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Description

BACKGROUND OF THE INVENTION

Field of the invention

[0001] The present invention relates to an apparatus for an internal combustion engine mounted on an automobile or
the like, and particularly to a high pressure fuel supply apparatus including a high pressure fuel pump.

Description of the related art

[0002] Present automobiles are required to reduce emission gas substances such as carbon monoxide (CO), hydro-
carbon (HC) and nitrogen oxide (NOx), which are included in emission gas of the automobiles, from the viewpoint of
environmental conservation, and for the purpose of reduction of the emission gas substances, development of a direct
injection engine has been carried out. In the above described direct injection engine, a fuel within a common rail of which
pressure is regulated into a high fuel pressure by a high pressure fuel pump is directly injected into a combustion chamber
of a cylinder by an injector, to attempt reduction or the like of the emission gas substances due to engine output im-
provement and combustion improvement.
[0003] The regulation of the fuel pressure in the above described common rail is performed by regulating a fuel
discharge quantity from the above described high pressure pump connected to a camshaft for intake or exhaust of the
internal combustion engine. In the conventional art, the fuel discharge quantity from the high pressure fuel pump is
operated in synchronization with the above described camshaft, and therefore regulated by performing desired fuel
discharge quantity control by changing the timing of ON and OFF of the solenoid valve in a high pressure pump in
accordance with the phase of the camshaft.
[0004] As such an art, there is known the one described in JP-A-2005-76554, for example. It is known, as a control
method of the fuel discharge quantity of the high pressure fuel pump having a variable valve timing system, that the
apparatus of this publication controls the ON/OFF timing of the solenoid valve from a camshaft sensor by using a camshaft
sensor signal which synchronizes with the rotation of the camshaft with the camshaft sensor signal as an origin, for the
purpose of simplification and enhancement of control precision of the ON/OFF control timing of the solenoid valve in the
high pressure fuel pump for controlling the discharge position of the high pressure fuel pump with respect to the control
position of the variable valve timing. This publication shows a method of coping with both calculation load of a CPU in
the control system and control precision of the high pressure pump compatible, which method does not require performing
complicated correction of the ON/OFF timing of the above described solenoid valve with respect to the control position
of the variable valve timing by using the camshaft sensor signal as an origin, and further, properly uses a method of
ensuring angle control precision by the crankshaft sensor signal in addition to the camshaft sensor signal information
in accordance with the operating state of the internal combustion engine, and a method of controlling the ON/OFF timing
of the above described solenoid value only by the above described camshaft sensor signal information without using
the crankshaft sensor.
[0005] JP-2006 037836 describes a device including a control means performing output control of drive signal of the
solenoid to vary delivery quantity of the high pressure fuel pump.

