-
tecting the output status of each of the rear PTO shaft
180 and the mid PTO shaft 190. The PTO output detec-
tion mechanism 88 has first and second switches 881,
882 to be turned on and off according to the axial position
of a PTO fork shaft.
[0113] Now, the description will be made for a hydraulic
mechanism 90 of the vehicle in this embodiment. The
hydraulic mechanism 90 includes a tank 901 for storing
hydraulic fluid, and first and second hydraulic pumps 903,
904 for respectively sucking stored hydraulic fluid from
the tank 901 through a filter 902.
[0114] In this embodiment, at least a portion of the inner
space of the frame structure 100 is used as the tank 901.
That is, the flywheel housing 110, the intermediate hous-
ing 120 and the transmission case 130 form accommo-
dating spaces for various transmission mechanisms, as
well as constituting a portion of the chassis, in which at
least a portion of the inner space forms a hydraulic fluid
reservoir space.
[0115] Now, the description will be made in detail for
the hydraulic fluid reservoir space of the frame structure
100. As described above, the frame structure 100 is de-
signed so that the inner spaces of the intermediate hous-
ing 120 is utilized as a fluid chamber, and the flywheel
accommodating space (a space other than the space
occupied by the HST unit 30) of the flywheel housing 110
is utilized as a dry chamber.
[0116] In addition to the above arrangement, as illus-
trated in FIG. 9, the center plate 18, which is interposed
between the intermediate housing 120 and the transmis-
sion case 130, has fluid communication ports 18a on its
lower side. The rear opening of the transmission case
130 is sealed by the rear plate 19 in a liquid tight manner,
as described above. With this arrangement, the frame
structure 100 of this embodiment makes it possible to
utilize the inner spaces of the intermediate housing 120
and the transmission case 130 as the fluid reservoir
space.
[0117] Further, the frame structure 100 is designed to
make it possible to get hydraulic fluid out of the fluid res-
ervoir space via the filter 902.
[0118] Specifically, the frame structure 100 has a par-
tition wall 101. The partition wall 101 is designed to divide
the fluid reservoir space into a filter accommodating por-
tion 100a for accommodating the filter 902 and a main
portion 100b other than the filter accommodating portion
100a.
[0119] In this embodiment, as illustrated in FIG. 10, the
partition wall 101 is provided on the transmission case
130. Specifically, the transmission case 130 has a bulge
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135 that extends in the vehicle width direction over a
region of the transmission case 130 from the front end,
which end facing the rear end of the intermediate housing
120 through the center plate 18, rearward to a portion
with a predetermined distance. The bulge 135 forms the
filter accommodating portion 100a.
[0120] In the transmission case 130, the partition wall
101 extends from the inner surface of one of the pair of
lateral walls 131b, on which the bulge 135 is formed,
towards the lateral center of the transmission case 130.
The inner space of the bulge 135 is divided from the other
portion by the partition wall 101.
[0121] More specifically, the partition wall 101 has a
communication port 102 for communication between the
filter accommodating portion 100a and the main portion
100b in a lower region of the fluid reservoir space. That
is, the partition wall 101 divides the filter accommodating
portion 100a from the main portion 100b in such a manner
as to allow fluid communication only in the lower region.
[0122] The frame structure of this embodiment is ca-
pable of securely getting hydraulic fluid out of the fluid
reservoir space without fluid running-out, while keeping
the amount of hydraulic fluid stored therein as low as
possible without increasing a height from ground.
[0123] That is, the fluid stored in the fluid reservoir
space causes a drag resistance in various transmission
mechanisms placed inside of the frame structure 100.
Accordingly, it is preferable to reduce the amount of fluid
stored in the fluid reservoir space in light of the power
transmission efficiency. On the other hand, excessive
reduction of hydraulic fluid in the fluid reservoir space
may cause fluid running-out during the fluid is drawn out.
Particularly, when the vehicle tilts due to such as running
up or down a slope, the surface level of store fluid is
changed. As a result, air may be drawn into a hydraulic
circuit.
[0124] The frame structure 100 of this embodiment is
designed so that the partition wall 101 allows the filter
accommodating portion 100a to be communicated with
the main portion only in the lower region of the fluid res-
ervoir space. With this arrangement, it is possible to keep
variation in the surface level of hydraulic fluid in the filter
accommodating portion 100a, which is caused by varia-
tion in vehicle’s posture or the like, as low as possible.
Accordingly, the amount of hydraulic fluid in the fluid res-
ervoir space can be limited, thereby preventing deterio-
ration in power transmission efficiency, while effectively
preventing running-out of hydraulic fluid sucked through
the filter 902.
[0125] Preferably, the partition wall 101 is located to
have the communication port 102 positioned substantial-
ly at the vehicle lateral center. With this arrangement, it
is possible to limit variation in surface level of hydraulic
fluid in the filter accommodating portion 100a when the
vehicle has tilted rightward or leftward. In this embodi-
ment, as illustrated in FIG. 10, the partition wall 101 has
a horizontal portion 101a extending substantially hori-
zontally from the lateral wall 131b of the transmission

