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1
DUAL TORQUE PATH TRANSMISSION WITH
SWITCHABLE RADIALLY DISPLACING
ONE-WAY CLUTCH AND FLUID COUPLING
BRAKE

CROSS-REFERENCE TO RELATED
APPLICATIONS

This patent application claims the benefit under 35 U.S.C.
§119(e) of U.S. Provisional Application No. 60/838,764,
filed Aug. 18, 2006, which application is incorporated herein
by reference.

FIELD OF THE INVENTION

The invention relates to improvements to a rotary driven
unit (such as the variable-speed transmission in the motor
vehicle). In particular, the invention relates to a dual torque
path transmission using two dual planetary gearsets and two
brakes. The invention also relates to a switchable radially
displacing one-way clutch activated by hydraulic pressure.
Still further, the invention relates to a brake combining a fluid
coupling and a lock-up clutch to minimize shudder.

BACKGROUND OF THE INVENTION

The automotive market recognizes the need to develop and
produce cost-effective automotive transmissions with
improved fuel efficiency and adequate launch performance.
Also, to optimize shifting in a transmission, it is recognized
that it is desirable to isolate launch and target gears during a
gear shift. Constant Velocity Transmissions are known.
Unfortunately, these transmission tend to be expensive.
Transmissions with dual power inputs for odd and even gears
are known. Some of these dual input transmission use manual
transmission components. Unfortunately, the North Ameri-
can automotive market is dominated by automatic transmis-
sion and automatic transmission components, such as plan-
etary gearsets, and it may be cost prohibitive to enact the
production conversion needed to produce manual transmis-
sion components in sufficient quantities for dual input trans-
missions.

It is known to use planetary gearsets in a dual power input
transmission. For example, U.S. Pat. Nos. 6,837,823 and
7,004,881 describe respective transmissions having a dual
planetary gearset. Unfortunately, in both patents, the output
of the transmission is connected only to a single planetary
gearset in the dual planetary gearset, thus precluding the
ability to isolate the launch and target gear or to have separate
torque paths.

Switchable, one-way clutches are known, for example, as
described in U.S. Pat. No. 6,409,001. Unfortunately, such
clutches rely on extra mechanical components, such as pins,
to implement the switching and locking functions.

Wet clutches are used in various torque transmittal appli-
cations, for example, in brakes to ground a planetary gearset
in a transmission. For wet clutches, the characteristics of the
fluid in the system affect the operation of the clutch, in par-
ticular, the friction coefficient. It is desirable to maintain a
positive friction gradient during the operation of a clutch to
prevent shuddering as the clutch closes. That is, the friction
coefficient should decrease as slip speed decreases toward
zero. Unfortunately, degradation of the fluid results in an
undesirable negative friction gradient, that is, an increase in
the friction coefficient as slip speed decreases toward zero,
and subsequent shuddering during the closing of the brake.
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Replacing the fluid at more frequent intervals is not an attrac-
tive option due to the time and cost involved and the incon-
venience to the user of the device housing the clutch, for
example a vehicle with a transmission housing the clutch.

Thus, there is a long-felt need for a cost-effective dual
torque path transmission using automatic transmission com-
ponents such as planetary gearsets. There also is a long-felt
need for a simpler switchable, one-way clutch controllable
using elements already present in an application, for example,
a transmission. Further, there is a long-felt need for a wet
clutch able to minimize the impact of undesired changes in
friction gradient.

BRIEF SUMMARY OF THE INVENTION

The present invention broadly comprises a transmission for
avehicle, including a first dual planetary gearset and a second
dual planetary gearset. The first and second dual planetary
gearsets are arranged to transmit torque, independent of each
other, from an input shaft for the transmission to an output for
the transmission. In a gear for the transmission, one of the first
and second dual gearsets is arranged to transmit the torque to
the output and the other of the first and second dual gearsets
is arranged to be ungrounded. The transmission includes first
and second brakes arranged to ground a respective portion of
the first and second dual planetary gearsets, respectively.

In some aspects, the first and second dual planetary gear-
sets include first and second planetary gearsets, respectively,
connected to the first and second brakes, respectively. [n some
aspects, the transmission includes first and second switches
arranged to control the connection of the first and second
planetary gearsets and the first and second brakes, respec-
tively. In some aspects, the first switch is arranged to connect
a sun for the first planetary gearset to the first brake in a first
position and to connect a carrier for the first planetary gearset
in a second position and the second switch is arranged to
connect a sun for the second planetary gearset to the second
brake in a third position and to connect a carrier for the second
planetary gearset in a fourth position. In some aspects, the
first and second switches include at least one first and second
one-way clutch, respectively. In some aspects, the first and
second planetary gearsets are connected to the output.