BRIEF SUMMARY OF THE INVENTION

[0006] However, when the apparatus of the above described JP-A-2005-76554 is applied to an internal combustion
engine having a variable valve timing control system, there is the problem of giving limitation to the signal mode of the
camshaft sensor and the cam nose number for the pump of the camshaft which vertically moves in the cylinder in the
high pressure pump.
[0007] More specifically, in the apparatus of the above described publication, the fuel discharge quantity control from
the high pressure fuel pump is performed stably by controlling the ON/OFF timing of the solenoid valve with the camshaft
sensor signal as an origin even when the phase of the camshaft linked with the high pressure fuel pump changes by
the variable valve timing control system, however, this is limited to the case where the relative relationship of the camshaft
sensor signal and the cam nose for driving the high pressure pump is consistent with each other. For example, in the
case of a four-cylinder internal combustion engine, there are four kinds of modes of the camshaft sensor signals (for
example, the modes of the number of camshaft sensor signals are 1→3→4→2) in general. When the number of drive
cam noses of the camshaft which drives the high pressure fuel pump applied to this internal combustion engine is three,
the timing for controlling ON/OFF of the solenoid valve from the camshaft sensor signal differs, and thus there is the
problem that desired fuel quantity discharge control cannot be realized and the fuel pressure in the common rail becomes
unstable.
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[0008] This problem will be described using Fig. 10.
[0009] Fig. 10 shows one example of the case in which three drive cam noses of the camshaft for driving the high
pressure fuel pump are applied to the four-cylinder internal combustion engine. A phase sensor signal in the uppermost
stage shows one example of the mode of the above described camshaft sensor signal (hereinafter, called a phase
sensor signal). A position sensor signal shows one example of the mode of the above described crankshaft sensor signal
(hereinafter, called a position sensor signal). Plunger displacement in Fig. 10 shows the displacement of a plunger in
the high pressure fuel pump which is operated by the high pressure fuel pump drive cam of the camshaft.
[0010] STANG 1 to 3 in Fig. 10 show the timings of turning ON the solenoid valve of the high pressure fuel pump,
OFFANG 1 to 3 show the timings of turning OFF the above described solenoid valve. When the fuel discharge quantity
from the high pressure fuel pump is controlled, it is necessary to perform control corresponding to the position of the
cam noses for driving the high pressure fuel pump. In this case, the ON timing and the OFF timing of the above described
solenoid valve from the phase sensor signal need to be changed for every phase sensor signal.
[0011] If the ON/OFF timing of the solenoid valve is not changed irrespective of the phase sensor signal, the fuel
discharge quantity from the high pressure fuel pump becomes unstable, and the fuel pressure control in the common
rail cannot be performed.
[0012] The object is achieved by the present invention according to claim 1. Further preferred developments are
described by the dependent claims.
[0013] In order to attain the above-described object, in a high pressure fuel pump control system according to the
present invention, it includes a camshaft which is driven in synchronization with a crankshaft of an internal combustion
engine, a cam angle detecting means which generates a cam angle signal in synchronization with rotation of the camshaft,
a crank angle detecting means which generates a crank angle signal in synchronization with rotation of the crankshaft,
a means which performs cylinder recognition of the internal combustion engine by the cam angle detecting means and
the crank angle detecting means, a high pressure fuel pump having a suction stroke and a spill stroke of the high pressure
fuel pump in synchronization with the rotation of the camshaft, and/or a means which relates to the spill stroke of the
high pressure fuel pump and changes an effective stroke by driving a solenoid valve in the high pressure fuel pump,
wherein the drive timing of the high pressure fuel pump is changed based on a cylinder recognition value of the internal
combustion engine with the cam angle detecting means as an origin.
[0014] Further, control of the drive timing of the above described high pressure fuel pump is executed based on the
number of the crank angle signals and a period of the crank angle signal by the crank angle detecting means.
[0015] Alternatively, at least when abnormality of the crank angle detecting means is recognized, control of the drive
timing of the above described high pressure fuel pump is executed based on a period of the cam angle signal.
[0016] The high pressure fuel pump control system for an internal combustion engine of the present invention configured
as described above can calculate a suitable power distribution start or end demand phase in a drive timing calculating
part in the control system to carry out the power distribution start and end in accordance with the demand phase in a
drive signal output part in the control system, even when a camshaft phase varies by the variable valve timing control
system for an internal combustion engine, and therefore can contribute to stabilization of a fuel system, stabilization of
combustion, and improvement in emission gas performance.
[0017] Further, since desired discharge control of the high pressure fuel pump becomes enabled also when abnormality
occurs in the crankshaft signal, the control system can contribute to stability of combustion and improvement in emission
gas performance.
[0018] As will be understood from the above description, the high pressure fuel pump control system according to the
present invention calculates a suitable power distribution start/end demand phase in a phase calculating part in the
control system to make it possible to carry out start and end of power distribution in accordance with the above described
demand phase in the drive signal output part in the above described control system. Therefore, the high pressure fuel
pump control system can contribute to stabilization of a fuel system, stabilization of combustion, and improvement in
emission gas performance.
[0019] Further, even when abnormality occurs in a position sensor signal, equivalent performance can be achieved.
[0020] Other objects, features and advantages of the invention will become apparent from the following description
of the embodiments of the invention taken in conjunction with the accompanying drawings.

BRIEF DESCRIPTION OF THE SEVERAL VIEWS OF THE DRAWINGS

[0021]

Fig. 1 is an entire configuration diagram of an engine including a high pressure fuel pump control system for an
internal combustion engine of the present embodiment;
Fig. 2 is an internal configuration diagram of an engine control system of Fig. 1;
Fig. 3 is an entire configuration diagram of a fuel system including the high pressure fuel pump of Fig. 1;
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Fig. 4 is a vertical sectional view of the high pressure fuel pump of Fig. 3;
Fig. 5 is an operation timing chart of the high pressure fuel pump of Fig. 3;
Fig. 6 is a supplementary explanatory diagram of the operation timing chart of Fig. 5;
Fig. 7 is a block diagram of control of the present invention according to an internal combustion engine control
system of Fig. 1;
Fig. 8 is a block diagram of control of the present invention according to the internal combustion engine control
system of Fig. 1;
Fig. 9 is a time chart of control of the present invention according to the internal combustion engine control system
of Fig. 1;
Fig. 10 is a time chart of control of the present invention according to the internal combustion engine control system
of Fig. 9;
Fig. 11 is a time chart of control of the present invention according to the internal combustion engine control system
of Fig. 9;
Fig. 12 is an angle control method from Fig. 9 to Fig. 10;
Fig. 13 is a time chart of control of the present invention according to the internal combustion engine control system
of Fig. 1;
Fig. 14 is a time chart of control of the present invention according to the internal combustion engine control system
of Fig. 1;
Fig. 15 is a flowchart of control of the present invention according to the internal combustion engine control system
of Fig. 1;
Fig. 16 is a flowchart of control of the present invention according to the internal combustion engine control system
of Fig. 1; and
Fig. 17 is a flowchart of control of the present invention according to the internal combustion engine control system
of Fig. 1.

