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1
REAR WHEEL SPROCKET ARRANGEMENT
FOR A BICYCLE

This application claims priority to, and/or the benefit of,
German patent application DE 10 2015 210 503.2, filed on
Jun. 9, 2015.

BACKGROUND OF THE INVENTION

The present invention relates to a rear wheel sprocket
arrangement for a bicycle, to a drive assembly for a bicycle
with such a rear wheel sprocket arrangement, and to a
bicycle with such a rear wheel sprocket arrangement or/and
with such a drive assembly.

U.S. Pat. No. 3,748,916 A belonging to Morse is consid-
ered to be the closest prior art. This patent discloses a rear
wheel sprocket arrangement with an extremely large gear
range of 500%, which is produced by a total of five (5)
coaxially arranged sprockets, namely having the following
numbers of teeth: nine (9), fourteen (14), twenty (20), thirty
(30), and forty-five (45). The gear range is also referred to
as the “gear ratio range” or, in view of the transmission of
torque brought about therewith, as the “torque range” or
“torque ratio range”. The gear range is the ratio of the
number of teeth of the largest sprocket to that of the smallest
sprocket.

The individual percentage gear stage steps are very large
in this known rear wheel sprocket arrangement, which
results in clearly perceptible load jumps for the cyclist using
the sprocket arrangement. In the present application, an
“individual percentage gear stage step” is understood as
meaning the difference in the numbers of teeth of axially
directly adjacent sprockets, divided by the number of teeth
of the smaller of the adjacent sprockets. The individual
percentage gear stage steps of the sprocket arrangement
known from U.S. Pat. No. 3,748,916 A—these are in total
four (4) gear stage steps in five (5) sprockets—are accord-
ingly 55.6%, 42.9%, 50% and 50% from the smallest
sprocket to the largest sprocket. In terms of the arithmetic
mean, i.e. the total sum of the individual percentage gear
stage steps divided by the number of gear stage steps
present, the average percentage gear stage step calculated in
this manner is 49.6%, i.e. only slightly less than 50%.

Furthermore, the prior art discloses rear wheel sprocket
arrangements which have a larger number of sprockets and,
associated therewith, a smaller average percentage gear
stage step, in particular because said known rear wheel
sprocket arrangements have a considerably smaller gear
range despite their larger number of sprockets.

EP 2 048 075 A discloses a rear wheel sprocket arrange-
ment having a total of nine (9) sprockets, the sprockets of
which have the following numbers of teeth: eleven (11),
thirteen (13), fifteen (15), seventeen (17), twenty (20),
twenty-three (23), twenty-six (26), thirty (30), and thirty-
four (34). This sprocket arrangement therefore has a gear
range of approximately 309% with an average percentage
gear stage step of 15.2%.

As a further example of the prior art, reference should be
made to a twelve (12) sprocket arrangement which is known
from EP 2 022 712 A. This can have, for example, sprockets
having the following numbers of teeth: eleven (11), twelve
(12), thirteen (13), fourteen (14), fifteen (15), seventeen
(17), eighteen (18), nineteen (19), twenty-one (21), twenty-
three (23), twenty-five (25), and twenty-seven (27). This
sprocket arrangement has a gear range of approximately
245.5% with an average percentage gear stage step of only
8.5%.
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These known rear wheel sprocket arrangements no longer
always meet modern demands imposed thereon. New
demands imposed on sprocket arrangements arise, firstly,
from the tendency to reduce the number of front chainrings
on the bicycle, optionally even to use just one (1) single
chainring, and from the tendency to equip bicycles with
electric auxiliary motors. The last-mentioned bicycles are
currently generally referred to as pedelecs.

In particular the technical and legal frameworks for the
operation of pedelecs, the drives of which are assisted by
electric motors, result in demands being imposed on rear
wheel sprocket arrangements relating to a large gear range
and a comparatively moderate spacing between the indi-
vidual sprockets in order not to overload the cyclist by
torque jumps possibly occurring when changing gear. Fur-
thermore, it should be noted that electric auxiliary motors,
also referred to here as “assisting electric motors”, may each
generally output its assisting torque only until a predeter-
mined bicycle speed or a predetermined bicycle speed range
is reached. At higher speeds, the cyclist is reliant solely on
his muscle power.

In the case of what are referred to as pedelecs, there are
substantially higher continuous and peak loads acting on the
rear wheel sprocket arrangement than in the case of bicycles
operated solely by muscle power. The gear changing behav-
ior on the bicycle also changes because of the higher power
which is available owing to the assisting motor torque. In the
case of conventional bicycles driven solely by muscle
power, generally the change from one sprocket of the
sprocket arrangement to an axially adjacent sprocket is not
made under load or only under a small load. However, in the
case of bicycles assisted by an electric motor the change is
frequently made, in particular from a sprocket to the next
smaller sprocket, under full motor load, i.e. during an
acceleration operation. It should be noted here that, in the
case of modern pedelecs, the assisting torque output by the
electric motor is transmitted, like the muscle power of the
cyclist, to the rear wheel of the bicycle via the rear wheel
sprocket arrangement. Owing to the high overall torque
available in the case of pedelecs from the combination of the
torque based on muscle power and the assisting torque of the
electric motor, specifically in the low speed range—depend-
ing on regulations, assisting the muscle power of the cyclist
by an electric motor is usually permitted up to a travel speed
of between twenty (20) and thirty (30) kilometers per
hour—such high acceleration values can be obtained that
undesirable, what are referred to as “multiple gear changing
operations” occur, in which a temporally following gear
changing operation is initiated before the temporally pre-
ceding gear changing operation at the rear wheel sprocket
arrangement is finished.

Further changed demands emerge when the number of
front chainrings is reduced since the torque transmission
range of the bicycle then has to be increasingly provided by
the rear wheel sprocket arrangement. This goes so far that,
in the case of a single front chainring, the entire torque
transmission range which is available depends solely on the
configuration of the rear wheel sprocket arrangement.

The reduction in the number of chainrings also may lead
to cross-chaining situations of the bicycle chain running
between the chainring or the chainrings and the rear wheel
sprocket arrangement during operation.

SUMMARY

It is the object of the present invention to develop known
rear wheel sprocket arrangements for a bicycle in such a
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manner that they can better comply with the demands
mentioned above than prior art rear wheel sprocket arrange-
ments can.

This object is achieved according to the present invention
by a rear wheel sprocket arrangement for a bicycle, com-
prising a plurality of sprockets comprising at least seven (7)
coaxially arranged sprockets having different numbers of
teeth, wherein an entire gear range of the sprocket arrange-
ment is at least 350%, and wherein an average percentage
gear stage step lies within a range of 15% to 30%.