In some aspects, the first and second dual planetary gear-
sets include third and fourth planetary gearsets, respectively,
connectable to the input shaft. In some aspects, the transmiis-
sion includes third and fourth switching assemblies arranged
to control connection of the third and fourth planetary gear-
sets, respectively, to the input shaft. In some aspects, in first
and second positions for the third switching assembly, a sun
and a ring, respectively, for the third planetary gearset are
arranged to connect to the input shaft and in first and second
positions for the fourth switching assembly, a sun and a ring,
respectively, for the fourth planetary gearset are arranged to
connect to the input shaft. In some aspects, the third and
fourth switching assemblies include at least one third and
fourth one-way clutch, respectively. In some aspects, the third
and fourth planetary gearsets are connected to the output.

The present invention also broadly comprises a transmis-
sion for a vehicle, including a first dual planetary gearset and
a second dual planetary gearset. The first and second dual
planetary gearsets are each separately connected to a single
output for the transmission.

The present invention further broadly comprises a trans-
mission for a vehicle, including first and second separate
torque paths connected to a single output for the transmission
and first and second brakes connected to the first and second
torque paths. The first and second brakes are arranged to
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switch torque from an input shaft for the transmission
between the first and second torque paths. In some aspects,
the transmission includes first and second double planetary
gearsets disposed in the first and second torque paths, respec-
tively.

The present invention broadly comprises a one-way clutch,
including an inner ring and an outer ring. One of'the inner and
outer rings is arranged to radially displace to rotationally lock
with the other of the inner and outer rings. In some aspects,
the one of the inner and outer rings is arranged to radially
displace in response to hydraulic pressure. The radial dis-
placement enables differential rotation between the inner and
outer rings. In some aspects, the clutch includes a plurality of
rollers disposed between the inner and outer rings and in
response to the radial displacement, the rollers are arranged to
displace to rotationally lock the inner and outer rings. In some
aspects, the radial displacement is arranged to cause differ-
ential rotation between the inner and outer rings and the
rollers are arranged to displace responsive to the differential
rotation.

In some aspects, the inner and outer rings include outer and
inner circumferential surfaces, respectively, the inner and
outer surfaces include respective pluralities of ramps, and the
rollers displace with respect to the pluralities of ramps
responsive to the second differential rotation. In some
aspects, the other of the inner and outer rings is arranged to
rotationally connect to a torque transmitting element. Prior to
the radial displacement, the one of the inner and outer rings is
arranged to slidingly engage a torque receiving element and
the torque receiving element is torsionally isolated the torque
transmitting element. In response to the radial displacement,
the one of the inner and outer rings is arranged to rotationally
connect to the torque receiving element and the clutch is
arranged to transmit the torque from the torque transmitting
element to the torque receiving element. The rotational con-
nection to the torque receiving element enables a third differ-
ential rotation between the inner and outer rings.

In some aspects, the inner and outer rings are arranged to
rotate in a first direction or the inner and outer rings are
arranged to rotate in a second direction, opposite the first
direction. In some aspects, the one of the inner and outer rings
is the inner ring and the radial displacement is radially
inward. In some aspects, the one of the inner and outer rings
is the outer ring and the radial displacement is radially out-
ward.

The present invention also broadly comprises a one-way
clutch, including an inner ring having an outer circumferen-
tial surface with a first plurality of ramps and arranged to
connectto atorque transmitting element; an outer ring with an
inner circumferential surface having a second plurality of
ramps and arranged to radially expand in response to hydrau-
lic pressure to engage a torque receiving element and to
differentially rotate with respect to the inner ring in response
to the radial expansion; and a plurality of rollers disposed
between the inner and outer rings and arranged to displace
along the first and second pluralities of ramps in response to
the differential rotation to rotationally lock the inner and outer
rings.

The present invention further broadly comprises a brake,
including a fluid coupling having first and second housings
with first and second pluralities of blades, respectively and a
first wet launch clutch. The second housing is arranged to
axially displace toward the first housing to close the brake.
The axial displacement generates a clamping force to close
the first clutch. In some aspects, the brake includes an axis of
rotation and the first clutch is disposed radially closer to the
axis of rotation with respect to the coupling. In some aspects,
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the brake includes a second wet launch clutch disposed radi-
ally farther from the axis of rotation with respect to the
coupling.

In some aspects, the first housing is arranged for connec-
tion to a ground and the second housing is arranged for
connection to an element rotatable with respect to the ground.
In some aspects, the rotatable element is arranged to transmit
torque and during a launch event, the fluid coupling is
arranged to carry substantially all of the torque and a portion
of the torque transmitted by the coupling is proportional to an
axial distance between the first and second housings. In some
aspects, during a launch event, the coupling is arranged to
positively counteract a negative friction gradient associated
with the clutch. The brake includes oil and in some aspects,
the negative friction gradient is associated with degradation
ofthe oil. The brake includes an actuator arranged to displace
the second housing. Insome aspects, the actuator is an electric
motor.