case 130 substantially to the lateral center of the frame
structure 100, and a vertical portion 101b extending from
a free end of the horizontal portion 101a substantially
downward, in which the communication port 102 defined
by a free end of the vertical portion 101b and an inner
surface of the bottom wall 131a of the transmission case
130 is positioned substantially at the vehicle lateral cent-
er.
[0126] More preferably, the partition wall 101 is located
to have the communication port 102 positioned substan-
tially at the center of the fluid reservoir space with respect
to the vehicle longitudinal direction. With this arrange-
ment, it is possible to effectively limit variation in surface
level of hydraulic fluid within the filter accommodating
portion 101a when the vehicle has tilted forward or rear-
ward. In this embodiment, as described above, the inner
spaces of the intermediate housing 120 and the trans-
mission case 130 together form a fluid reservoir space.
Therefore, the partition wall 101 is formed near the front
end of the transmission case 130.
[0127] More preferably, as illustrated in FIGS. 9 and
10, an oil heater 105 is provided near the communication
port 102 so as to effectively prevent deterioration in vis-
cosity of hydraulic fluid during cold season. That is, hy-
draulic fluid sucked through the filter 902 is drawn into
the filter accommodating portion 100a through the com-
munication port 102 from the main portion 100b. Thus,
the oil heater 105 provided near the communication hole
102 can efficiently heat hydraulic fluid when it is drawn
out of the fluid reservoir space for use.
[0128] In this embodiment, as illustrated in such as
FIG. 9, a downward bulge 122 is formed near the rear
end of the intermediate housing 120 and the oil heater
105 is introduced through the front side of the downward
bulge 122 and detachably installed in place. A reference
code 18b in FIG. 9 represents a passing hole formed in
the center plate 18, through which the oil heater passes.
[0129] In this embodiment, the frame structure 100 is
made up of three units, namely the flywheel housing 110,
the intermediate housing 120 and the transmission case
130. In this regard, it is to be noted that the effect pro-
duced by providing the partition wall 101 is not limited to
the arrangement of this embodiment. That is, it is possible
to apply the partition wall 101 to a frame structure made
up of a single unit, two units or the like, as far as such
unit(s) are arranged from one side to another side along
the vehicle longitudinal axis and can utilize at least a por-
tion of the inner space defined by the unit(s) as a hydraulic
fluid reservoir space.
[0130] The hydraulic mechanism 90 further includes a
hydraulic control mechanism 905 for controlling the HST
unit 30 (see FIG. 14), to which hydraulic fluid sucked from
the fluid reservoir space through the filter 902 by the first
hydraulic pump 903 is supplied. In this embodiment, a
power-steering hydraulic circuit 905 is interposed be-
tween the first hydraulic pump 903 and the hydraulic con-
trol mechanism 950 so as to utilize pressurized fluid from
the first hydraulic pump as power steering hydraulic fluid.
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[0131] In this embodiment, the hydraulic control mech-
anism 950 has a hydraulic control valve 950V which is
connected to a side wall of the intermediate housing 120,
as illustrated in FIGS. 4 and 7.
[0132] The hydraulic control valve 950V has a main
line 951 which has a first end and a second end forming
an inlet port 951(I) and an outlet port 951(O) respectively,
a line filter 912 disposed in the main line 951, a charge
oil supply line 953 which has a first end communicated
with the main line 951 at a second side of the line filer
912, a first supply line 954a and a second supply line
954b, a relief line 957 which has a first end communicated
with the main line 951 and a second end opening to the
inner space of the intermediate housing 120 so as to form
a drain port 957(D), a relief valve 958 which is disposed
in the relief line 957 so as to set a pressure of the main
line 951 to the pre-determined pressure, first and second
switch valves 955a and 955b which have first side com-
municated with second ends of the first and second sup-
ply lines 954a and 954b respectively, first and second
supplying/discharging lines 956a and 956b which have
first ends communicated with the second sides of the first
and second switch valves 955a and 955b respectively,
and first and second discharge lines 959a and 959b
which have first ends communicated with the first side of
the first and second switch valves 955a and 955b respec-
tively and second ends communicated with the drain port
957(D).
[0133] As illustrated in FIGS. 4, 5, 7 and 8, the second
end of the charge oil supply line 953 is in communication
with a charge line 386 formed in the center section 380
through an appropriate oil conduit (oil passage 981
formed in the intermediate housing 120 in this embodi-
ment) provided in the intermediate housing.
[0134] More specifically, as illustrated in FIG. 8, the
charge line 386 of the center section 380 includes a by-
pass line 386a which brings the pair of oil passages 386
into communication with each other, a first charge line
386b whose first end is in communication with the bypass
line 386a and whose second end is opened from an outer
surface of the center section 380, a second charge line
386c whose first end is in communication with the oil
passage 981 and whose second end is opened from the
outer surface of the center section 380, and a charge
conduit 386d which bring the second ends of the first
charge line 386b and the second charge line 386c into
communication with each other.
[0135] On the other hand, the second ends of the first
supplying/discharging line 956a and second supply line
956b are brought into communication with the hydraulic
operation device 315 through appropriate oil conduits.
The hydraulic operation device 315 controls the slanting
position of the output adjusting member 313. Now, the
description will be made for the hydraulic operation de-
vice 315.
[0136] As illustrated in FIGS. 4 and 6, the hydraulic
operation device 315 includes a hydraulic cylinder 316,
and a hydraulic piston 317 which is slidably accommo-