An individual percentage gear stage step is defined as the
difference in the numbers of teeth of two (2) axially directly
adjacent sprockets divided by the number of teeth of the
smaller of the adjacent sprockets. The average percentage
gear stage step of the rear wheel sprocket arrangement is
defined as the total sum of the individual percentage gear
stage steps divided by the number of gear stage steps. A
sprocket arrangement with k sprockets having different
numbers of teeth in each case has k-1 gear stage steps.

The entire gear range of the sprocket arrangement is
defined as the ratio of the number of teeth of the largest
sprocket to the number of teeth of the smallest sprocket.
Alternatively, the entire gear range of the sprocket arrange-
ment may be at least 400% or at least 435%. Alternatively,
the average percentage gear stage step may lay within a
range of 20% to 30%.

By means of the stated minimum gear range of at least
350%, the rear wheel sprocket arrangement of the present
invention can transmit a torque, which is introduced at the
pedal crank of a bicycle and is transmitted by the bicycle
chain running between chainring and sprocket arrangement
to the rear wheel sprocket arrangement, within a wide range.
Therefore, both when the number of front chainrings is
reduced and when an assisting torque is optionally intro-
duced by an electric motor in addition to the muscle power
supplied by the cyclist, a torque appropriate to the respective
cycling situation can be transmitted to the rear wheel of a
bicycle via the rear wheel sprocket arrangement. A torque
introduced at the pedal crank, and therefore at the front
chainring, can thus be stepped down to the rear wheel
sprocket arrangement “to fast mode” or “to weak mode”
or—for example when travelling uphill—can be stepped up
“to slow mode” or “to strong mode”.

With an average percentage gear stage step falling within
arange of 15% to 30%, preferably even of 17%, 18% or 20%
to 30%, although the average gear stage step is larger than
in the case of known sprocket arrangements with a large
number of sprockets, it is significantly smaller than in the
case of known sprocket arrangements with a large gear
range. Therefore, during the operation of the sprocket
arrangement, when a change is made from one sprocket to
an axially adjacent sprocket, undesirably large torque jumps
are avoided. At the same time, with a number of sprockets
of already at least seven (7) coaxially arranged sprockets, the
outlay on installation and the construction space required by
the sprocket arrangement can advantageously be kept within
limits.

When the proposed rear wheel sprocket arrangement is
used on pedelecs, the problem of the “multiple gear chang-
ing operations” is also avoided. By means of the proposed
spacing of the rear wheel sprocket arrangement with refer-
ence to the stated range of values for the average percentage
gear stage step, not only is an excessive torque jump which
would be perceptible during gear changing avoided, but also
the distance between transmission ratios of axially directly
adjacent sprockets is increased to such an extent that, when
commercially available assisting electric motors are used,
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even if a high torque is introduced into the pedal crank shatft,
there is a sufficiently large temporal interval between two (2)
successive gear changing operations that the temporally
preceding one of the two (2) gear changing operations can
be completed before the gear changing operation temporally
following the first one is initiated.

In order to avoid excessively large differences in the
individual gear stage steps, it is advantageous if the values
of the individual percentage gear stage steps lie within a
range of 15% to 35%, i.e. no individual percentage gear
stage step is smaller than 15% and none is greater than 35%.
Therefore, a certain variability of the individual percentage
gear stage steps is possible within the predetermined limits,
and therefore, depending on the respectively selected gear
stage, a step of different size to the next smaller or to the next
larger gear stage can be provided. By this means, different
torque demands in different riding situations can be taken
into consideration. Overall, however, as uniform a change as
possible of the transmission ratio via the gear stages of the
rear wheel sprocket arrangement is perceived by the cyclist
riding a bicycle having the rear wheel sprocket arrangement
according to the invention.

Furthermore, in order to be able to take account of the
above-mentioned different torque demands of different rid-
ing situations, it may be conceived of to adjust the individual
percentage gear stage steps between axially directly adjacent
sprockets in a targeted manner. It may thus be conceived for
the rear wheel sprocket arrangement to comprise a group of
successive axially adjacent sprockets which become pro-
gressively larger and between which the values of axially
successive individual percentage gear stage steps—when
viewing in an axial direction from the smallest sprocket
towards the largest sprocket—increase from one gear stage
to the next larger one. During gear changing through this
group in the direction of the largest sprocket, it is therefore
possible for a large torque transmission range to be passed
through, with the percentage changes in the transmission
ratio becoming ever larger as the sprockets become larger.
For example, when gear changing downward (i.e. a gear
changing operation to a sprocket with a greater number of
teeth), a gear change can be increasingly rapidly made “to
slow mode” or “to strong mode”. Such a gear stage range
can be superbly used as an acceleration range for the
motor-assisted acceleration of a bicycle.

Similarly, the rear wheel sprocket arrangement can com-
prise a group of axially successive sprockets which become
degressively larger and between which the values of axially
successive individual percentage gear stage steps—when
viewed in an axial direction from the smallest sprocket
towards the largest sprocket—decrease from one gear stage
to the next. In this case, the percentage changes in the
transmission ratio when gear changing through said group in
the direction of sprockets becoming larger therefore become
ever smaller. A group with sprockets becoming degressively
larger can be used particularly for those gear stage ranges for
which a portion of muscle driving power—increased in
comparison to other gear stage ranges—is anticipated.

It should be clarified at this juncture that a sprocket can
belong to both groups mentioned. This is the case, for
example, for boundary sprockets, and therefore a largest
sprocket of the one group may be the smallest sprocket of
the other group in each case.

The rear wheel sprocket arrangement preferably has two
(2) groups of axially successive sprockets which become
degressively larger, wherein, furthermore preferably, the
above mentioned group of axially successive sprockets
which become progressively larger is placed axially between
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two (2) groups of axially successive sprockets which
become degressively larger. As before, the reference direc-
tion here is the axial direction from the smallest sprocket
towards the largest sprocket.

A gear stage range which becomes degressively larger can
therefore be placed in the region of the smallest sprockets,
for example the smallest two (2) or three (3) sprockets,
since, when riding in these “rapid” gears, only a reduced, if
any, assisting of the cyclist by the electric motor generally
takes place because of the previously explained limiting of
the motor assisting to speeds below a predetermined limit
speed. In these gear stages, the cyclist is predominantly
dependent on his muscle power. For ergonomic reasons, it is
advantageous, wherever the driver is dependent predomi-
nantly on muscle power in order to achieve propulsion, if the
gear stage steps are selected to be smaller than wherever the
full assisting by the electric motor is available.