The present invention broadly comprises a brake, includ-
ing a fluid coupling with a first grounded housing and a
second housing axially displaceable with respect to the first
housing and a wet launch clutch The brake is arranged for
connection to a rotatable device transmitting a torque, during
a launch event, the fluid coupling is arranged to carry sub-
stantially all of the torque and a portion of the torque trans-
mitted by the coupling is proportional to an axial distance
between the first and second housings, and the fluid coupling
generates a clamping force for the clutch.

It is a general object of the present invention to provide a
cost-effective dual torque path transmission using planetary
gearsets.

It is another object of the present invention to provide an
automatic transmission providing separate torque paths for
even and odd gears using planetary gear sets and brakes.

Itis yet another object of the present invention to provide a
switchable one-way clutch controllable by fluid pressure.

It is a further object of the present invention to provide a
one-way clutch lockable in response to differential rotation
between rings for the clutch.

Itis a still further object of the present invention to provide
a brake including a fluid coupling and a lock-up clutch to
offset friction characteristics associated with degraded oil.

These and other objects and advantages of the present
invention will be readily appreciable from the following
description of preferred embodiments of the invention and
from the accompanying drawings and claims.

BRIEF DESCRIPTION OF THE DRAWINGS

The nature and mode of operation of the present invention
will now be more fully described in the following detailed
description of the invention taken with the accompanying
drawing figures, in which:

FIG. 1A is a perspective view of a cylindrical coordinate
system demonstrating spatial terminology used in the present
application;

FIG. 1B is a perspective view of an object in the cylindrical
coordinate system of FIG. 1A demonstrating spatial termi-
nology used in the present application;

FIG. 2 is a stick diagram of a present invention transmniis-
sion;

FIG. 3 is a cross-sectional view of a present invention
radially expanding switchable one-way clutch;

FIG. 4A is adetail of the clutch shown in FIG. 3 in torsional
isolation mode;

FIG. 4B is a detail of the clutch shown in FIG. 3 in locking
mode;
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FIG. 4C is a detail of the clutch shown in FIG. 3 in locking
mode in a direction opposite that for FIG. 4B;

FIG. 5 is a cross-sectional view of a present invention
radially contracting switchable one-way clutch;

FIG. 6 is a partial cross-sectional view of a present inven-
tion fluid coupling brake;

FIG. 7 is a cross-sectional view generally along line 7-7 in
FIG. 6;

FIG. 8 is a graph showing frictional coefficient versus slip
speed for a present invention fluid coupling brake;

FIG. 9A is a partial cross-sectional view of the transmis-
sion shown in FIG. 2 with present invention one-way clutches
and present invention fluid coupling brakes; and,

FIG. 9B is a cross-sectional view of area 9B in FIG. 9A.

DETAILED DESCRIPTION OF THE INVENTION

At the outset, it should be appreciated that like drawing
numbers on different drawing views identify identical, or
functionally similar, structural elements of the invention.
While the present invention is described with respect to what
is presently considered to be the preferred aspects, it is to be
understood that the invention as claimed is not limited to the
disclosed aspects.

Furthermore, it is understood that this invention is not
limited to the particular methodology, materials and modifi-
cations described and as such may, of course, vary. It is also
understood that the terminology used herein s for the purpose
of describing particular aspects only, and is not intended to
limit the scope of the present invention, which is limited only
by the appended claims.

Unless defined otherwise, all technical and scientific terms
used herein have the same meaning as commonly understood
to one of ordinary skill in the art to which this invention
belongs. Although any methods, devices or materials similar
or equivalent to those described herein can be used in the
practice or testing of the invention, the preferred methods,
devices, and materials are now described.

FIG. 1A is a perspective view of cylindrical coordinate
system 80 demonstrating spatial terminology used in the
present application. The present invention is at least partially
described within the context of a cylindrical coordinate sys-
tem. System 80 has a longitudinal axis 81, used as the refer-
ence for the directional and spatial terms that follow. The
adjectives “axial,” “radial,” and “circumferential” are with
respect to an orientation parallel to axis 81, radius 82 (which
is orthogonal to axis 81), and circumference 83, respectively.
The adjectives “axial,” “radial” and “circumferential” also
are regarding orientation parallel to respective planes. To
clarify the disposition of the various planes, objects 84, 85,
and 86 are used. Surface 87 of object 84 forms an axial plane.
That is, axis 81 forms a line along the surface. Surface 88 of
object 85 forms a radial plane. That is, radius 82 forms a line
along the surface. Surface 89 of object 86 forms a circumfer-
ential plane. That is, circumference 83 forms a line along the
surface. As a further example, axial movement or disposition
is parallel to axis 81, radial movement or disposition is par-
allel to radius 82, and circumferential movement or disposi-
tionis parallel to circumference 83. Rotation is with respect to
axis 81.

The adverbs “axially,” “radially,” and “circumferentially”
are withrespect to an orientation parallel to axis 81, radius 82,
or circumference 83, respectively. The adverbs “axially,”
“radially,” and “circumferentially” also are regarding orien-
tation parallel to respective planes.