dated in the hydraulic cylinder 316 such that the inner
space of the hydraulic cylinder 316 can be liquid-tightly
separated into a first hydraulic chamber 316(1) and a
second hydraulic chamber 316(2). The hydraulic opera-
tion device 315 also includes a connecting member 318
which connects the hydraulic piston 317 and the output
adjusting member 313 such that the output adjusting
member 313 can slant in response to the sliding operation
of the hydraulic piston 317.
[0137] In this embodiment, the hydraulic cylinder 316
comprises a through hole 316a formed in the pump case
301 and a pair of lid members 316b which close both end
openings of the through hole 316a.
[0138] The first supplying/discharging line 956a is in
communication with the first chamber 316(1) of the hy-
draulic cylinder 316 through an appropriate oil conduit.
[0139] In this embodiment, the first supplying/dis-
charging line 956a is in communication with the first
chamber 316(1) through a first conduit 982a, a commu-
nication passage 982b and a second conduit 982c. The
first conduit 982a is disposed within the intermediate
housing 120 so as to have a first end communicated with
the first supplying/discharging line 956a and a second
end opened from the support surface 125b of the inter-
mediate housing 120. The communication passage 982b
is formed in the center section 380 so as to have a first
end which is opened from its surface opposed to the sup-
port surface 125b to communicate with the first conduit
982a, and a second end which is opened from its surface
opposite from the opposed surface. The second conduit
982c is disposed in the flywheel housing 110 so as to
have a first end communicated with the second end of
the communication passage 982b and a second end
communicated with the first chamber 316(1).
[0140] Similarly, the second supplying/discharging line
956b is in communication with the second chamber 316
(2) of the hydraulic cylinder 316 through an appropriate
oil conduit.
[0141] In this embodiment, the second supplying/dis-
charging line 956b is in communication with the second
chamber 316(2) through a first conduit 983a, a commu-
nication passage 983b and a second conduit 983c. The
first conduit 983a is disposed within the intermediate
housing 120 so as to have a first end communicated with
the second supplying/discharging line 956b and a second
end opened from the support surface 125b of the inter-
mediate housing 120. The communication passage 983b
is formed in the center section 380 so as to have a first
end which is opened from its surface opposed to the sup-
port surface 125b to communicate with the first conduit
983a, and a second end which is opened from its surface
opposite from the opposed surface. The second conduit
983c is disposed in the flywheel housing 110 so as to
have a first end communicated with the second end of
the communication passage 983b, and a second end
communicated with the second chamber 316(2).
[0142] In this embodiment, the first and second switch
valves 955a and 955b which control the supply and dis-
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charge operations of hydraulic oil to and from the hydrau-
lic operation device 315 are provided in the HST hydraulic
control valve 950V mounted on an outer wall surface (out-
er wall surface of the intermediate housing 120 in this
embodiment) of the frame structure 100.
[0143] Therefore, control signal wires for the first and
second switch valves 955a and 955b need not be routed
into the frame structure, and it is possible to simplify the
wiring structure between the first and second switch
valves 955a, 955b and the HST operating member 2 (see
FIG. 1) disposed in the vicinity of the driver’s seat, and
it is possible to facilitate the piping operation and main-
tenance operation.
[0144] As illustrated in FIG. 15, the outlet port 951(O)
of the main line 951 is in communication with the PTO
valve 93 (see FIG. 1). The PTO valve 93 controls the
supply and discharge operation of hydraulic oil to and
from the PTO clutch unit 70 and the PTO brake unit 75
through a conduit 921. The PTO valve 93 also controls
the supply and discharge operation of hydraulic oil to and
from the auxiliary axle driving switch hydraulic cylinder
290.
[0145] The PTO valve 93 includes a PTO clutch line
931 and a switch line 932 for the auxiliary driving axle
which are in communication with the conduit 921, and
solenoid valves 933 and 934 inserted into the lines 931
and 932, respectively.
[0146] The hydraulic mechanism 90 includes a hydrau-
lic oil supply valve 907 for a hydraulic lift, to which hy-
draulic oil is supplied from the second hydraulic pump
904 (see FIG. 15).
[0147] The hydraulic mechanism 90 also includes a
PTO lubricating line 941. The PTO lubricating line 941
supplies relief oil from the hydraulic lift hydraulic oil supply
valve 907 to the PTO clutch unit 70 and the PTO brake
unit 75 as lubricant oil.
[0148] As illustrated in FIG. 9, the PTO lubricating line
941 is in communication with a lubricating oil path formed
in the PTO driving shaft 160 through an oil path 942
formed in a first intermediate wall 131c of the transmis-
sion case 130.
[0149] In this embodiment, two hydraulic pumps (the
first and second hydraulic pumps 903, 904) are provided
in order to address excessive load applied to a single
hydraulic pump. That is, the number of hydraulic pumps
are properly set according to the installed hydraulic cir-
cuits. It is a matter of course that various hydraulic circuits
provided in this embodiment are properly subjected to
omission, modification or addition according to the spec-
ification of a vehicle.
[0150] This specification is by no means intended to
restrict the present invention to the preferred embodi-
ments set forth therein.