DETAILED DESCRIPTION OF THE INVENTION

[0022] Hereinafter, one embodiment of a high pressure fuel supply control system in an internal combustion engine
of the present invention will be described based on the drawings. Fig. 1 shows an entire configuration of a control system
of a direct injection engine 507 of the present embodiment. The direct injection engine 507 includes four cylinders. Air,
which is introduced into each cylinder 507b, is taken in from an inlet part of an air cleaner 502, passes through an air
flow meter (air flow sensor) 503 and through a throttle body 505 housing an electrically controlled throttle valve 505a
which controls an intake flow rate, and enters a collector 506. The air which is sucked into the above described collector
506 is distributed to each intake pipe 501 connected to each cylinder 507b of the engine 507, and thereafter, the air is
guided to a combustion chamber 507c which is formed by a piston 507a, the above described cylinder 507b and the
like. From the above described air flow sensor 503, a signal expressing the above described intake flow rate is output
to an engine control system (control unit) 515 including the high pressure fuel pump control system of the present
embodiment. Further, a throttle sensor 504 which detects an opening degree of the electrically controlled throttle valve
505a is attached to the above described throttle body 505, and a signal thereof is also output to the control unit 515.
[0023] Meanwhile, a fuel such as gasoline is primarily pressurized by a low pressure fuel pump 51 from the fuel tank
50, and the pressure of the fuel is regulated to a constant pressure (for example, 3 kg/cm2) by a fuel pressure regulator
52, and then the fuel is secondarily pressurized to have a higher pressure (for example, 50 kg/cm2) by the high pressure
fuel pump 1 which will be described below, and is injected via a common rail 53 to the combustion chamber 507c from
a fuel injection valve (hereinafter, called an injector) 54 provided at each cylinder 507b. The fuel which having been
injected to the above described combustion chamber 507c is ignited with an ignition plug 508 by an ignition signal
enhanced in voltage by an ignition coil 522.
[0024] A crank angle sensor (hereinafter, called a position sensor) 516 which is attached to a crankshaft 507d of the
engine 507 outputs a signal expressing a rotational position of the crankshaft 507d to the control unit 515. A crank angle
sensor (hereinafter, called a phase sensor) attached to a camshaft (not illustrated) including a mechanism which makes
the opening and closing timing of an exhaust valve 526 variable outputs an angle signal expressing a rotational position
of the above described camshaft to the control unit 515, and also outputs an angle signal expressing a rotational position
of a pump drive cam 100 of the high pressure fuel pump 1 which rotates in connection with rotation of the camshaft of
the exhaust valve 526 to the control unit 515. Although a variable valve timing control system is not illustrated in Fig. 1,
the camshaft phase is changed by the variable valve timing control system, and the position of the above described
phase sensor signal also changes in accordance with the change amount of the camshaft phase.
[0025] A main part of the above described control unit 515 is configured by an MPU 603, an EP-ROM 602, a RAM
604, an I/OLSI 601 including an A/D convertor and the like as shown in Fig. 2. The control unit 515 takes in signals as
inputs from various sensors and the like including the position sensor 516, the phase sensor 511, a water temperature
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sensor 517, and a fuel pressure sensor 56, executes a predetermined calculation process, outputs various control signals
calculated as a result of the calculation, supplies a predetermined control signal to a high pressure pump solenoid valve
200 which is an actuator, each of the injectors 54, the ignition coil 522 and the like, and executes fuel discharge quantity
control, fuel injection quantity control, ignition timing control and the like.
[0026] Fig. 3 shows an entire configuration diagram of a fuel system including the above described high pressure fuel
pump 1, and Fig. 4 is a vertical sectional view of the above described high pressure fuel pump 1.
[0027] The above described high pressure fuel pump 1 pressurizes the fuel from the fuel tank 50 and feeds the high-
pressure fuel with pressure to the common rail 53, and a fuel suction passage 10, a discharge passage 11 and a
pressurizing chamber 12 are formed therein. In the pressurizing chamber 12, a plunger 2 which is a pressurizing member
is slidably held. The discharge passage 11 is provided with a discharge valve 6 which prevents the high-pressure fuel
at a downstream side from flowing back to the pressurizing chamber. Further, the suction passage 10 is provided with
a solenoid valve 8 which controls suction of the fuel. The solenoid valve 8 is a normal close type of solenoid valve, in
which force acts in a valve closing direction when power is not distributed, whereas force acts in a valve opening direction
when power is distributed.
[0028] A fuel is guided to a fuel introduction port of the pump main body 1 by the low pressure pump 51 from the tank
50 by being regulated to a constant pressure by the pressure regulator 52. Thereafter, the fuel is pressurized in the
pump main body 1, and is fed with pressure to the common rail 53 from a fuel discharge port. The injector 54, the
pressure sensor 56, a pressure regulation valve (hereinafter, called a relief valve) 55 are mounted on the common rail
53. The relief valve 55 opens when the fuel pressure in the common rail 53 exceeds a predetermined value to prevent
breakage of a high pressure piping system. The injectors 54 are mounted corresponding to the number of cylinders of
the engine, and inject a fuel in accordance with a drive current given by the control unit 515. The pressure sensor 56
outputs obtained pressure data to the control unit 515. The control unit 515 calculates a suitable injection fuel quantity,