FIG. 1B is a perspective view of object 90 in cylindrical
coordinate system 80 of FIG. 1A demonstrating spatial ter-
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minology used in the present application. Cylindrical object
90 is representative of a cylindrical object in a cylindrical
coordinate system and is not intended to limit the present
invention is any manner. Object 90 includes axial surface 91,
radial surface 92, and circumferential surface 93. Surface 91
is partofan axial plane, surface 92 is part of a radial plane, and
surface 93 is part of a circumferential plane.

FIG. 2 is a stick diagram of present invention transmission
100. Transmission 100 includes dual planetary gearsets 112
and 114 arranged to transmit torque, independent of each
other, from input shaft 116 to output 118 for the transmission.
InFIG. 2, the output is connected to differential 119 fora front
wheel drive. However, it should be understood that transmis-
sion 100 also can be used with a rear wheel drive. As further
described below, transmission 100 has two separate, or inde-
pendent, torque paths between the input shaft and the output.
For example, gearsets 112 and 114 are each connected to the
input and output independent of the other. Therefore, for a
particular gear in the transmission, one of gearsets 112 and
114 is arranged to transmit torque and the other gearset is
arranged to free of the torque. Shaft 116 is connected to
engine 120 for a vehicle (not shown). Transmission 100 also
includes brakes 122 and 124 arranged to ground a respective
component of dual planetary gearsets 112 and 114, respec-
tively, to transmission casing 125. Gearsets 112 and 114 are
arranged to transmit torque responsive to the grounding of the
respective components as described below.

Dual planetary gearset 112 includes planetary gearsets 126
and 128 and dual gearset 114 includes planetary gearsets 130
and 132. Gearsets 128 and 132 are connected to brakes 122
and 124, respectively. Transmission 100 also includes
switches 134 and 136 arranged to control the connection of
gearsets 128 and 132 to brakes 122 and 124, respectively.
Switch 134 is arranged to connect carrier 138 for gearset 128
to brake 122 in position 140 and to connect sun 142 for
gearset 128 to brake 122 in position 144. In like fashion,
switch 136 is arranged to connect carrier 146 and sun 148 for
gearset 132 to brake 124 in positions 150 and 152, respec-
tively.

Gearsets 126 and 130 are controllably connectable to the
input shaft. Transmission 100 includes switches 154 and 156
arranged to control the connection of gearset 126 and 130 to
the input shaft. Switch 154 is arranged to connect sun 158 for
gearset 126 to the shaft in position 160 and to connect ring
162 for gearset 126 to the shaft in position 164. In like fashion,
switch 156 is arranged to connect sun 166 and ring 168 for
gearset 130 to the shaft in positions 170 and 172, respectively.

For first gear, switch 154 selects position 160, switch 134
selects position 140, and brake 124 is open. Since brake 124
is open, gearset 114 is not grounded. Brake 122 is closed,
grounding gearset 112, in particular, carrier 138 and ring 162
and torque is transmitted from shaft 116 through sun 158 and
carrier 174 to output 118. For second gear, brake 122 is
opened, switch 156 selects position 170, and switch 136
selects position 150. Since brake 122 opens, gearset 122
becomes ungrounded. Brake 124 is closed, grounding gearset
114, in particular, carrier 146 and ring 168 and torque is
transmitted from shaft 116 through sun 166 to carrier 176 and
output 118. To shift to third gear, switch 154 selects position
160, switch 134 selects position 144, and brake 124 is opened.
Brake 122 is closed, grounding gearset 112, in particular, sun
142 and torque is transmitted from shaft 116 through sun 158
and gearset 126 to gearset 128 and ring 178 to output 118.

Thus, the configurations for gears in the transmission as
shown are as follows:

First gear: brake 122 closed, brake 124 open, switch
134=140, and switch 154=160.
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Second gear: brake 122 open, brake 124 closed, switch
136=150, and switch 156=170.

Third gear: brake 122 closed, brake 124 open, switch
134=144, and switch 154=160.

Fourth gear: brake 122 open, brake 124 closed, switch
136=152, and switch 156=170.

Fifth gear: brake 122 closed, brake 124 open, switch
134=144, and switch 154=164.

Sixth gear: brake 122 open, brake 124 closed, switch
136=152, and switch 156=172.

Reverse gear: brake 122 open, brake 124 closed, switch
136=150, and switch 156=179.

It should be understood that other configurations of the
brakes, switches, and gearsets are within the spirit and scope
of the claimed invention.

FIG. 3 is a cross-sectional view of present invention radi-
ally expanding switchable one-way clutch 300A.

FIG. 4A is a detail of clutch 300A shown in FIG. 3 in
torsional isolation mode.