Surprisingly, it may also be expedient to configure the
entirely “slow” gears, i.e. the gears having the largest
sprockets, for example the two (2) or three (3) largest
sprockets of the sprocket arrangement, as a gear stage range
which becomes degressively larger. These gear stages
undoubtedly do indeed provide a transmission ratio at
which, under otherwise customary operating conditions, a
speed of the bicycle should be anticipated that lies below the
limit value and for which complete assisting of the cyclist by
electric motor is permissible. However, these gear stages are
generally “hill gears” which are selected when travelling on
ascents (“travel uphill”) and in which a high driving torque
and therefore a high driving power are also requested over
a prolonged period.

As arule, for the assisting of the cyclist by electric motor,
there is a limit to the continuous power which is output by
the assisting electric motor. Said continuous power may
indeed be exceeded for a short time in order rapidly to cope
with a short, but high load demand. However, if the journey
on an ascent lasts for a longer period—for example for a
period of more than thirty (30) or sixty (60) seconds—the
assisting electric motor can only output the legally permitted
continuous power, and therefore an increased portion of
muscle driving power should be anticipated even for this
load situation.

The gear stage range which becomes progressively larger
can therefore advantageously be placed between the two (2)
above-described gear stage ranges which become degres-
sively larger.

In order to be able to achieve especially high acceleration
values in the low speed range, which is advantageous in
particular for the above mentioned pedelecs since, in these,
the assisting electric motor may output its torque only up to
a predetermined limit speed of the bicycle, it is advanta-
geous if the largest individual percentage gear stage step
occurs between sprockets which are assigned to the speed
range in which a torque assistance by the electric motor is
permitted. This is because the large individual percentage
gear stage step then does not need to be overcome solely by
muscle power—although this is readily possible when the
above mentioned conditions are maintained. Since rear
wheel sprocket arrangements are always used on a bicycle
together with at least one (1) front chainring, a bicycle speed
or at least a bicycle speed range can readily be assigned to
each sprocket of the sprocket arrangement, taking into
consideration the possible chainrings and rear wheels and
also assuming a power which can customarily be output by
a cyclist, optionally with assisting by the electric motor. It is
therefore particularly advantageous for the above mentioned
reasons that the largest individual percentage gear stage step
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6

occurs between the third largest sprocket and the fourth
largest sprocket or/and between the fourth largest sprocket
and the fifth largest sprocket. It may also be conceived
here—and this is even preferred in the present case—that the
two (2) individual percentage gear stage steps between the
third largest sprocket and the fourth largest sprocket and
between the fourth largest sprocket and the fifth largest
sprocket are identical in size. The latter is preferred in
particular for a sprocket arrangement having precisely eight
(8) sprockets.

In order to ensure the desired large gear range while
avoiding a simultaneously high loading of the bicycle chain,
the largest sprocket can have more than forty (40) teeth, for
example at least forty-four (44) teeth, preferably at least
forty-eight (48) teeth. As will also be shown further below,
forty-eight (48) teeth are preferred for the largest sprocket as
compared to forty-four (44) teeth since the number forty-
eight (48) has more integral factors than the number forty-
four (44). This is advantageous for the precise sequence of
gear changing operations towards this sprocket. Similarly,
the smallest sprocket can have at least ten (10), preferably at
least eleven (11) teeth. In order not to unnecessarily restrict
the gear range which can be achieved with the sprocket
arrangement, the smallest sprocket should not have more
than thirteen (13) teeth.

In order to ensure precise gear changing operations
between individual sprockets, it is advantageous if the
number of teeth of each of the four (4) largest sprockets of
the rear wheel sprocket arrangement is an integral multiple
of four (4). In order to achieve the values of the above
mentioned individual percentage gear stage steps specifi-
cally in the case of the largest sprockets, it is preferred,
however, if the number of teeth is an integral multiple of
eight (8). In this case, it is possible to reach the situation,
which is advantageous for achieving extremely precise gear
changing operations, in which the numbers of teeth of
axially directly adjacent sprockets—here of the four (4)
largest sprockets—can be divided by the difference in the
numbers of teeth of the axially directly adjacent sprockets.

However, for the smaller sprockets, other conditions
generally have to apply than for the previously mentioned
four (4) largest sprockets. If the above mentioned steps of
eight (8) were continued here, the individual percentage gear
stage steps towards the smallest sprocket would become
undesirably large. This can be avoided by the number of
teeth of each of three (3) sprockets from a group of four (4)
axially successive sprockets, wherein this group comprises
the sprockets from the fourth largest to the seventh largest
sprocket, being an integral multiple of three (3), even better
an integral multiple of six (6). It should be clarified that the
fourth largest sprocket preferably meets all of the above
mentioned conditions, for example if it comprises twenty-
four (24) teeth, and therefore its number of teeth can be
divided by eight (8), six (6), four (4), and three (3).

For the above mentioned reasons of as precise a gear
changing behavior as possible, according to an advanta-
geous development of the invention the rear wheel sprocket
arrangement has at least five (5) sprockets, preferably at
least six (6) sprockets, for which the following divisibility
condition applies that the numbers of teeth of two (2) axially
directly adjacent sprockets can each be divided by the
difference in said numbers of teeth without a remainder. This
preferably involves the five (5), preferably six (6), largest
sprockets of the sprocket arrangement. Whenever the
sprocket arrangement has a total of precisely seven (7)
sprockets, it can have precisely five (5) sprockets for which
the divisibility condition mentioned is met. In the case of a
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sprocket arrangement having a total of precisely eight (8)
sprockets, said sprocket arrangement can have precisely six
(6) sprockets for which the divisibility condition mentioned
is met.

The use of a rear wheel sprocket arrangement having at
least seven (7) sprockets has the advantage that the largest
sprocket does not necessarily have to be cupped or otherwise
formed such as with a bent cross section. There is sufficient
construction space in order to provide the largest sprocket as
a generally planar sprocket. By this means, even the par-
ticularly loaded largest sprocket can withstand the chain
loads that are higher during assistance by the electric motor
because of the higher available torque without thereby
having to accept weight disadvantages, for example because
of additional stiffening means and the like.

The largest sprocket is preferably not itself directly
designed for transmitting torque to the bicycle rear wheel
axle. This preferably takes place by means of a driver which
is coupled in a manner known per se to the bicycle rear
wheel axle. The largest sprocket is preferably also not itself
designed directly for transmitting torque to the driver.
Instead, it is provided that the largest sprocket has a central
opening through which the driver passes, wherein there is no
direct form-fitting engagement between the largest sprocket
itself and the driver for transmitting torque between the
largest sprocket and the driver.