fuel pressure and the like based on the engine state quantities (for example, a crank rotational angle, a throttle opening
degree, an engine speed, a fuel pressure and the like) obtained from various sensors, and controls the high pressure
pump 1 and the injector 54.
[0029] The plunger 2 reciprocates via a lifter 3 which is pressured to contact with a pump drive cam 100 which rotates
in accordance with rotation of the camshaft of the exhaust valve 526 in the engine 507, and changes the capacity of the
pressurizing chamber 12. When the plunger 2 descends so that the capacity of the pressurizing chamber 12 is increased,
the solenoid valve 8 opens, and the fuel flows into the pressurizing chamber 12 from the fuel suction passage 10. The
stroke in which the plunger 2 descends will be described as a suction stroke hereinafter. When the plunger 2 ascends
and the solenoid valve 8 is closed, the fuel in the pressurizing chamber 12 is increased in pressure, and is fed with
pressure through the discharge valve 6 to the common rail 53. The stroke in which the plunger 2 ascends will be described
as a compression stroke hereinafter.
[0030] Fig. 5 shows an operation timing chart of the above described high pressure fuel pump 1. The actual stroke
(actual position) of the plunger 2 which is driven by the pump drive cam 100 becomes the curve as shown in Fig. 6, but
in order to make it easy to understand the positions of the T. D. C and B. D. C, the stroke of the plunger 2 will be expressed
linearly hereinafter.
[0031] When the solenoid valve 8 closes during the compression stroke, the fuel having been sucked into the pres-
surizing chamber 12 during the suction stroke is pressurized, and discharged to the common rail 53 side. If the solenoid
valve 8 opens during the compression stroke, the fuel is forced to return to the suction passage 10 side during this time,
and the fuel in the pressurizing chamber 12 is not discharged to the common rail 53 side. As such, fuel discharge of the
high pressure pump 1 is operated by opening and closing the solenoid valve 8. Opening and closing of the solenoid
valve 8 is operated by the control unit 515.
[0032] The solenoid valve 8 has a valve 5, a spring 92 for urging the valve 5 in the valve closing direction, a solenoid
200 and an anchor 91 as components. When a current is passed to the solenoid 200, electromagnetic force occurs to
the anchor 91, and the anchor 91 is drawn to the right side in the drawing. The valve 5 formed integrally with the anchor
91 is opened. When the current is not passed to the solenoid 200, the valve 5 is closed by the spring 92 which urges
the valve 5 in the valve closing direction. Since the solenoid valve 8 is a valve having the structure which closes under
the state where a drive current is not passed, it is called a normal close type of solenoid valve.
[0033] During suction stroke, the pressure of the pressurizing chamber 12 becomes lower than the pressure of the
suction passage 10, and the valve 5 is opened due to the pressure difference thereof, so that the fuel is sucked into the
pressurizing chamber 12. At this time, the spring 92 urges the valve 5 in the valve closing direction, but the valve opening
force due to the pressure difference is set to be larger, and therefore the valve 5 opens. If a drive current is applied to
the solenoid 200 at this moment, the magnetic attraction force acts in the valve opening direction, and the valve 5 is
more easily opened.
[0034] Meanwhile, during the compression stroke, the pressure of the pressurizing chamber 12 becomes higher than
that of the suction passage 10, and therefore, such a differential pressure that the valve 5 is opened does not occur. If
the drive current is not applied to the solenoid 200 here, the valve 5 is closed by the spring force and the like which urge
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the valve 5 in the valve closing direction. Meanwhile, if the drive current is applied to the solenoid 200 so that sufficient
magnetic attraction force occurs, the valve 5 is urged in the valve opening direction by the magnetic attraction force.
[0035] Thus, if the drive current starts to be supplied to the solenoid 200 of the solenoid valve 8 during the suction
stroke, and is also continued to be supplied during the compression stroke, the valve 5 is kept open. During this time,
the fuel in the pressurizing chamber 12 flows back to the low pressure passage 10, and therefore, the fuel is not fed by
pressure into the common rail. Meanwhile, if supply of the drive current is stopped at a certain moment during the
compression stroke, the valve 5 is closed, and the fuel in the pressurizing chamber 12 is pressurized and is discharged
to the discharge passage 11 side. If the timing of stopping supply of the drive current is early, the capacity of the fuel to
be pressurized becomes large, whereas if the timing is late, the capacity of the fuel to be pressurized becomes small.
Therefore, the control unit 515 can control the discharge flow rate of the high pressure pump 1 by controlling the timing
at which the valve 5 closes.
[0036] Further, by suitably calculating the timing of turning OFF the power distribution at the control unit 515 based
on the signal of the pressure sensor 56 to control the solenoid 200, the pressure of the common rail 53 can be feedback-
controlled to be a target value.
[0037] Fig. 7 shows one mode of a control block diagram of the high pressure fuel pump 1 that is carried out by the
MPU 603 of the control unit 515 including the above described high pressure fuel pump control system. The above
described high pressure fuel pump control system is configured by a fuel pressure input processing means 701 which
performs filter processing of a signal from the fuel pressure sensor 56 and outputs an actual fuel pressure, a target fuel
pressure calculating means 702 which calculates an optimal target fuel pressure from the engine speed and load for its
operating point, a pump control angle calculating means 703 which calculates a phase parameter for controlling the
discharge flow rate of the pump, a pump control DUTY calculating means 704 which calculates a parameter of a duty