Claims

1. A frame structure (100) of a vehicle comprising a

flywheel housing (110), an intermediate housing
(120) and a transmission case (130) that are con-
nected to each other along a longitudinal axis of the
vehicle to constitute a vehicle frame with an inner
space for accommodating a running-power trans-
mission path for transmitting power from an engine
(10) to drive wheels via a HST unit (30); wherein said
flywheel housing (110) has a first abutting surface
and a second abutting surface respectively located
closer to a first end and a second end of said flywheel
housing (110) along the longitudinal axis of the ve-
hicle, said first abutting surface being connected to
the engine (10), said second abutting surface being
connected to said intermediate housing (120) and
having a first opening (110b) through which said HST
unit (30) can pass, said flywheel housing (110) has
a hollow shape with a center axis substantially co-
axial with a crank shaft (11) of said engine (10);
said intermediate housing (120) has a hollow body
portion (121) and a flange portion (125), said hollow
body portion (121) having a first end and a second
end and extending along the longitudinal axis of the
vehicle with a center axis displaced downward from
said crank shaft (11), and said flange portion (125)
being located closer to said first end of said hollow
body portion (121) said flange portion (125) has a
lower side substantially at the same level as that of
the hollow body portion (121) and an upper side high-
er than that of the hollow body portion (121) so as
to enable the connection between the flywheel hous-
ing (110) and the hollow body portion (121) with their
center axes displaced from each other, and having
an opening in a radial center thereof, said opening
of the flange portion (125) serving as a first-end
opening (120a) of said intermediate housing (120)
along the longitudinal axis of the vehicle;
said frame structure (100) being characterized in
that
said flange portion (125) has an upper extension
(126) extending outward in a radial direction from a
top wall (121a) of the hollow body portion (121), a
lateral extension (127) extending outward and in-
ward in a radial direction from a lateral wall (121b)
of the hollow body portion (121) and a lower exten-
sion (128) extending inward in a radial direction from
a bottom wall (121c) of the hollow body portion (121),
so that an abutting surface (125a) located opposite
to said second abutting surface of said flywheel
housing (110), a support surface (125b) located ra-
dially inward of said abutting surface (125a) of said
intermediate housing (120) so as to support said
HST unit (30), and said first-end opening (120a) lo-
cated radially inward of said support surface (125b)
are respectively defined.

2. A frame structure (100) of a vehicle according to
claim 1, wherein said abutting surface (125a) and
said support surface (125b) along the longitudinal
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axis of the vehicle are located so that at least a por-
tion of the HST unit (30) is accommodated within
said flywheel housing (110).

