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Description

Field of the invention

[0001] The present invention relates to an internal
combustion engine comprising an exhaust gas recircu-
lation system, especially an engine dedicated to indus-
trial applications.

Technological background

[0002] In many countries, environmental regulations
impose an upper limit in complete powertrain NOx (nitro-
gen oxide and nitrogen dioxide) emissions, and in future
regulations, this limit will again be reduced.
[0003] One of the conventional ways of decreasing the
level of NOx emissions in internal combustion engines
is to recirculate a portion of the exhaust gas back to the
engine cylinders. This results in lowering the peak com-
bustion temperatures and, as a consequence, limits NOx
generation as NOx is generated by oxygen and high tem-
perature. Cooling the exhaust gas recirculation (EGR)
gas before reintroduction into the engine further reduces
NOx emissions as this allows the introduction into the
cylinders of a greater mass of exhaust gas and increases
air and fuel mixture heat capacity.
[0004] To meet the current regulations, a typical inter-
nal combustion engine can comprise as depicted on Fig-
ure 1:

- an air intake line 100 carrying intake air towards at
least one engine intake manifold 101 connected to
each cylinder 102, said air intake line 100 including
an upstream low pressure compressor 103 and a
downstream high pressure compressor 104 as well
as a heat exchanger (also called charge air cooler)
105 (using the coolant of the engine cooling system)
located between the high pressure compressor 104
and the intake manifold 101;

- an exhaust line 106 having at least one exhaust man-
ifold 107 collecting the exhaust gas formed in each
cylinder 102; said exhaust line 106 can include two
turbines 108, 109 driven by the exhaust gas flowing
from the exhaust manifold 107, each turbine being
mechanically connected to one of the compressors
103, 104;

- an exhaust gas recirculation (EGR) line 110 whose
inlet is connected to the exhaust line 106 and whose
outlet comes out in an EGR mixer 111 connected to
the air intake line 100, before the intake manifold 101
and after the charge air cooler 105, whereby part of
the exhaust gas is mixed with intake air and then
reintroduced into the engine cylinders 102.

[0005] A control valve 113 also referred to as EGR
valve regulates the flow of exhaust gas rerouted from the
exhaust manifold 107 into the intake manifold 101.
[0006] In such a known engine, the EGR gas is cooled

before entering the cylinders 102 by means of an EGR
cooler 112 located in the EGR line 110; this cooler 112
is usually an air / liquid heat exchanger using the coolant
liquid of the engine cooling system.
[0007] Consequently, the heat transferred from the hot
exhaust gas to the coolant can be significant, which can
be detrimental to the cooling capacity of the engine cool-
ing system.
[0008] Tighter NOx emission regulations will therefore
result in vehicle cooling systems needing more cooling
power to cope with the extra demand of cooling the EGR
gas. Coolant pump design could also be problematic,
and fuel consumption could be significantly increased
which is not desired.
[0009] Prior documents such as US 6 360 732 tackle
the problem of EGR gas temperature by providing an
EGR system whereby the EGR gas flows through an air
/ air cooler located in the EGR line; the coolant used is
a part of intake air derived from the air intake line through
a cooling branch whose inlet is located between the
charge air cooler (i.e. the air / liquid heat exchanger lo-
cated in the air intake line) and the intake manifold. The
EGR gas then comes out in an EGR / intake air mixer
located in the air intake line just before the intake manifold
and after the charge air cooler. Finally, this gas is reintro-
duced into the engine cylinders.
[0010] This disposition is not entirely satisfactory
largely because intake air used to cool the EGR gas is
taken after the charge air cooler.
[0011] First of all, due to the poor efficiency of the air
/ air EGR cooler, and although intake air has been first
cooled in the air / liquid heat exchanger, the temperature
of EGR gas flowing out of the EGR cooler towards the
intake manifold can be too high to significantly reduce
NOx production.
[0012] Moreover, with this disposition, the intake air is
first cooled in the air / water heat exchanger and then
warmed up in the air / air EGR cooler. Consequently,
even if the warmed air is reintroduced into the exhaust
system between the two turbines, i.e. its energy is given
back to the turbocharging system through the second
turbine, the thermal load on the engine coolant is not
minimized, and the global thermal functioning is not fully
optimized.
[0013] Additionally, the pressure difference between
charged air after the most downstream compressor and
exhaust gas between the two turbines can be very high,
especially at low engine speed and high loads. Conse-
quently, the intake air can flow very fast: its residence
time can be too low, and so can the air / air EGR cooler
efficiency.
[0014] It therefore appears that there is room for im-
provement in the exhaust gas recirculation system in in-
ternal combustion engines. Document US-6.324.846 dis-
closes an engine according to the preamble of claim 1.
[0015] Document DE 103 31 187 A1 discloses another
internal combustion engine comprising a turbocharger
and an EGR system.
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Summary of the Invention