FIG. 4B is a detail of clutch 300A shown in FIG. 3 in
locking mode. The following should be viewed in light of
FIGS. 3 through 4B. FIGS. 3 through 4B are shown without
cross-hatching to clarify the presentation. A present invention
one-way clutch includes inner and outer rings. One of the
inner or outer rings is arranged to radially displace to rota-
tionally lock with the other of the inner or outer rings. Clutch
300A includes inner ring 302 and radially displaceable outer
ring 304. Ring 304 is arranged to radially expand in response
to hydraulic pressure. The radial expansion enables a switch
between a torque isolation, or torsional isolation, mode and a
locked mode. In some aspects, ring 304 includes circumfer-
ential opening 306 to enable the radial expansion. That is, ring
304 is split. In some aspects, clutch 300A includes rollers 308
located between the rings. Axes of rotation 310 for the rollers
are aligned with longitudinal axis 312 for the clutch. In gen-
eral, ring 302 is arranged to rotationally connect to a torque
transmitting device, for example, an input shaft (not shown).
By rotationally connected, or secured, we mean that the ring
and the device are connected such that the two components
rotate together, that is, the two components are fixed with
respect to rotation. Rotationally connecting two components
does not necessarily limit relative movement in other direc-
tions. For example, it is possible for two components that are
rotationally connected to have axial movement with respect
to each other via a spline connection. However, it should be
understood that rotational connection does not imply that
movement in other directions is necessarily present. For
example, two components that are rotationally connected can
be axially fixed one to the other. The preceding explanation of
rotational connection is applicable to the discussions infra. In
some aspects, splines 314 are used to connect ring 302 and the
torque transmitting device. However it should be understood
that any means known in the art can be used to rotationally
connect a present invention clutch to a torque transmitting
device, element, or component.

In general, ring 304 is arranged to engage a torque receiv-
ing element, for example, a planetary gearset. Prior to the
radial expansion of ring 304, in the torsional isolation mode,
ring 304 slidingly engages the receiving element. That is, the
ring and element are in contact, but the ring slides along the
surface of the receiving element without rotationally locking
with the element. Thus, the torque receiving element is tor-
sionally isolated from the torque transmitting element. That
is, torque is not transmitted from the torque transmitting
element to the torque receiving element via the clutch, spe-
cifically rings 302 and 304. The torque receiving element can
be rotationally stationary, or can be rotating, in which case the
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torque receiving element is free wheeling with respect to the
torque transmitting element. After the radial expansion, ring
304 rotationally connects to the receiving element. That is,
the frictional force between the ring and the receiving element
is sufficient to rotationally lock the ring and element. Then,
the clutch transmits torque from the torque transmitting ele-
ment to the torque receiving element.

Outer circumferential surface 316 of ring 302 and inner
circumferential surface 318 of ring 304 are configured so that
a differential rotation of rings 302 and 304 causes rollers 308
to displace along the configured surfaces to rotationally lock
the rings. In some aspects, surfaces 316 and 318 are config-
ured to form ramps 320 and 322, respectively. Rollers 308 are
disposed between adjacent ramps, for example, roller 308a is
disposed between ramps 320a and 3205 of ring 302 and
ramps 322a and 3225 of ring 304. In the torsional isolation
mode, rotational torque is transferred from ring 302 through
rollers 308 to ring 304. Since ring 304 is sliding across butnot
gripping the torque receiving element, rings 302 and 304
rotate in the same direction, for example, direction 324 and at
the same speed, that is, there is no differential rotation
between the rings, and the rollers remained centered between
adjacent ramps. In the torsional isolation mode, radial dis-
tance 326 between the rings is minimized.

As hydraulic pressure is applied to clutch 300A, ring 304
expands radially, increasing the drag torque between ring 304
and the torque receiving element. When the drag torque is
greater than the forces holding the rollers in the torsional
isolation position noted above, ring 304 begins to rotate
slower than ring 302, that is, there is a differential rotation
between the rings. Alternately stated, the radial expansion of
ring 304 is arranged to enable a differential rotation between
the inner and outer rings. In response to the radial expansion,
the rollers are arranged to displace to rotationally lock the
inner and outer rings as shown in FIG. 4B. That is, the rollers
climb the ramps, for example, ramps 320a and 3225, further
forcing rings 302 and 304 radially apart and causing or at least
abetting the rotational connection of ring 304 and the torque
receiving element. Thus, the rollers displace in response to
the differential rotation.

FIG. 4C is a detail of clutch 300A shown in FIG. 3 in
locking mode in a direction opposite that for FIG. 4B. The
following should be viewed in light of FIGS. 3 through 4C. In
some aspects, outer circumferential surface 316 of ring 302
and inner circumferential surface 318 of ring 304 also are
configured so that clutch 300A is bi-directional, that is, the
clutch can operate in torsional isolation and lock modes in
direction 328 as well as direction 324. In some aspects, ramps
320 and 322 enable bi-directionality. Prior to expanding ring
304, ring 302 can rotate in direction 324 or 328 and the sliding
engagement of ring 304 with a torque receiving element
enables rollers 308 to remain in the position shown in FIG.
4A.InFIG. 4C, ring 304 has been radially expanded causing
a differential rotation between the rings, as described for FIG.
4B. However, in response to the radial expansion and the
differential rotation, the rollers climb a different set of the
ramps than those climbed in FIG. 4B, specifically, ramps
3205 and 322a, further forcing rings 302 and 304 radially
apart and causing or at least abetting the rotational connection
ofring 304 and the torque receiving element in direction 328.