3. A frame structure of a vehicle according to any one
of claims 1 and 2, wherein
said HST unit (30) includes a pump shaft (200) op-
eratively connected to said engine (10), a hydraulic
pump unit (310) driven by said pump shaft (200), a
hydraulic motor unit (350) for non-stepwisely chang-
ing the speed of drive power from said engine (10)
in cooperation with said hydraulic pump (310), an
output shaft (210) rotated by said hydraulic motor
unit (350), and a center section (380) supporting said
hydraulic pump unit (310) and said hydraulic motor
unit (350) and forming a hydraulic circuit for fluid
communication therebetween, and
said center section (380) is connected with the sup-
port surface (125b) of the flange portion (125) so as
to seal an inner space of the flywheel housing (110)
against the inner space of the intermediate housing
(120) in a liquid tight manner.

4. A frame structure (100) of a vehicle according to
claim 3, wherein
at least one of said hydraulic pump unit (310) and
said hydraulic motor unit (350) is of a variable dis-
placement type whose suction/discharge rates are
variable by a slanting position of a hydraulic opera-
tion type output adjusting member (313), and
said hydraulic operation type output adjusting mem-
ber (313) is controlled by a switching valve (955a,
955b) in a valve unit (955) provided outside of said
flywheel (110), said intermediate housing (120) and
said transmission case (130).

5. A frame structure (100) of a vehicle according to any
one of claims 3 and 4, wherein said center section
(380) has a first side along the longitudinal axis of
the vehicle forming a pump support surface (381)
which supports said hydraulic pump unit (310), and
has a second side along the longitudinal axis of the
vehicle forming a peripheral edge surface (382)
which abuts against said support surface (125b) of
said flange portion (125) and forming a motor support
surface (383) which is located radially inward of said
peripheral edge surface (382) and supports said hy-
draulic motor unit (350).

6. A frame structure (100) of a vehicle according to
claim 5, wherein said pump shaft (200) has a first
end along the longitudinal axis of the vehicle which
extends into said flywheel housing (110) so as to be
operatively connected to said driving source (10),
and a second end along the longitudinal axis of the
vehicle which passes through said center section
(380) toward the second side of the longitudinal axis
of the vehicle,

said motor shaft (210) has a second end along the
longitudinal axis of the vehicle which extends into
said intermediate housing (120) toward the second
side of the longitudinal axis of the vehicle,
a main shaft (150) operatively connected to the sec-
ond end of said pump shaft (200) and a propeller
shaft (220) operatively connected to the second end
of said motor shaft (210) are inserted through said
intermediate housing (120) along the longitudinal ax-
is of the vehicle.

7. A frame structure of a vehicle according to claim 6,
further comprising a center plate (18) interposed be-
tween said intermediate housing (120) and said
transmission case (130) so as to bearing-support
said main shaft (150) and said propeller shaft (220).

Patentansprüche

1. Rahmenstruktur (100) eines Fahrzeugs, die ein
Schwungradgehäuse (110), ein zwischengehäuse
(120) und ein Getriebegehäuse (130) umfasst, die
entlang einer Längsachse des Fahrzeugs miteinan-
der verbunden sind, um einen Fahrzeugrahmen mit
einem Innenraum zum Aufnehmen eines Antriebs-
kraftübertragungspfades zum Übertragen von Kraft
von einem Motor (10) zum Antreiben von Rädern
über eine HST-Einheit (30) zu bilden; wobei das
Schwungradgehäuse (110) eine erste Anliegefläche
und eine zweite Anliegefläche aufweist, die entlang
der Längsachse des Fahrzeugs näher an einem er-
sten Ende bzw. an einem zweiten Ende des
Schwungradgehäuses (110) liegen, wobei die erste
Anliegefläche mit dem Motor (10) verbunden ist und
die zweite Anliegefläche mit dem zwischengehäuse
(120) verbunden ist und eine erste Öffnung (110b)
aufweist,
durch welche die HST-Einheit (30) hindurchgeführt
werden kann, wobei das Schwungradgehäuse (110)
eine hohle Form mit einer Mittelachse aufweist, die
im Wesentlichen koaxial mit einer Kurbelwelle (11)
des Motors (10) verläuft;
wobei das Zwischengehäuse (120) einen Hohlkör-
perabschnitt (121) und einen Flanschabschnitt (125)
aufweist, wobei der Hohlkörperabschnitt (121) ein
erstes Ende und ein zweites Ende aufweist und sich
entlang der Längsachse des Fahrzeugs erstreckt,
wobei eine Mittelachse von der Kurbelwelle (11)
nach unten versetzt ist, und wobei sich der Flansch-
abschnitt (125) näher an dem ersten Ende des Hohl-
körperabschnitts (121) befindet, wobei der Flansch-
abschnitt (125) eine Unterseite aufweist, die sich im
Wesentlichen auf derselben Ebene befindet wie die
des Hohlkörperabschnitts (121), und eine Oberseite
aufweist, die sich auf einer höheren Ebene befindet
als die des Hohlkörperabschnitts (121), so dass die
Verbindung zwischen dem Schwungradgehäuse
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(110) und dem Hohlkörperabschnitt (121) ermöglicht
wird, wobei ihre Mittelachsen voneinander versetzt
sind, und eine Öffnung in seiner radialen Mitte auf-
weist, wobei die Öffnung des Flanschabschnitts
(125) als eine erst-endige Öffnung (120a) des Zwi-
schengehäuses (120) entlang der Längsachse des
Fahrzeugs dient;
wobei die Rahmenstruktur (100) dadurch gekenn-
zeichnet ist, dass der Flanschabschnitt (125) Fol-
gendes aufweist: eine obere Erstreckung (126), die
sich von einer oberen Wand (121a) des Hohlkörper-
abschnitts (121) in einer radialen Richtung auswärts
erstreckt; eine seitliche Erstreckung (127), die sich
von einer seitlichen Wand (121b) des Hohlkörper-
abschnitts (121) in einer radialen Richtung auswärts
und einwärts erstreckt; und eine untere Erstreckung
(128), die sich von einer unteren Wand (121c) des
Hohlkörperabschnitts (121) in einer radialen Rich-
tung einwärts erstreckt, so dass jeweils eine Anlie-
gefläche (125a), die sich gegenüber der zweiten An-
liegefläche des Schwungradgehäuses (110) befin-
det; eine Stützfläche (125b), die radial einwärts der
Anliegefläche (125a) des Zwischengehäuses (120)
dergestalt angeordnet ist, dass sie die HST-Einheit
(36) stützt; und die erst-endige Öffnung (120a), die
sich radial einwärts der Stützfläche (125b) befindet,
definiert werden.