signal which is a pump drive signal, a pump state transition determining means 705 which determines the state of the
direct injection engine 507 and changes the pump control mode, and a solenoid drive means 706 which gives the current
generated from the above described duty signal to the solenoid 200.
[0038] Fig. 8 shows one mode of the pump control angle calculating means 703. The pump control angle calculating
means 703 is configured by a power distribution start angle calculating means 801 and a power distribution end angle
calculating means 802.
[0039] Fig. 9 shows one mode of the power distribution start angle calculating means 801. A basic power distribution
start angle STANGMAP is calculated from a basic power distribution start angle calculation map 801 in which the engine
speed and battery voltage are input, and a power distribution start angle STANG from a reference signal (a signal position
of the head of the above described phase sensor signal) of the high pressure fuel pump control angle by the phase
sensor signal which changes in accordance with the phase change by the variable valve timing mechanism of the above
described pump drive camshaft is calculated. The phase by the variable valve timing mechanism is at the retarding
angle position shown by the dotted line with respect to the advance angle position shown by the solid line in Fig. 9, and
control is performed for each of the phases with the value at which the power distribution start angle from the reference
position itself does not change.
[0040] Fig. 10 shows one example of a time chart in the range where the internal combustion engine rotates two times
in the case that the number of cam noses for driving the high pressure fuel pump is three in the four-cylinder internal
combustion engine. From the position (the reference signal shown in the above described Fig. 9) at the head of the
phase sensor signals shown at the uppermost stage in Fig. 10, the ON timings of the solenoid valve of the high pressure
fuel pump from respective head phase sensor signals are respectively STANG 1 to 3, and the OFF timings of the solenoid
valves are respectively OFFANG 1 to 3. The above described respective STANG 1 to 3 and OFFANG 1 to 3 are at
different angles from the respective reference positions, and need to be properly used for each head phase sensor
signal, and the proper use is performed in accordance with the cylinder recognition value in Fig. 10. For example, from
the head phase signal at the time of the cylinder recognition value=1, control of the solenoid valve is performed with the
angles of OFFANG 1 and STANG 1. From the head phase signal at the time of the cylinder recognition value=3, control
of the solenoid valve is performed with the angle of OFFANG 2 which is a value different from the above described
OFFANG 1. By properly using the ON (STANG) timing and OFF (OFFANG) timing of the solenoid valve based on the
head phase sensor signal and the cylinder recognition value of the internal combustion engine like this, the ON/OFF
timing of the desired solenoid valve in the high pressure fuel pump is controlled without being limited to the number of
cylinders of the internal combustion engine or the mode of the phase sensor signal and the number of drive cam noses
of the high pressure fuel pump, and thereby, the fuel discharge quantity from the high pressure fuel pump can be stably
controlled.
[0041] Fig. 11 shows a time chart when the camshaft phase shifts to an advancing angle side by the variable valve
timing control system with respect to the above descried Fig. 10. The positions shown by the dotted lines of the phase
sensor signal at the upper stage in Fig. 11 correspond to the positions described in connection with the above described
Fig. 10, whereas the phase sensor signals shown by the solid lines are at the positions where the phase of the camshaft
changes by the above described variable valve timing control system. Even when the phase of the camshaft changes
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as described above, the relationship of the phase of the high pressure fuel pump drive cam nose of the camshaft with
the output position of the phase sensor signal does not break. Therefore, the ON (STANG 1 to 3) timing and the OFF
(OFFANG 1 to 3) timing of the solenoid valve from the respective head phase sensor signals described in connection
with the above described Fig. 10 will be controlled with the same value.
[0042] Fig. 12 shows one example of the angle control method for ON/OFF control of the above described solenoid
valve with the position of the above described head phase sensor signal as the reference position, and the angle control
method will be described with the OFF timing as an example. The angle control in the ON timing may be performed also
by the method which will be described as follows.
[0043] As described above, the OFF timing of the solenoid valve is controlled with the phase sensor signal at the
upper stage in Fig. 12 as the reference position. The position sensor signal shown at the intermediate stage of Fig. 12
generally has an interval (for example, 10 deg interval) larger than the control precision of the above described solenoid
valve (for example, control precision of 0.1 deg). When angle control with the above described phase sensor signal as
the reference position is performed, the number of position sensor signals from the reference position is counted, and
thereafter, time control from the position sensor is performed from the position sensor signal interval (TPOS 10). When
describing this control using the example shown in Fig. 12, in order to achieve the angle OFFANG 1 from the reference
position, three position sensor signals (OFFANGCN 1) from the reference position are counted, and thereafter, at the
point of time when the time (OFFANGTM 1) corresponding to the remaining angle is measured from the value obtained
by measuring the interval of the position sensor signal (TPOS 10 m), the OFF timing of the solenoid valve is controlled.
[0044] It is controlled as follows. 