Thus, clutch 300A can torsionally isolate in direction 324
or 328 and can lock in direction 324 or 328 or can operate in
any combination of torsional isolation and locking with
respect to directions 324 and 328 depending on the configu-
ration of surfaces 316 and 318, the resistance offered by the
torque receiving element, and the application of hydraulic
pressure to the clutch. Further, all these variations are enabled
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by a same configuration of the clutch, for example, the con-
figuration shown in FIGS. 3 through 4C, and the same pres-
surizing circuit, without the use of additional mechanical
components or complexity.

Clutch 300A can be returned to the torsional isolation
mode from the locking mode by removing the hydraulic
pressure and decreasing the resistance of the receiving ele-
ment, for example, by removing the receiving element from a
torque transmitting path. Hydraulic pressure can be applied
by any means known in the art (not shown), for example, fluid
supplied by a pump to a rotating spool valve and guiding tube
in a shaft.

FIG. 5 is a cross-sectional view of present invention swit-
chable one-way clutch 300B. The following should be viewed
in light of FIGS. 3 through 5. Clutch 300B includes outer ring
352 and radially displaceable inner ring 354. Ring 354 is
arranged to radially contract in response to hydraulic pres-
sure. The radial contraction enables a switch between a tor-
sional isolation mode and a locked mode. In some aspects,
ring 354 includes circumferential opening 356 to enable the
radial contraction. That is, ring 354 is split. The discussion
above regarding rollers 308 and axes 310 and 312 is appli-
cable to clutch 300B. In general, ring 352 is arranged to
rotationally connect to a torque transmitting device (not
shown). In some aspects, splines 358 are used to connect ring
352 and the torque transmitting device.

In general, ring 352 is arranged to engage a torque receiv-
ing element (not shown). Prior to the radial contraction ofring
354, in the torsional isolation mode, ring 354 slidingly
engages the receiving element. That is, the ring and element
are in contact, but the ring slides along the surface of the
receiving element without rotationally locking with the ele-
ment. After the radial contraction, ring 354 rotationally con-
nects to the receiving element. That is, the frictional force
between the ring and the receiving element is sufficient to
rotationally lock the ring and element.

The discussion in the descriptions of FIGS. 3 through 4C
regarding circumferential surface 316 and 318, differential
rotation of rings 302 and 304 and rollers 308, surfaces 316 and
318, and ramps 320 and 322 is applicable to rings 352 and 354
and clutch 300B. The discussion regarding torsional isolation
and torque transmission for clutch 300A also is applicable to
clutch 300B. For example, the torsional isolation and locking
modes shown in FIGS. 4A through 4C are applicable to clutch
300B. Thus, clutch 300B can operate in the torsional isolation
mode in direction 324 or 328 and can lock in direction 324 or
328 or can operate in any combination of isolation and lock-
ing with respect to directions 324 and 328 depending on the
configuration of surfaces 316 and 318, the resistance offered
by the torque receiving element, and the application of
hydraulic pressure to the clutch. Further, all these variations
are enabled by a same configuration of the clutch, for
example, the configuration shown in FIG. 5, and the same
pressurizing circuit, without the use of additional mechanical
components or complexity.

Clutch 300B can be returned to the torsional isolation
mode from the locking mode by removing the hydraulic
pressure and decreasing the resistance of the receiving ele-
ment, for example, by removing the receiving element from a
torque transmitting path. Hydraulic pressure can be applied
by any means known in the art (not shown).

FIG. 6 is a partial cross-sectional view of present invention
fluid coupling brake 400.

FIG. 7 is a partial cross-sectional view of brake 400 gen-
erally along line 7-7 in FIG. 6. The following should be
viewed in light of FIGS. 6 and 7. Brake 400 includes fluid
coupling 402 and friction material 404 fixedly connected to
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housing, or case, 406. In some aspects, brake 400 includes
frictional material 408 fixedly secured to housing 410. Fric-
tion material 408 can be added to increase the torque capacity
of brake 400. Blades 412 of the coupling are attached to, or
integral to, case 406 and blades 414 are attached to, or integral
to, housing 410. In some aspects, all or portions of the fluid
coupling are stamped. Coupling 402 is connected to the com-
ponents to be grounded via sleeve 416. Brake 400 also
includes ramp ring 418 disposed between casing 406, for
example, rim 420, and ramps 422 on clamping ring 424.