Torque can be transmitted between the largest sprocket
and a driver by an adapter element which is arranged in the
torque transmission path between the largest sprocket and
the driver. The largest sprocket can therefore be coupled to
adriver by an adapter element for the transmission of torque,
wherein the adapter element is preferably placed on that side
of the largest sprocket which faces away from the rest of the
sprockets. The one (1) driver mentioned here could be the
driver mentioned in the previous paragraph. Although it is
conceivable for the adapter element to be placed only
partially on that side of the largest sprocket which faces
away from the smaller sprockets, it is preferred for the
adapter element to be placed entirely on this side. By this
means, it is possible to arrange the entire rear wheel sprocket
arrangement on a bicycle at a larger axial distance from the
longitudinal center plane of the bicycle than if the adapter
element were arranged axially within the sprocket arrange-
ment. By this means, the chain skew can be reduced espe-
cially in the case of engagement of the chain with the large
sprockets. The large sprockets, because of their large diam-
eter, are most highly loaded by chain skew and, because of
their size, have a greater buckling tendency than the smaller
sprockets of the sprocket arrangement.

In order to facilitate manufacturing and installation and in
order to obtain as great a stability and rigidity of the sprocket
arrangement as possible, it can be provided that a plurality
of sprockets is formed as a single-piece sprocket component
within the rear wheel sprocket arrangement. The entire rear
wheel sprocket arrangement can in principle be designed as
a single-piece sprocket component although this is not
preferred. The largest sprocket is preferably designed as a
separate individual sprocket, for example in order to be able
to select a suitable material for this sprocket, in which the
greatest torque is transmitted to the bicycle rear wheel,
irrespective of the material of other sprockets of the sprocket
arrangement. The largest sprocket can also, as an individual
sprocket for the transmission of torque, be directly con-
nected to the second largest sprocket which is axially
adjacent thereto. This is generally indeed the case for as
effective a transmission of torque as possible.
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The smallest sprocket of the sprocket arrangement can
also be formed separately as an individual sprocket in order
to make said sprocket easily exchangeable. By this means,
highly loaded, worn or deformed sprockets can easily be
replaced, or torque transmission ratios can be adapted to
changed demands by exchanging sprockets.

The aspect of the design as an individual sprocket for
easier exchangeability preferably applies to that sprocket
with which, assuming customary pedal frequencies within a
range of sixty-five (65) to seventy-five (75) revolutions per
minute and taking into consideration the known chainring
and the known rear wheel of a bicycle, a riding speed is
achieved which corresponds to the above-described assist-
ing limit speed, above which assisting of the cyclist by the
electric motor is impermissible. Observations have shown
that cyclists of pedelecs like to exhaust the scope of the
assistance by the electric motor that is technically available
to them, but do not generally attempt to go therebeyond by
using their own muscle power. In this respect, in the case of
pedelecs, an over-averagely high stressing of said sprocket
assigned to the assisting speed limit should be anticipated.
Particularly this sprocket is therefore preferably configured
as an exchangeable individual sprocket. This is in many
cases the sixth largest sprocket of the sprocket arrangement.
Depending on the total number of sprockets of the sprocket
arrangement, this sprocket can also be the fifth largest
sprocket or the seventh largest sprocket.

Preferably at least three (3), particularly preferably at least
four (4), most preferably precisely four (4) sprockets of the
rear wheel sprocket arrangement are therefore designed as a
single-piece sprocket component within the rear wheel
sprocket arrangement. The single-piece sprocket component
preferably contains the second largest sprocket. By contrast,
the second smallest sprocket, possibly also the third smallest
sprocket, is preferably provided as an individual sprocket
which is formed separately in order to facilitate the
exchange thereof.

Alternatively or additionally to the single-piece design of
a plurality of sprockets, a plurality of sprockets, in particular
in each case two (2) axially directly adjacent sprockets, can
also be directly connected to each other by connecting
means, such as, for example, pins, rivets, screws, or any
combination thereof. In order to achieve as high a rigidity as
possible, the connecting means are provided radially in the
region of the outermost 50% of the radial extent of the
smaller of two (2) sprockets, which are directly connected to
each other, between said sprockets, preferably in the region
of the outermost 33%, particularly preferably in the region
of the outermost 25%, most preferably in the region of the
outermost 20% of the radial extent of the smaller of the two
(2) sprockets which are connected directly to each other. The
connecting means can be formed integrally with one (1) of
the two (2) directly connected sprockets, preferably with the
smaller sprocket. The connecting means are designed for
transmitting torque about the common sprocket axis, pref-
erably also for transmitting axial force along the sprocket
axis. In order to achieve as stable a connection as possible
radially as far as possible on the outside, the connecting
means can be connected to the smaller of two (2) sprockets,
which are directly axially adjacent and are connected to each
other, in the region of the roots of the teeth thereof.

The preferred radial regions, which are mentioned for the
connecting means, for the attachment of the latter to or
between a pair of axially directly adjacent sprockets also
apply to the design of a direct single-piece connection of two
(2) axially directly adjacent sprockets to each other.
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While it was stated at the beginning that the rear wheel
sprocket arrangement comprises at least seven (7) sprockets,
the rear wheel sprocket arrangement may, of course, also
comprise significantly more than seven (7) sprockets. How-
ever, this is not at all necessary in order to realize the desired
large gear range with the above mentioned average percent-
age spacing. The rear wheel sprocket arrangement advanta-
geously comprises precisely seven (7) or precisely eight (8)
or precisely nine (9) sprockets. Such a number of sprockets
permits the above mentioned design of the largest sprocket
as a generally planar sprocket having the above mentioned
advantages. The precise number of sprockets mentioned also
permits the above mentioned advantageous arrangement of
the adapter element axially outside the sprocket arrange-
ment, i.e. on that side of the largest sprocket which faces
away from the smaller sprocket, with the above-described
result of advantageously reduced chain skew at the larger
sprockets.