[0045] In addition, when performing angle control by using the position sensor signal, it is necessary to confirm the
relative relation position of the position of each of the head phase sensor signals and the position sensor signal accurately.
Therefore, it is necessary to calculate the value (TPHPOS) which is measured from the interval (TPOS 10n) of the
position sensor signals before and after the head phase sensor signal shown in the drawing is input. In short, angle
control is enhanced in precision by calculating OFFANG 1 by the following method. 

[0046] Here, (TPOS 10n-TPHPOS) and OFFANGTM 1 of the above described expression may be calculated and set
in accordance with the interval (crank angle) of the position sensor signals of the internal combustion engine to which
it is applied. The calculation method does not have to be described in detail because calculation can be performed simply
from the relationship of the crank angle and time.
[0047] Fig. 13 shows one example of the angle control method for controlling ON/OFF of the above described solenoid
valve only by the phase sensor signal without using the position sensor signal.
[0048] When measuring the signal interval of the head phase sensor, and obtaining OFFANG 1 from the head phase
sensor signal at the time of the cylinder recognition value=1, for example, the calculation may be performed based on
the interval (TPHASE n) of the last head phase sensor signals. For example, when OFFANG 1=90 deg is calculated,
and when the head phase signal interval is 180 deg, control can be carried out with the value which is half the above
described measured time of TPHASE n (=time at 90 deg/time at 180 deg).
[0049] As such, the ON/OFF timing of the solenoid of the high pressure fuel pump can be controlled only with a phase
sensor signal and a cylinder recognition value without using a position sensor signal. This not only reduces the calculation
load of the CPU in the control system of the internal combustion engine, but also realizes the desired fuel discharge
control of the high pressure fuel pump even when abnormality (failure) occurs to the position sensor signal of the internal
combustion engine.
[0050] Fig. 14 shows one example of the case where the phase of the camshaft changes by the variable valve timing
control system with respect to the above described Fig. 13. Even when the phase of the camshaft changes like this,
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control can be performed without being conscious of the variable valve timing when the ON/OFF control of the solenoid
valve of the high pressure pump if performed based on the phase sensor signal and the cylinder recognition value.
[0051] Fig. 15 shows one example of the control flowchart of the content described with the above described Figs. 10
and 11.
[0052] In block 1501, it is determined whether the position sensor signal is normal or a failure. In this case, the failure
determining method is not directly related to the present invention, and therefore, detailed description thereof is not
required. When the position sensor signal is normal, the flow goes to the processing of block 1502, and when the position
sensor signal is abnormal, it is controlled in accordance with the contents of Fig. 16 which will be described later. In
block 1502, input processing of the above described phase sensor signal provided at the camshaft of the internal
combustion engine is performed. The processing is for mainly performing discrimination of the head phase signal, and
measuring the input timing of the head phase and the number of phase sensor signals. In block 1503, input processing
of the position sensor signal for measuring the crank angle of the internal combustion engine is performed. The processing
is for mainly measuring the crank angle of the internal combustion engine and measuring the interval time of the position
sensor signals. In block 1504, cylinder recognition processing of the internal combustion engine is performed by the
above described phase sensor signal and position sensor signal. When cylinder recognition of the internal combustion
engine is performed, the discharge position of the high pressure fuel pump is calculated in block 1505. More specifically,
the timing of turning ON/OFF the solenoid valve in the high pressure fuel pump is calculated (the angles of the above
described STANG and OFFANG are calculated). In block 1506, the offset amount of different ON/OFF timing of the
solenoid valve obtained from each of the cylinder recognition values and the above described head phase sensor is
calculated. Thereby, the respective values of STANG 1 to 3 and OFFANG 1 to 3 described in connection with the above
described Figs. 10 and 11 are calculated. In block 1507, the number of position signals for realizing the angles of STANG
1 to 3 and OFFANG 1 to 3 calculated in the above described block 1506 is calculated. The concrete method for obtaining
the number of position sensor signals is in accordance with the method shown in the above described Fig. 12, and the
description thereof will be omitted here since it becomes repetition of that of Fig. 12. Next, in block 1706, the time control
amount calculated based on the time between the position sensor signals other than the number of position sensor
signals obtained in the above described block 1507 among the angles of the above described STANG 1 to 3 and OFFANG
1 to 3 is calculated. This time control method is also in accordance with the method shown in the above described Fig.
12, and description thereof will be omitted since it becomes repetition of that of Fig. 12
[0053] Fig. 17 shows one example of a flowchart of the method for further enhancing the ON/OFF timing control
precision of the solenoid valve of the high pressure fuel pump from the relationship of the head phase sensor signal
position and the position sensor signal by the variable valve timing control which is described in connection with the
above described Fig. 12. In block 1701, the position of the head phase sensor signal is calculated by calculating a time
TTOPPH from the last position sensor signal just before the head phase sensor signal is input, and the time interval
between the above described last position sensor signal and the next position sensor signal. In block 1702, the discharge
position of the high pressure fuel pump is calculated, which is the same processing as the block 1505 described in
connection with the above described Fig. 15. In block 1703, STANG 1 to 3 and OFFANG 1 to 3 which are the solenoid
valve ON/OFF timings of the high pressure fuel pump of block 1506 described in connection with the above described
Fig. 15 are calculated. In block 1704 to block 1706, the actual angle from the head phase sensor signal is obtained as
described in the above described Fig. 12, as follows. 