In an open position, for example, as shown in FIGS. 6 and
7, the pressure plate is rotated up the ramps away from the
case. The fluid coupling is therefore opened. In this position,
the fluid coupling blades create no torque and the frictional
materials are not engaged. For example, material 404 is notin
contact with section 426 of housing 410. Thus, sleeve 416 is
rotationally disconnected from case 406.

To close the brake, the ramp ring is rotated down the ramps
on the clamping ring, causing the ring to move in direction
428, toward case 406. The ring can be rotated by any means
known in the art, for example, electric motor 430. The clamp-
ing ring is prevented from rotating by a spline connection to
the housing (not shown). The movement of the ring causes
housing 410 and blades 414 to also move in direction 428,
initiating the fluid coupling of blades 412 and 414 and causing
coupling 402 to begin to transmit torque from sleeve 416.
That s, the coupling carries torque through the kinetic energy
of the fluid (not shown) which is pushed from one half of the
coupling to the other, for example by blades 414 to blades
412. Further, the torque transmitted by brake 400 is controlled
by axial gap 431 in the coupling.

The fluid transfer creates an axial force proportional to
fluid coupling torque. The axial force facilitates a frictional
torque between friction lining 408 and matching part 424.
That is, the fluid coupling provides the clamping force for
friction material 408. Thus, brake 400 carries a mixture of
fluid coupling torque and friction torque during braking
engagement. Motor 430 continues to rotate the ramp ring
until friction material 404 contacts portion 426, by-passing
coupling 402. The fluid coupling can be fed by any means
known in the art, for example, pumps already used in the
device in which the coupling is disposed. In some aspects, low
pressure flows of approximately 5 liters per minute (Ipm) are
adequate.

FIG. 8 is a graph showing frictional coefficient versus slip
speed for a present invention brake. The following should be
viewed in light of FIGS. 6 through 8. As noted supra, as the
fluid, or oil, in a wet clutch system degrades, the friction
gradient goes negative and the clutch shudders during clos-
ing. Line 432 shows a positive friction gradient and line 434
shows a negative friction gradient. Line 436 shows a wet
clutch alone using degraded oil and line 438 shows the
improved gradient created by the same clutch represented by
line 436 combined with a fluid coupling, for example, as
shown in brake 400. Brake 400 minimizes, if not eliminates,
the shudder by creating an effective friction characteristic
with a positive gradient. In essence, the fluid coupling carries
difference 440 between lines 436 and 438.

The fluid coupling has a very positive gradient of torque
over slip speed. This gradient counteracts the negative friction
gradient shown in line 436, even for severely degraded oil.
Thus, brake 400 greatly extends the service life of the oil.
Also, the coupling carries the majority of the torque during
the launch event, providing a smoother launch and enhanced
low speed maneuverability. Brake 400 also enables the use of
electro-mechanical actuation, advantageously eliminating
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the need for high pressure fluid pumps, for example, as
required for a wet launch clutch.

FIG. 9A is a partial cross-sectional view of the transmis-
sion shown in FIG. 2 with present invention one-way clutches
and present invention fluid coupling brakes.

FIG. 9B is a cross-sectional view of area 9B in FIG. 9A.
The following should be viewed in light of FIGS. 2 through
9B. In some aspects, some or all of switches 134, 136, 154,
and 156 include one-way clutches, in particular clutches
300A or 300B. For example, switch 134 includes clutches
182 and 184, switch 136 includes clutches 186 and 188,
switch 154 includes clutches 190 and 192, and switch 156
includes clutches 194, 196, and 198. In FIGS. 9A and 9B all
of the one-way clutches noted above are present invention
clutches as described in FIGS. 3 through 4C. However, it
should be understood that other clutches or combinations of
present invention one-way clutches are possible. For
example, only a portion of the one-way clutches shown in
FIGS. 9A and 9B could be clutches 300A or 300B.

Hydraulic pressure can be applied to the clutches in a
transmission by any means known in the art, for example, in
FIGS. 9A and 9B, rotating spool valve 222, operated by
electric motor 223, feeds fluid to guiding tube 224, which is
rotationally fixed. Fluid enters valve 222 through opening 225
about the outside perimeter of the valve. A portion of the fluid
flows to tube 224 through passageway 227 and fills brakes
122 and 124 through radial holes in shaft 116. The remaining
fluid flows into a series of passages 228 disposed axially
through valve 222 and abutting tube 224. Only one such
passage 228 is shown. Tube 224 is rotationally fixed (locked
to housing 232). Tube 224 includes a plurality of axial pas-
sageways for respective gear combinations, the passageways
aligned with respective radial openings in shaft 116. The
openings connect the passageways to switches. Only one
such passageway in tube 224 is shown. For example, passage
229 connects opening 230 for clutch 188 (the channel con-
necting opening 230 to clutch 188 is not fully shown). Pump
234 supplies the fluid with a constant fluid flow, for example
at a pressure of 1-2 bar and 5 Ipm.