In principle, any chains can be used with the rear wheel
sprocket arrangement. However, in order to achieve a small
axial construction space demand of the sprocket arrange-
ment, it is advantageous if a front face distance between
axially directly adjacent sprockets is between 4.2 millime-
ters and 4.4 millimeters, preferably between 4.3 millimeters
and 4.4 millimeters, particularly preferably 4.35 millimeters.
The “front face distance” here is the distance between front
faces of axially directly adjacent sprockets, which front
faces are orthogonal with respect to the common axis of
rotation of the sprockets, in a region of the sprocket body in
the vicinity of a tooth on that side of the sprocket which
faces towards the smaller sprocket in each case or away from
the larger sprocket in each case. One skilled in the art
understands the term “front face” since the position of the
rear ratchet mechanism of a derailleur is aligned with said
face. The “front face” is generally the face on the sprocket
side which, in the mounted state, faces away from the
longitudinal center plane of the bicycle, and on which face
a sprocket, disregarding any axially protruding teeth which
are present and any projections which are present in the
vicinity of the hub, rests on a flat underlying surface.

The bicycle chain interacting with the rear wheel sprocket
arrangement should be selected in accordance with the
selected front face distance.

In the case of a seven (7) sprocket arrangement, the rear
wheel sprocket arrangement according to the invention
preferably has the following spacing from the smallest
sprocket towards the largest sprocket: twelve (12), fourteen
(14), eighteen (18), twenty-four (24), thirty-two (32), forty
(40), and forty-eight (48). By contrast, in the case of an eight
(8) sprocket arrangement, the preferred spacing is as fol-
lows: eleven (11), thirteen (13), fifteen (15), eighteen (18),
twenty-four (24), thirty-two (32), forty (40), and forty-eight
(48).

According to a further aspect of the present invention, the
present application relates to a rear wheel sprocket arrange-
ment for a bicycle, comprising at least seven (7) coaxially
arranged sprockets having different numbers of teeth,
wherein the entire gear range of the sprocket arrangement—
defined as the ratio of the number of teeth of the largest
sprocket to the number of teeth of the smallest sprocket—is
at least 350%, preferably at least 400%, particularly prefer-
ably at least 435%.

The present invention furthermore relates to a drive
assembly for a bicycle having a rear wheel sprocket arrange-
ment, as described above, and having a front chainring,
wherein the number of teeth of the front chainring is smaller
than the number of teeth of the largest sprocket and larger

20

30

40

45

50

10

than the number of teeth of the third largest sprocket. A “hill
gear” making it possible to overcome even large ascents can
therefore be realized between the front chainring and the
largest sprocket, while even as the chain is being placed onto
the third largest sprocket, the torque is stepped down “to fast
mode” or “to weak mode”. The chainring and the second
largest sprocket can have the same number of teeth here, and
therefore, when the chain is placed onto the second largest
sprocket, the torque introduced at the chainring is transmit-
ted unchanged, apart from unavoidable friction losses, to the
rear wheel.

Since the present rear wheel sprocket arrangement is
specifically also intended to meet demands which are
imposed on a drive assembly for a bicycle having precisely
one (1) front chainring, the drive assembly preferably com-
prises precisely one (1) front chainring. In the event that
more than one (1) front chainring is present, the conditions
specified in the preceding claim are intended to apply to the
largest chainring.

The decisive factor here is intended to be the “effective
number of teeth” of the chainring, i.e. a number of teeth
which arises taking into consideration a gearing possibly
arranged between the location at which torque is introduced
and the chainring and the transmission ratio of said gearing.
If, for example, between the location at which torque is
introduced and a chainring having only sixteen (16) teeth a
gearing is provided which increases the introduced torque
towards the chainring by the factor of 2.5, i.e. steps up said
torque “to strong mode”—wherein, for reasons of maintain-
ing energy, the rotational speed at which the torque is
introduced is reduced by the same factor—the chainring has
an effective number of teeth which is increased by 2.5 times;
i.e. forty (40) teeth in this example.

Since the present rear wheel sprocket arrangement is
particularly suitable for the interaction with an electric
motor assisting the cyclist, the drive assembly furthermore
preferably comprises an assisting electric motor which is
designed or/and is arranged in order to transmit its assisting
torque to the rear wheel via the rear wheel sprocket arrange-
ment. The assisting electric motor can be coupled or cou-
plable here to the chainring in order to transmit torque. For
example, the electric motor can be coupled or couplable to
the pedal crank shaft to which the pedal cranks actuated by
the cyclist are also coupled. The coupling of the electric
motor to the chainring or to the pedal crank shaft can take
place by means of a gearing, for example a planetary
gearing.

The present invention finally relates to a bicycle having a
rear wheel sprocket arrangement, as is described above,
or/and having a drive assembly, as has previously been
described.

BRIEF DESCRIPTION OF DRAWINGS

The present invention is explained in more detail below
with reference to the attached drawings, in which:

FIG. 1 is a roughly schematic side view of a bicycle which
is equipped with a drive assembly according to the invention
using a rear wheel sprocket arrangement according to the
invention (the rear wheel sprocket arrangement is merely
indicated in a roughly schematic manner),

FIG. 2 shows a detailed longitudinal sectional view,
which contains the common sprocket axis, of an embodi-
ment according to the invention of a rear wheel sprocket
arrangement having eight (8) sprockets, and
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FIG. 3 shows a perspective longitudinal sectional view of
the sprocket arrangement of FIG. 1.

DETAILED DESCRIPTION

In FIG. 1, a bicycle provided with a sprocket arrangement
according to the invention is denoted in general by 10. A
front wheel 12 and a rear wheel 14 are fastened to a bicycle
frame 16 so as to be rotatable about respective wheel axles
which are orthogonal to the plane of the drawing of FIG. 1.
The front wheel 12 can be connected to the bicycle frame 16
via a sprung fork 18. The rear wheel 14 can also be
connected to the bicycle frame 16 via a sprung suspension
20.

The rear wheel 14 is driveable via a drive assembly 22,
comprising an individual front chainring 24 and a rear wheel
sprocket arrangement 26, which is merely illustrated in
roughly schematic form in FIG. 1. The driving torque can be
transmitted via pedal cranks 28 and a pedal crankshaft 28a,
which is connected thereto, to the front chainring 24 and
from the latter by means of a bicycle chain 30 to the rear
wheel 14 via the rear wheel sprocket arrangement 26. In
order to assist a cyclist driving the pedal cranks 28 with
muscle power, an assisting electric motor 32 can be arranged
on the bicycle frame 16 in such a manner that the latter also
transmits its assisting driving torque to the front chainring
24 via the pedal crankshaft 28a. A gearing, in particular
planetary gearing, can be provided between the pedal crank-
shaft 28a and the chainring 24. The transmission ratio of the
gearing should be taken into consideration in the calculation
of the effective number of teeth of the chainring 24. The
actual number of teeth of the chainring 24 should be
multiplied here by the factor with which the gearing trans-
mits a torque, which is introduced into said gearing, towards
its output side. An increase in the torque by means of the
gearing therefore leads to an effective number of teeth of the
chainring 24 which is increased in relation to the actual
number of teeth, and vice versa.