[0054] In the above described formula, OFFANG n (n differs for every cylinder) is calculated in the above described
block 1703, and (TPOS 10n-TPHPOS) is calculated in the above described block 1701.
[0055] OFFANGCN n (n differs for every cylinder), which is the number of position sensor signals from the head phase
sensor signal, is calculated in block 1705, and OFFANGTM n (n differs for every cylinder), which is the angle after the
number of the above described position sensor signals corresponds to the measured number, is calculated in block 1708.
[0056] According to the above method, by the variable valve timing control system, even when the phase of the phase
sensor signal changes, accurate control of the ON/OFF timing of the solenoid valve of the high pressure fuel pump can
be performed by using the position sensor signals.
[0057] Fig. 16 shows one example of a flowchart of the ON/OFF timing control of the solenoid valve of the high pressure
fuel pump by the phase sensor signal and the cylinder recognition value described in connection with the above described
Figs. 13 and 14. In block 1601, input processing of the phase sensor is performed as in block 1502 of the above described
Fig. 15. In block 1602, the time interval of the phase sensor signals is measured based on the processing in the above
described block 1601. In block 1603, defining processing of the head phase sensor signal is performed based on the
processing of the above described block 1601. In block 1604, time (TPHTOP) between the head phase sensor signals
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is measured based on the defining processing of the above described head phase sensor signal. When the cylinder
recognition value is defined in block 1602, TPUMPON and TPUMPOFF which are ON/OFF timings of the solenoid valve
of the high pressure fuel pump are calculated in block 1606 based on the time (TPHTOP) between the head phase
sensor signals, which is calculated in the above described block 1604. Here, the method for calculating the TPUMPON
and TPUMPOFF based on the TPHTOP is as described with the above described Fig. 13, and the description thereof
will be omitted here because of duplication. In the next block 1607, the offset of each head phase sensor signal is
calculated as in block 1506 of the above described Fig. 15 and block 1703 of Fig. 17.
[0058] The on/off timing control of the solenoid valve of the high pressure fuel pump is capable of stable fuel discharge
control from the high pressure fuel pump even by any of the methods of Figs. 15 and 17 as well as the method of Fig.
16 using the position sensor signal as above even when the camshaft phase changes by the variable valve timing control
system. However, when abnormality exists at least in the position sensor signal, control which does not depend on the
position sensor signal in Fig. 16 can be performed.
[0059] In the present invention, the control method of the normal close type of high pressure fuel pump described in
the above described Fig. 4 is described as an example. However, even when a normal open type of high pressure fuel
pump is applied, and even in the case of the method based only on the ON timing control of the solenoid valve using
the phase sensor signal, or the position sensor signal and the cylinder recognition value, the same control can be
performed, and the present invention is not restricted by the mechanism of the high pressure fuel pump.
[0060] It should be further understood by those skilled in the art that although the foregoing description has been made
on embodiments of the invention, the invention is not limited thereto and various changes and modifications may be
made without departing from the spirit of the invention and the scope of the appended claims.

Claims

1. A high pressure fuel pump control system for an internal combustion engine, comprising:

a camshaft which is driven in synchronization with a crankshaft (507a) of the internal combustion engine;
a cam angle detecting means which generates a cam angle signal in synchronization with rotation of the camshaft;
a crank angle detecting means which generates a crank angle signal in synchronization with rotation of the
crankshaft;
a means which carries out cylinder recognition of the Internal combustion engine and outputs a cylinder recog-
nition value based on the cam angle signal and the crank angle signal;
a high pressure fuel pump (1) having a suction stroke and a spill stroke of the high pressure fuel pump (1) in
synchronization with the rotation of the camshaft; and
a means which changes an effective stroke by driving a solenoid valve in the high pressure fuel pump (1) in
connection with the spill stroke of the high pressure fuel pump (1),
characterized in that
a means which drives the solenoid valve (8) in the high pressure fuel pump (1)

- operates in synchronization with the cam angle detecting means and the crank angle detecting means,
and determines timing of the driving, with the cylinder recognition value and the cam angle detecting means
as a reference position, and
- changes drive timing based on the cam angle signal and the cylinder recognition value and performs time
control based on the number of crank angle signals and a period of the crank angle signals.

2. The high pressure fuel pump control system for an internal combustion engine according to claim 1, wherein
the means which changes the drive timing from the cam angle detecting means changes the drive timing based on
the cylinder recognition value.

3. The high pressure fuel pump control system for an internal combustion engine according to claim 1 or 2, wherein
the means which changes the drive timing from the cam angle detecting means performs the change based on time
from the crank angle signal at which time at least the cam angle signal is detected.