2. Rahmenstruktur (100) eines Fahrzeugs nach An-
spruch 1, wobei die Anliegefläche (125a) und die
Stützfläche (125b) entlang der Längsachse des
Fahrzeugs so positioniert sind, dass mindestens ein
Abschnitt der HST-Einheit (30) innerhalb des
Schwungradgehäuses (110) aufgenommen ist.

3. Rahmenstruktur eines Fahrzeugs nach einem der
Ansprüche 1 und 2, wobei
die HST-Einheit (30) Folgendes enthält: eine Pum-
penwelle (200), die mit dem Motor (10) wirkverbun-
den ist; eine Hydraulikpumpeneinheit (310), die
durch die Pumpenwelle (200) angetrieben wird; eine
Hydraulikmotoreinheit (350) zum stufenlosen Än-
dern der Drehzahl der Antriebskraft von dem Motor
(10) im Zusammenwirken mit der Hydraulikpumpe
(310); eine Abtriebswelle (210), die durch die Hy-
draulikmotoreinheit (350) gedreht wird; und eine Mit-
telsektion (380), welche die Hydraulikpumpenein-
heit (310) und die Hydraulikmotoreinheit (350) stützt
und einen Hydraulikkreis für eine Strömungsverbin-
dung zwischen beiden bildet, und
die Mittelsektion (380) dergestalt mit der Stützfläche
(125b) des Flanschabschnitts (125) verbunden ist,
dass ein Innenraum des Schwungradgehäuses
(110) flüssigkeitsdicht gegen den Innenraum des
Zwischengehäuses (120) abgedichtet ist.

4. Rahmenstruktur (100) eines Fahrzeugs nach An-
spruch 3, wobei

die Hydraulikpumpeneinheit (310) und/oder die Hy-
draulikmotoreinheit (350) von einem Verstelltyp ist,
dessen Förderraten durch Schrägstellung eines hy-
draulisch betätigten Ausgabeverstellelements (313)
variiert werden können, und
das hydraulisch betätigte Ausgabeverstellelement
(313) durch ein Umschaltventil (955a, 955b) in einer
Ventileinheit (955) gesteuert wird, die außerhalb des
Schwungrades (110), des Zwischengehäuses (120)
und des Getriebegehäuses (130) angeordnet ist.

5. Rahmenstruktur (100) eines Fahrzeugs nach einem
der Ansprüche 3 und 4, wobei die Mittelsektion (380)
eine erste Seite entlang der Längsachse des Fahr-
zeugs aufweist, die eine Pumpenstützfläche (381)
bildet, welche die Hydraulikpumpeneinheit (310)
stützt, und eine zweite Seite entlang der Längsachse
des Fahrzeugs aufweist, die eine Umfangsrandflä-
che (382) bildet, die an der Stützfläche (125b) des
Flanschabschnitts (125) anliegt und eine Motorstütz-
fläche (383) bildet, die radial einwärts der Umfangs-
randfläche (382) angeordnet ist und die Hydraulik-
motoreinheit (350) stützt.