A battery 34 as an energy accumulator for the assisting
electric motor 32 can be provided in or on the frame 16.

As FIGS. 2 and 3 show, the rear wheel sprocket arrange-
ment 26 or else only the sprocket arrangement 26 has a
plurality of sprockets which includes a series of coaxial
sprockets of different numbers of teeth, wherein, in the
mounted state of FIG. 1, the numbers of teeth decrease
continuously towards the outside from the longitudinal
center plane of the bicycle 10 that is parallel to the plane of
the drawing of FIG. 1.

The bicycle chain 30 can be brought in a manner known
per se by a rear derailleur 36 into meshing engagement with
a sprocket which is to be selected by the cyclist from the
plurality of sprockets of the sprocket arrangement 26 in
order to transmit torque to the rear wheel 14. The bicycle
chain 30 is a roller chain which is known per se and as is
typical for use on bicycles.

Both the muscle torque of the cyclist and the assisting
torque of the electric motor 32 are transmitted to the rear
wheel 14 via the rear wheel sprocket arrangement 26 on the
bicycle 10 in the example. The electric motor 32 therefore
has the effect as though the cyclist could trigger a pedal
power which is increased by the assisting power of the
electric motor 32.

Since the bicycle 10 shown by way of example has
precisely one (1) front chainring 24, the entire gear range of
the bicycle 10 is realized by the rear wheel sprocket arrange-
ment 26. A longitudinal sectional view through said sprocket
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arrangement 26 is shown in FIG. 2. FIG. 3 shows a per-
spective longitudinal sectional view through the sprocket
arrangement 26 of FIG. 2.

The sprocket arrangement 26 shown by way of example
has eight (8) sprockets 38, 40, 42, 44, 46, 48, 50 and 52
which are arranged coaxially with respect to a common
sprocket axis A. The sprocket axis A is also the axis of
rotation of the rear wheel 14. The sprocket axis A is
orthogonal with respect to the plane of the drawing of FIG.
1 and lies in the plane of the drawing of FIG. 2.

Of' the sprockets 38 to 52 mentioned, the sprocket 38 is the
largest sprocket and the sprocket 52 is the smallest sprocket.

In the present example, the largest sprocket 38, which is
preferably of a generally planar design, has forty-eight (48)
teeth. The numbers of teeth of the sprockets 40 to 52 are
forty (40), thirty-two (32), twenty-four (24), eighteen (18),
fifteen (15), thirteen (13), and eleven (11) in the sequence
mentioned. The largest sprocket 38 is designed as an indi-
vidual sprocket, as are the sprockets 48, 50 and 52. By
contrast, the sprockets 40, 42, 44 and 46 are preferably
designed as a single-piece sprocket component or dome 54.
The sprockets 48, 50 and 52 can therefore be exchanged
individually as required.

The sprockets 40 to 46 of the sprocket dome 54 are
preferably connected by webs 56, 58, 60 which are formed
integrally with the respective sprockets, which webs are in
each case arranged between two (2) axially directly adjacent
sprockets. The webs 56 to 60 are provided here as far
radially in the outside as possible in order to obtain a
sprocket dome 54 which is as stable and stiff as possible.
Depending in each case on the sprocket size, the webs lie in
the radially outermost 15% to 25% of the radial region of
extent of the smaller of the two (2) axially adjacent sprockets
connected directly to each other, measured in each case from
the sprocket axis A. The webs preferably end at the smaller
of the two (2) directly connected sprockets in the region of
a root of a tooth.

Webs 62 are advantageously integrally formed on the
largest sprocket 40 of the sprocket dome 54, said webs
protruding away from the largest sprocket in the direction of
the smaller sprockets 42, 44 and 46 of the sprocket dome 54
and serving for the connection to the largest sprocket 38.
However, said webs are not integrally connected to the
largest sprocket 38.

An alternative connection of the sprocket 40 to the largest
sprocket 38 is illustrated by way of example in the upper half
of the image of FIG. 2. A pin 64 which passes through the
sprocket 38 can thus be integrally formed as a single piece
on the sprocket 40, on the side facing the largest sprocket 38.
Instead of a pin which is integrally formed on the sprocket
40, the pin 64 can also be formed separately from the
sprockets 38 and 40 which are connected by said pin, or the
pin 64 can be formed integrally on the sprocket 38, specifi-
cally on the side facing the sprocket 40, and can pass through
the sprocket 40.

The integral connection of the sprockets 40 to 46 to one
another in order to form the sprocket dome 54 can be
entirely or partially replaced by the illustrated or by the
above-explained pin connection using the pin 64.

With the above mentioned spacing of the sprockets 38 to
52, the sprocket arrangement 26 has a gear range of forty-
eight (48) divided by eleven (11), i.e. approximately
436.4%. The individual percentage gear stage steps from the
smallest sprocket 52 to the largest sprocket 38 are thirteen
(13) minus eleven (11), divided by eleven (11), i.e. approxi-
mately 18.2%; fifteen (15) minus thirteen (13), divided by
thirteen (13), i.e. approximately 15.4%; eighteen (18) minus
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fifteen (15), divided by fifteen (15), i.e. 20%; twenty-four
(24) minus eighteen (18), divided by eighteen (18), i.e.
approximately 33.3%; thirty-two (32) minus twenty-four
(24), divided by twenty-four (24), i.e. approximately 33.3%;
forty (40) minus thirty-two (32), divided by thirty-two (32),
i.e. 25%; and forty-eight (48) minus forty (40), divided by
forty (40), i.e. 20%. All of the gear stage steps therefore lie
within a range of between 15.4% and 33.3%. It is therefore
possible to divide a large gear range relatively uniformly
into similarly relatively few gear stages. At the same time,
no gear stage step is of such a size that, during a gear
changing operation into a gear stage or out therefrom, the
cyclist would perceive an unpleasantly large torque jump.

The arithmetic mean of the individual percentage gear
stage steps calculated above, i.e. the average percentage gear
stage step, is approximately 23.6% in the example illus-
trated.

The front chainring 24 advantageously has an effective
number of teeth of forty (40) teeth, which, in the case of the
pedelec 10 which is illustrated here and is assisted by an
electric motor, is customarily achieved by a chainring hav-
ing sixteen (16) teeth and a gearing connected upstream and
having an amplification of the torque by 2.5 times from the
location at which the torque is introduced towards the
chainring 24.