Patentansprüche

1. Steuersystem für eine Hochdruckkraftstoffpumpe für eine Brennkraftmaschine, das Folgendes umfasst:
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eine Nockenwelle, die synchron mit einer Kurbelwelle (507a) der Brennkraftmaschine angesteuert wird;
ein Nockenwinkeldetektionsmittel, das ein Nockenwinkelsignal synchron mit der Drehung der Nockenwelle
erzeugt;
Kurbelwinkeldetektionsmittel, das ein Kurbelwinkelsignal synchron mit der Drehung der Kurbelwelle erzeugt;
ein Mittel, das eine Zylindererkennung der Brennkraftmaschine ausführt und einen Zylindererkennungswert auf
der Grundlage des Nockenwinkelsignals und des Kurbelwinkelsignals ausgibt;
eine Hochdruckkraftstoffpumpe (1), die einen Ansaughub und einen Überlaufhub, die mit der Drehung der
Nockenwelle synchron sind, hat, und
ein Mittel, das einen effektiven Hub durch Ansteuern eines Magnetventils in der Hochdruckkraftstoffpumpe (1)
in Verbindung mit dem Überlaufhub der Hochdruckkraftstoffpumpe (1) ändert,
dadurch gekennzeichnet, dass
ein Mittel, das das Magnetventil (8) in der Hochdruckkraftstoff-pumpe (1) ansteuert,
synchron mit dem Nockenwinkeldetektionsmittel und dem Kurbelwinkeldetektionsmittel arbeitet und eine Zeit-
vorgabe des Ansteuerns mit dem Zylindererkennungswert und dem Nockenwinkeldetektionsmittel als einer
Bezugsposition bestimmt und
die Ansteuerungszeitvorgabe auf der Grundlage des Nockenwinkelsignals und des Zylindererkennungswerts
ändert und die Zeitsteuerung auf der Grundlage des Kurbelwinkelsignals und einer Periode des Kurbelwinkel-
signals durchführt.

2. Steuersystem für eine Hochdruckkraftstoffpumpe für eine Brennkraftmaschine nach Anspruch 1, wobei
das Mittel, das die Ansteuerungszeitvorgabe von dem Nockenwinkeldetektionsmittel ändert, die Ansteuerungszeit-
vorgabe auf der Grundlage des Zylindererkennungswerts ändert.

3. Steuersystem für eine Hochdruckkraftstoffpumpe für eine Brennkraftmaschine nach Anspruch 1 oder 2, wobei
das Mittel, das die Ansteuerungszeitvorgabe von dem Nockenwinkeldetektionsmittel ändert, die Änderung anhand
der Zeit von dem Kurbelwinkelsignal durchführt, zu der mindestens das Nockenwinkelsignal detektiert wird.

Revendications

1. Système de commande de pompe à carburant à haute pression pour un moteur à combustion interne, comprenant :

un arbre à cames qui est entraîné en synchronisme avec un vilebrequin (507a) du moteur à combustion interne ;
un moyen de détection d’angle de came qui génère un signal d’angle de came en synchronisme avec la rotation
de l’arbre à cames ;
un moyen de détection d’angle de vilebrequin qui génère un de signal d’angle de vilebrequin en synchronisme
avec la rotation du vilebrequin ;
un moyen qui effectue une reconnaissance de cylindre du moteur à combustion interne et délivre une valeur
de reconnaissance de cylindre sur la base du signal d’angle de came et du signal d’angle de vilebrequin ;
une pompe à carburant à haute pression (1) ayant une course d’aspiration et une course de refoulement de la
pompe à carburant à haute pression (1) en synchronisme avec la rotation de l’arbre à cames ; et
un moyen qui change une course effective en pilotant une valve à solénoïde dans la pompe à carburant à haute
pression (1) en association avec la course de refoulement de la pompe à carburant à haute pression (1),
caractérisé en ce que
un moyen qui pilote la valve à solénoïde (8) dans la pompe à carburant à haute pression (1)

- fonctionne en synchronisme avec le moyen de détection d’angle de came et le moyen de détection d’angle
de vilebrequin, et détermine une temporisation du pilotage, avec la valeur de reconnaissance de cylindre
et le moyen de détection d’angle de came à titre de position de référence, et

change la temporisation de pilotage sur la base du signal d’angle de came et de la valeur de reconnaissance
de cylindre, et exécute une commande temporelle sur la base du nombre de signaux d’angle de vilebrequin et
d’une période des signaux d’angle de vilebrequin.

2. Système de commande de pompe à carburant à haute pression pour un moteur à combustion interne selon la
revendication 1, dans lequel le moyen qui change la temporisation de pilotage à partir du moyen de détection d’angle
de came change la temporisation de pilotage sur la base de la valeur de reconnaissance de cylindre.
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3. Système de commande de pompe à carburant à haute pression pour un moteur à combustion interne selon la
revendication 1 ou 2, dans lequel
le moyen qui change la temporisation de pilotage à partir du moyen de détection d’angle de came exécute le
changement sur la base du temps depuis le signal d’angle de vilebrequin, temps auquel au moins le signal d’angle
de came est détecté.
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