6. Rahmenstruktur (100) eines Fahrzeugs nach An-
spruch 5, wobei
die Pumpenwelle (200) ein erstes Ende entlang der
Längsachse des Fahrzeugs aufweist, das sich so in
das Schwungradgehäuse (110) hinein erstreckt,
dass es mit der Antriebsquelle (10) wirkverbunden
ist, und ein zweites Ende entlang der Längsachse
des Fahrzeugs aufweist, das durch die Mittelsektion
(380) in Richtung der zweiten Seite der Längsachse
des Fahrzeugs verläuft,
die Motorwelle (210) ein zweites Ende entlang der
Längsachse des Fahrzeugs aufweist, das sich in das
zwischengehäuse (120) hinein in Richtung der zwei-
ten Seite der Längsachse des Fahrzeugs erstreckt,
eine Hauptwelle (150), die mit dem zweiten Ende
der Pumpenwelle (200) wirkverbunden ist, und eine
Antriebswelle (220), die mit dem zweiten Ende der
Motorwelle (210) wirkverbunden ist, durch das Zwi-
schengehäuse (120) entlang der Längsachse des
Fahrzeugs hindurchgeführt sind.

7. Rahmenstruktur eines Fahrzeugs nach Anspruch 6,
die des Weiteren eine Zentralplatte (18) umfasst, die
zwischen dem Zwischengehäuse (120) und dem
Getriebegehäuse (130) dergestalt angeordnet ist,
dass sie eine Lagerstütze für die Hauptwelle (150)
und die Antriebswelle (220) bildet.

Revendications

1. Structure de châssis (100) d’un véhicule comprenant
un logement de volant (110), un logement intermé-
diaire (120) et un carter de transmission (130) qui
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sont raccordés entre eux le long d’un axe longitudinal
du véhicule pour constituer une châssis de véhicule
avec un espace intérieur pour accueillir une voie de
transmission de la force motrice destinée à trans-
mettre de l’énergie depuis un moteur (10) à des
roues motrices par l’intermédiaire d’une unité de
transmission hydrostatique (30) ; dans laquelle ledit
logement de volant (110) dispose d’une première
surface de butée et d’une seconde surface de butée
situées respectivement plus près d’une première ex-
trémité et d’une seconde extrémité dudit logement
de volant (110) de long de l’axe longitudinal du vé-
hicule, ladite première surface de butée étant rac-
cordée au moteur (10), ladite seconde surface de
butée étant raccordée avec ledit logement intermé-
diaire (120) et ayant une première ouverture (110b)
à travers laquelle ladite unité de transmission hy-
drostatique (30) peut passer, ledit logement de vo-
lant (110) présentant une forme creuse avec un axe
central substantiellement coaxial avec un vilebre-
quin (11) dudit moteur (10) ;
ledit logement intermédiaire (120) ayant une partie
de corps creuse (121) et une partie bride (125), ladite
partie de corps creuse (121) ayant une première ex-
trémité et une seconde extrémité et s’étendant le
long de l’axe longitudinal du véhicule avec un axe
central déplacé vers le bas depuis ledit vilebrequin
(11), et ladite partie bride (125) étant située plus près
de ladite première extrémité de ladite partie de corps
creuse (121), ladite partie bride (125) ayant un côté
inférieur substantiellement au même niveau que ce-
lui de la partie de corps creuse (121) et un côté su-
périeur à un niveau plus élevé que celui de la partie
de corps creuse (121), de manière à permettre le
raccordement entre le logement de volant (110) et
la partie de corps creuse (121) avec leurs axes cen-
traux déplacés entre eux et disposant d’une ouver-
ture en leur centre radial, ladite ouverture de la partie
bride (125) servant d’ouverture d’une première ex-
trémité (120a) dudit logement intermédiaire (120) le
long de l’axe longitudinal du véhicule ;
ladite structure de châssis (100) étant caractérisée
par le fait que ladite partie bride (125) a une exten-
sion supérieure (126) s’étendant vers l’extérieur
dans une direction radiale depuis une paroi supé-
rieure (121a) de la partie de corps creuse (121), une
extension latérale (127) s’étendant vers l’extérieur
et l’intérieur dans une direction radiale depuis une
paroi latérale (121b) de la partie de corps creuse
(121), et une extension inférieure (128) s’étendant
vers l’intérieur dans une direction radiale depuis une
paroi inférieure (121c) de la partie de corps creuse
(121), de telle sorte qu’une surface de butée (125a)
située en regard de ladite surface de butée dudit
logement de volant (110), une surface de support
(125b) située radialement vers l’intérieur de ladite
surface de butée (125a) dudit logement intermédiai-
re (120) de manière à supporter ladite unité de trans-

mission hydrostatique (36), et ladite ouverture d’une
première extrémité (120a) située radialement vers
l’intérieur de ladite surface de support (125b) sont
définies respectivement.