If, in the case of the bicycle 10 illustrated by way of
example, the starting point is an entirely customary pedal
frequency of sixty-five (65) revolutions per minute, then,
using the particular rear wheel, a size of which is likewise
known, together with the chain, a speed of approximately
7.5 kilometers per hour is achieved at the largest sprocket
38, a speed of approximately 9 kilometers per hour is
achieved at the second largest sprocket 40, a speed of 11.2
kilometers per hour is achieved at the third largest sprocket
42, a speed of approximately 15 kilometers per hour is
achieved at the fourth largest sprocket 44, a speed of
approximately 19.9 kilometers per hour is achieved at the
fifth largest sprocket 46, a speed of approximately 23.9
kilometers per hour is achieved at the sixth largest sprocket
48, a speed of 27.6 kilometers per hour is achieved at the
seventh largest sprocket 50, and a speed of 32.6 kilometers
per hour is achieved at the smallest sprocket 52.

Depending on the respective legal regulations, in the case
of bicycles assisted by electric motor an output of an
assisting torque by the electric motor is permitted only up to
a predetermined speed limit. In Germany, for example, the
cyclist is allowed to be assisted by the full torque of the
assisting electric motor 32 only up to a speed of twenty-five
(25) kilometers per hour. At higher speeds, either assistance
is no longer permitted or—at speeds slightly above the limit
speed of twenty five (25) kilometers per hour—only a partial
assistance is permitted by a partial torque which is reduced
in comparison to the full assisting torque.

In the case of the present rear wheel sprocket arrangement
26 of the example illustrated, full assistance of the cyclist by
the torque of the electric motor 32, with the stated assump-
tions of a front chainring 24 having an effective number of
teeth of forty (40) and a pedal frequency of sixty-five (65)
revolutions per minute, is thus found only in gear stages
which are formed by the six (6) largest sprockets 38 to 48.
In the present case, the sprocket 48 is therefore the sprocket
which is assigned to the assisting limit speed of twenty-five
(25) kilometers per hour, for which particularly severe wear
can be anticipated for the reasons mentioned in the intro-
ductory part of the description.

For the advantageous utilization of the greatest possible
assistance of the cyclist by the assisting electric motor 32,
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the largest individual percentage gear stage steps lie within
this “assisting range” which is formed by the six (6) largest
sprockets 38 to 48. The largest individual percentage gear
stage steps of in each case 33.3% advantageously lie
between the third largest and the fourth largest sprockets 42
and 44 and between the fourth largest and the fifth largest
sprockets 44 and 46. The third largest individual percentage
gear stage step of 25% (nominally actually the second
largest individual percentage gear stage step) is provided
between the second largest and the third largest sprockets 40
and 42. By this means, high acceleration is achieved while
simultaneously avoiding undesirable multiple gear changing
operations.

The three (3) smallest sprockets 52, 50 and 48 form a first
group of sprockets which, when viewing in the axial direc-
tion from the smallest sprocket 52 towards the largest
sprocket 38, become degressively larger. This means that the
individual percentage gear stage steps placed between said
sprockets 52 to 48 become smaller in the direction from the
smallest sprocket 52 towards the largest sprocket 38.

The three (3) successive axially adjacent sprockets 48, 46
and 44 form a second group of sprockets which, when
viewing in the axial direction from the smallest sprocket 52
towards the largest sprocket 38, become progressively
larger. This means that the individual percentage gear stage
steps placed between the sprockets 48 to 44 become larger
in the stated viewing direction.

The three (3) largest successive axially adjacent sprockets
42, 40 and 38 form a third group of sprockets which, when
viewing in the axial direction from the smallest sprocket 52
towards the largest sprocket 38, became degressively larger.
The individual percentage gear stage steps placed between
the sprockets 42 to 38 become smaller in turn in the stated
viewing direction.

The sprocket 48 belongs as a boundary sprocket both to
the first and to the second group.

For the sprockets 48 to 38, the particularly advantageous
condition for precise gear changing of the bicycle chain 30
from one sprocket of the sprockets 48 to 38 to an axially
directly adjacent sprocket of the sprockets 48 to 38 applies
that the numbers of teeth of each of two (2) axially directly
adjacent sprockets can be divided by the difference in the
numbers of teeth thereof without a remainder.

The sprocket arrangement 26 is passed through axially by
a driver 66. With said driver 66, the sprocket arrangement 26
is connected to the rear wheel axle (not illustrated in FIGS.
2 and 3) of the rear wheel 14 in the driving direction for the
transmission of torque and by a freewheel in the direction
counter to the driving direction.

The preferably generally planar largest sprocket 38 has, at
its border closest to the sprocket axis A, an opening 68
through which the driver 66 likewise passes. There is no
direct torque transmission connection between the largest
sprocket 38 and the driver 66. Said torque transmission
connection is on the contrary only produced by an adapter
element 70 which is firstly connected to the largest sprocket
38 in a torque-transmitting manner and is secondly con-
nected to the driver 66 in a torque-transmitting manner.

The adapter element 70 is provided on the rear side 385
of the largest sprocket 38, which rear side faces away from
the remaining sprockets 40 to 52. This unusual arrangement
of the adapter element 70 is firstly possible because of the
number of sprockets of a total of only eight (8) sprockets of
the sprocket arrangement 26 and is secondly possible
because of the relatively small distance between the front
faces 38a, 40a, 42a, 44a, 46a, 48a, 50a, and 52a, which
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distance, in the present example, is between 4.2 millimeters
and 4.4 millimeters, in detail is precisely 4.35 millimeters.

Owing to the number of sprockets of up to nine (9),
precisely eight (8) in the example illustrated, with a simul-
taneously small front face distance, the sprocket arrange-
ment 26 requires so little axial construction space that the
adapter element 70 can be arranged outside the construction
space taken up axially by the sprocket arrangement 26. By
this means, the sprocket arrangement 26, in particular the
largest sprocket 38, which is particularly loaded by chain
skew, can be arranged axially further away from the longi-
tudinal centre plane of the bicycle 10, and therefore the skew
angle of the bicycle chain 30 relative to the longitudinal
centre plane of the bicycle 10 is smaller if said bicycle chain
runs over the largest sprocket 38 than if the adapter element
70 were arranged on the side of the front face 38a of the
largest sprocket 38. As a result, the loading of the largest
sprocket 38 which, because of its considerable diameter,
exhibits an increased buckling tendency can be considerably
reduced during operation.