In FIGS. 9A and 9B, the respective outer rings for clutches
190 and 192 in switch 154 are engaged with ring 162 and sun
158, respectively. The inner rings for the clutches are rota-
tionally engaged with the input shaft. In position 160, fluid is
fed into clutch 192, radially expanding the outer ring, causing
the clutch to lock and transmit torque from the shaft to the sun.
Hydraulic pressure is not introduced into clutch 190 and the
clutch operates in the torsional isolation mode, that is, no
torque is transmitted from shaft 116 to the ring. The remain-
ing switches and clutches work in a similar manner. Thus, in
some aspects, the switches in transmission 100 are a combi-
nation of respective clutches 300A/B and the means for con-
trolling fluid fed to the clutches.

In some aspects, one or more of the brakes in transmission
100 are present invention brakes 400. In FIGS. 9A and 9B,
brakes 122 and 124 are each a brake 400. For brake 122,
flange 416 is connected to clutches 182 and 184, which are in
turn connected to carrier 138 and sun 142, respectively. Thus,
to operate transmission 100 in first gear, clutch 182 is pres-
surized and clutch 184 is depressurized so that carrier 138,
which is rotating due to the coupling of gearset 128 with
gearset 126, rotationally locks with flange 416. Then, as brake
122 is closed, flange 416 is rotationally locked with housing
232, grounding carrier 138 without shuddering.

Thus, it is seen that the objects of the present invention are
efficiently obtained, although modifications and changes to
the invention should be readily apparent to those having ordi-
nary skill in the art, which modifications are intended to be
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within the spirit and scope of the invention as claimed. It also
is understood that the foregoing description is illustrative of
the present invention and should not be considered as limit-
ing. Therefore, other embodiments of the present invention
are possible without departing from the spirit and scope of the
present invention.

I claim:

1. A transmission for a vehicle, comprising:

an input shaft;

a first dual planetary gearset including first and second
planetary gearsets and a first switch for connecting and
disconnecting the first planetary gearset from the input
shaft;

a second dual planetary gearset including third and fourth
planetary gearsets and a second switch for connecting
and disconnecting the third planetary gearset from the
input shaft;

third and fourth switches; and,

first and second brakes, wherein said first and second dual
planetary gearsets are arranged to transmit torque, inde-
pendent of each other, from the input shaft for said
transmission to an output for said transmission, wherein
said third switch is arranged to connect a sun for said
second planetary gearset to said first brake in a first
position and to connect a carrier for said second plan-
etary gearset in a second position and wherein said
fourth switch is arranged to connect a sun for said fourth
planetary gearset to said second brake in a third position
and to connect a carrier for said fourth planetary gearset
in a fourth position.

2. The transmission of claim 1 wherein in a gear for said
transmission, one of said first or second dual gearsets is
arranged to transmit said torque to said output and the other of
said first or second dual gearsets is arranged to be
ungrounded.

3. The transmission of claim 1 wherein the first and second
brakes are arranged to ground a respective portion of said first
and second dual planetary gearsets, respectively.

4. The transmission of claim 3 wherein said second and
fourth planetary gearsets are connected to said first and sec-
ond brakes, respectively.

5.The transmission of claim 1 wherein said first and second
switches further comprise at least one first and second clutch,
respectively.

6. The transmission of claim 1 wherein in first and second
positions for said first switch, a sun and a ring, respectively,
for said first planetary gearset are arranged to connect to said
input shaft and wherein in first and second positions for said
second switch, a sun and a ring, respectively, for said third
planetary gearset are arranged to connect to said input shaft.

7. The transmission of claim 6 further comprising at least
one first and second one-way clutch, connected to the firstand
second switches, respectively.

8. A transmission for a vehicle, comprising:

an input shaft;

a first dual planetary gearset disconnectable from the input
shaft and including a first carrier; and,

a second dual planetary gearset disconnectable from the
input shaft and including a second carrier, wherein said
first and second dual planetary gearsets are each sepa-
rately connected to a single output for said transmission,
wherein the first dual planetary gearset includes first and
second sun gears, wherein the second dual planetary
gearset includes third and fourth sun gears, and wherein
the first and second carriers are directly connected to the
output.
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9. A transmission for a vehicle, comprising:

first and second separate torque paths connected to a single
output for said transmission;

first and second brakes connected to said first and second
torque paths and arranged to switch torque from an input
shaft for said transmission between said first and second
torque paths; and,

first and second dual planetary gearsets disposed in said
first and second torque paths, respectively, wherein:

the first brake is connectable and disconnectable to two
separate components of the first dual planetary gearset;

5

14

the first brake is for grounding the two separate compo-
nents of the first dual planetary gearset to a casing for the
transmission;

the second brake is connectable and disconnectable to two
separate components of the second dual planetary gear-
set; and,

the second brake is for grounding the two separate compo-
nents of the second dual planetary gearset to the casing.