2. Structure de châssis (100) pour véhicule selon la
revendication 1, dans laquelle ladite surface de bu-
tée (125a) et ladite surface de support (125b) le long
de l’axe longitudinal du véhicule sont situées de telle
sorte qu’au moins une partie de l’unité de transmis-
sion hydrostatique (30) est accueillie à l’intérieur du
logement de volant (110).

3. Structure de châssis pour véhicule selon l’une quel-
conque des revendications 1 et 2, dans laquelle
ladite unité de transmission hydrostatique (30) com-
porte un arbre de pompe (200) raccordé de manière
fonctionnelle audit moteur (10), une unité de pompe
hydraulique (310) entraînée par ledit arbre de pompe
(200), une unité de moteur hydraulique (350) desti-
née à modifier sans paliers la vitesse de la force
motrice provenant dudit moteur (10) en association
avec ladite pompe hydraulique (310), un arbre de
sortie (210) amené en rotation par ladite unité de
moteur hydraulique (350), et une zone centrale (380)
supportant ladite unité de pompe hydraulique (310)
et ladite unité de moteur hydraulique (350) et formant
une circuit hydraulique pour la communication flui-
dique entre elles, et
ladite partie centrale (380) est raccordée avec la sur-
face de support (125b) de la partie bride (125) de
manière à sceller un espace intérieur du logement
de volant (110) contre l’espace intérieur du logement
intérieur (120) de manière étanche aux liquides.

4. Structure de châssis (100) pour véhicule selon la
revendication 3, dans laquelle
au moins une de ladite unité de pompe hydraulique
(310) et de ladite unité de moteur hydraulique (350)
est de type à déplacement variable dont les rapports
aspiration/distribution sont variables par une posi-
tion diagonale d’un élément de réglage de sortie de
type à fonctionnement hydraulique (313), et
ledit élément de réglage de sortie de type à fonction-
nement hydraulique (313) est commandé par une
soupape de commande (955a, 955b) dans une unité
de soupape (955) fournie à l’extérieur dudit volant
(110), dudit logement intermédiaire (120) et dudit
carter de transmission (130).

5. Structure de châssis (100) pour véhicule selon l’une
quelconque des revendications 3 et 4, dans laquelle
ladite section centrale (380) dispose d’un premier
côté le long de l’axe longitudinal du véhicule formant
une surface de support de pompe (381) qui supporte
ladite unité de pompe hydraulique (310), et dispose
d’un second côté le long de l’axe longitudinal du vé-
hicule formant une surface de bord périphérique
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(382) qui vient en butée contre ladite surface de sup-
port (125b) de ladite partie bride (125) et formant
une surface de support de moteur (383) qui est située
radialement vers l’intérieur de ladite surface de bord
périphérique (382) et supporte ladite unité de moteur
hydraulique (350).

6. Structure de châssis (100) pour véhicule selon la
revendication 5, dans laquelle
ledit arbre de pompe (200) dispose d’une première
extrémité le long de l’axe longitudinal du véhicule qui
s’étend jusque dans ledit logement de volant (110)
de manière à être raccordé avec ladite source mo-
trice (10), et une seconde extrémité le long de l’axe
longitudinal du véhicule qui passe à travers ladite
section centrale (380) vers le second côté de l’axe
longitudinal du véhicule, ledit arbre de moteur (210)
dispose d’une seconde extrémité le long de l’axe lon-
gitudinal du véhicule qui s’étend jusque dans le lo-
gement intermédiaire (120) vers le second côté de
l’axe longitudinal du véhicule,
un arbre principal (150) raccordé de manière fonc-
tionnelle avec la seconde extrémité dudit arbre de
pompe (200) et un arbre porte-hélice (220) raccordé
de manière fonctionnelle avec la seconde extrémité
dudit arbre de moteur (210) sont introduits à travers
ledit logement intermédiaire (120) le long de l’axe
longitudinal du véhicule.

7. Structure de châssis pour véhicule selon la revendi-
cation 6, comprenant en outre une plaque centrale
(18) intercalée entre ledit logement intermédiaire
(120) et ledit carter de transmission (130) de manière
à supporter par paliers ledit arbre principal (150) et
ledit arbre porte-hélice (220).
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