A spacer sleeve 72 which defines the axial distance of the
largest sprocket 38 from the smallest sprocket 46 of the
sprocket dome 54 is advantageously arranged in order to
axially support the largest sprocket 38 in the vicinity of the
driver 66.

While the present invention has been described above by
reference to various embodiments, it should be understood
that many changes and modifications can be made to the
described embodiments. It is therefore intended that the
foregoing description be regarded as illustrative rather than
limiting, and that it be understood that all equivalents and/or
combinations of embodiments are intended to be included in
this description.

What is claimed:

1. A rear wheel sprocket arrangement for a bicycle com-
prising:

a plurality of sprockets comprising at least seven (7)
coaxially arranged sprockets having different numbers
of teeth,

wherein an entire gear range of the sprocket arrangement
is at least three-hundred fifty percent (350%), and

wherein an average percentage gear stage step lies within
arange of fifteen percent (15%) to thirty percent (30%).

2. A rear wheel sprocket arrangement according to claim
1, wherein the entire gear range of the sprocket arrangement
is at least four-hundred percent (400%).

3. A rear wheel sprocket arrangement according to claim
1, wherein the entire gear range of the sprocket arrangement
is at least four-hundred thirty-five percent (435%).

4. A rear wheel sprocket arrangement according to claim
1, wherein the average percentage gear stage step lies within
a range of twenty percent (20%) to thirty percent (30%).

5. A rear wheel sprocket arrangement according to claim
1, wherein values of individual percentage gear stage steps
lie within a range of fifteen percent (15%) to thirty-five
percent (35%).

6. A rear wheel sprocket arrangement according to claim
1, wherein the plurality of sprockets comprises, when view-
ing in an axial direction from a smallest sprocket towards a
largest sprocket, a group of axially successive sprockets
which become progressively larger, and a group of axially
successive sprockets which become degressively larger.

7. A rear wheel sprocket arrangement according to claim
6, wherein the group of axially successive sprockets which
become progressively larger is placed axially between two
(2) groups of axially successive sprockets which become
degressively larger.
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8. A rear wheel sprocket arrangement according to claim
7, wherein a largest individual percentage gear stage step
occurs between a third largest sprocket of the plurality of
sprockets and a fourth largest sprocket of the plurality of
sprockets or between the fourth largest sprocket and a fifth
largest sprocket of the plurality of sprockets.

9. A rear wheel sprocket arrangement according to claim
7, wherein a largest individual percentage gear stage step
occurs between a third largest sprocket of the plurality of
sprockets and a fourth largest sprocket of the plurality of
sprockets and between the fourth largest sprocket and a fifth
largest sprocket of the plurality of sprockets.

10. A rear wheel sprocket arrangement according to claim
1, wherein a largest sprocket of the plurality of sprockets has
at least forty-four (44) teeth.

11. A rear wheel sprocket arrangement according to claim
10, wherein the largest sprocket has at least forty-eight (48)
teeth.

12. A rear wheel sprocket arrangement according to claim
10, wherein a smallest sprocket of the plurality of sprockets
has at least ten (10) teeth and not more than thirteen (13)
teeth.

13. A rear wheel sprocket arrangement according to claim
12, wherein the smallest sprocket has at least eleven (11)
teeth and not more than thirteen (13) teeth.

14. A rear wheel sprocket arrangement according to claim
1, wherein the number of teeth of each of four (4) largest
sprockets of the plurality of sprockets is an integral multiple
of four (4).

15. A rear wheel sprocket arrangement according to claim
14, wherein the number of teeth of each of the four (4)
largest sprockets of the plurality of sprockets is an integral
multiple of eight (8).

16. A rear wheel sprocket arrangement according to claim
14, wherein the number of teeth of each of three (3)
sprockets from a group of four (4) axially successive sprock-
ets, comprising the sprockets from a fourth largest sprocket
to a seventh largest sprocket, is an integral multiple of three
3).

17. A rear wheel sprocket arrangement according to claim
1, wherein a largest sprocket of the plurality of sprockets is
generally planar.

18. A rear wheel sprocket arrangement according to claim
1, wherein a largest sprocket of the plurality of sprockets has
a central opening through which a driver passes, wherein
there is no direct form-fitting engagement between the
largest sprocket and the driver for transmitting torque from
the largest sprocket to the driver.

19. A rear wheel sprocket arrangement according to claim
18, wherein the largest sprocket is coupled to the driver by
an adapter element for the transmission of torque, wherein
the adapter element is placed on a side of the largest sprocket
which faces away from the rest of the plurality of sprockets.

20. A rear wheel sprocket arrangement according to claim
1, wherein at least three (3) sprockets are designed as a
single-piece sprocket component within the rear wheel
sprocket arrangement.

21. A rear wheel sprocket arrangement according to claim
20, wherein at least four (4) sprockets of the plurality of
sprockets are designed as the single-piece sprocket compo-
nent within the rear wheel sprocket arrangement.

22. A rear wheel sprocket arrangement according to claim
20, wherein largest and smallest sprockets of the plurality of
sprockets are each formed separately as individual sprock-
ets.
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23. A rear wheel sprocket arrangement according to claim
20, wherein the single-piece sprocket component comprises
a second largest sprocket.

24. A rear wheel sprocket arrangement according to claim
1, wherein the plurality of sprockets comprises only seven
(7) sprockets.

25. A rear wheel sprocket arrangement according to claim
1, wherein the plurality of sprockets comprises only eight (8)
sprockets.

26. A rear wheel sprocket arrangement according to claim
1, wherein the plurality of sprockets comprises only nine (9)
sprockets.

27. A rear wheel sprocket arrangement according to claim
1, wherein a front face distance between axially directly
adjacent sprockets is between 4.2 millimeters and 4.4 mil-
limeters.

28. A rear wheel sprocket arrangement according to claim
27, wherein the front face distance between axially directly
adjacent sprockets is between 4.3 millimeters and 4.4 mil-
limeters.
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29. A drive assembly for a bicycle, comprising a rear
wheel sprocket arrangement according to claim 1, and a
front chainring, wherein the number of teeth of the front
chainring is smaller than the number of teeth of a largest
sprocket of the plurality of sprockets and larger than the
number of teeth of a third largest sprocket of the plurality of
sprockets.

30. A drive assembly for a bicycle according to claim 29,
wherein the front chainring and a second largest sprocket of
the plurality of sprockets have the same number of teeth.

31. A drive assembly for a bicycle according to claim 29,
further comprising an assisting electric motor configured to
transmit assisting torque to the rear wheel via the rear wheel
sprocket arrangement, wherein the assisting electric motor is
coupled to the chainring in order to transmit torque.