[0016] It is an object of the present invention to provide
an improved internal combustion engine provided with
an exhaust gas recirculation system, which can over-
come the drawbacks encountered in current engines.
[0017] It Is a further object of the present Invention to
provide an engine with a better engine thermodynamic
efficiency.
[0018] Another object of the invention is to provide an
EGR system which does not have an impact on the en-
gine cooling system, or at least have a lesser impact.
[0019] Thus the present invention provides an internal
combustion engine according to claim 1.
[0020] What is achieved by the invention is an engine
having an EGR system whereby less cooling power from
the engine cooling system is required to cool down the
EGR gas.
[0021] Thus, after being mixed with intake air in the air
intake line, EGR gas flows through at least one heat ex-
changer (i.e. at least one charge air cooler) before en-
tering the engine cylinders. The efficiency of this cooler
- generally of the air / liquid type - makes it possible to
significantly decrease the EGR gas temperature before
it enters the cylinders.
[0022] Thanks to one feature of invention, i.e. the lo-
cation of the connection between the EGR line outlet and
the air intake line, it is possible to reach lower Intake
temperatures in the intake manifold. As a consequence,
at the end of the combustion process, exhaust temper-
ature will be lower, and so will the temperature of EGR
gas carried by the EGR line. Heat transferred to the cool-
ant of the engine cooling system will be lower, and a
better trade-off will be reached.
[0023] A further advantage of the invention is that the
invention makes it possible to achieve a homogeneous
intermixing of fresh intake air and EGR gas as EGR gas
is mixed with fresh intake air upstream from the charge
air cooler. Therefore, the mix of fresh intake air and EGR
gas can be homogenized during its residence time in the
cooler.
[0024] In an advantageous way, the internal combus-
tion engine further comprises a cooling branch deviating
a portion of the intake air from a point of the air intake
line located downstream from at least one compressor
towards an EGR cooler thermally connected to said EGR
line.
[0025] According to this aspect of the invention, a frac-
tion of the fresh intake air is used as a coolant mean to
reduce the EGR gas temperature. Unlike most conven-
tional EGR system where EGR gas is cooled through a
liquid to air cooler which proves to be a significant and
undesirable load on the vehicle cooling system, the in-
vention makes provision for an EGR system whereby the
EGR gas is cooled by a fraction of the fresh intake gas.
[0026] Consequently, since EGR gas has already
been cooled through the EGR cooler by means of part
of the intake air, the load on the engine cooling system

is lowered. In this embodiment, the invention makes it
possible to spare the EGR water - air cooler that is found
on a traditional EGR system and that can be a significant
overload on the vehicle cooling system.
[0027] It can be mentioned that the portion of Intake
air that is used to cool the EGR gas does not circulate
through the charge air cooler located just upstream from
the intake manifold. Therefore, the portion of intake air
that is used to cool the EGR gas does not itself undergo
a cooling stage in the charge air cooler located just up-
stream from the intake manifold; this proves to be ben-
eficial in so far as it does not overload the vehicle cooling
system.
[0028] Advantageously, the engine according to the
Invention can further comprise a cooling branch outlet
connected to the exhaust line upstream from at least one
turbine.
[0029] In other words, the fraction of fresh intake air
that is used to cool down the EGR gas is rerouted to the
vehicle exhaust line where it can contribute to drive the
turbine together with the exhaust gas.
[0030] In this aspect of the invention, the cooling por-
tion of Intake air flowing through the EGR cooler may be
slightly hotter than in the prior art, and consequently the
EGR gas may be cooled down slightly less, but more
energy is recovered in the turbine thanks to the intake
air returning into the exhaust line.
[0031] In US-6,324,846, the cooling branch inlet is con-
nected to the air intake line downstream or from the com-
pressor situated most downstream.
[0032] This disposition is particularly adapted to en-
gine low load operative conditions, when pressure differ-
ence between charged air and exhaust gas at the outlet
of the cooling branch is moderate. According to this ar-
rangement, the fraction of Intake air that is deviated into
the EGR cooler is compressed by two compressors in
the case of a two stage compressor system - and there-
fore exhibits a pressure that is sufficient to establish a
significant pressure difference between charged air and
exhaust gas.
[0033] According to an embodiment of the invention,
the cooling branch inlet can be located In the air intake
line between the low pressure and the high pressure com-
pressors.
[0034] This disposition is more adapted to high load
operative conditions, when the pressure difference be-
tween charge air and exhaust gas at the outlet of the
cooling branch can be high. In that case, charge air is
picked up between the two compressors and carried to-
wards the EGR air to air cooler. Pressure difference be-
tween the inlet and the outlet of the cooling branch is
then low enough to allow intake air through the EGR cool-
er to flow at a speed that enables the residence time of
intake air in the EGR cooler to grant an adequate cooling
of the EGR gas.
[0035] Furthermore, intake air cooling means can
comprise a further charge air cooler located between the
low pressure and the high pressure compressors, the
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cooling branch inlet being connected to the air intake line
upstream from said further intake cooler.
[0036] According to another embodiment of the inven-
tion, the cooling branch comprises a first conduit whose
inlet is connected to the air intake line downstream from
the high pressure compressor and upstream from the
charge air cooler, a second conduit whose inlet is con-
nected to the air intake line between the low pressure
and the high pressure compressors, and a valve con-
nected to the outlets of the first and second conduits,
designed to let air flow from one of said conduits through
the EGR cooler towards the exhaust line.
[0037] In other words, air from the air intake line can
flow through the EGR cooler from one point or another
point of the air intake line. By controlling the valve, it is
possible to use whichever solution is more efficient.
[0038] In an advantageous way, the internal combus-
tion engine comprises controlling means for driving the
valve depending on the engine operating conditions, to
make air flow from the appropriate one of said conduits
towards the exhaust line. Thus, the EGR cooling system
is optimized depending on the engine operating condi-
tions.
[0039] The EGR line outlet can be connected to the air
intake line downstream from the high pressure compres-
sor and downstream from the cooling branch inlet con-
nected to the air intake line. With this disposition, the
EGR conduits are shorter, the engine being less expen-
sive and more compact.
[0040] Alternatively, the EGR gas may be reintroduced
further upstream, which has the advantage of a better
mixing of EGR gas and intake air, and of a better cooling
of EGR gas since It may flow through more coolers.
[0041] Besides, the exhaust line can comprise at least
two turbines each mechanically connected to one of the
compressors, the outlet of the cooling branch being con-
nected to the exhaust line downstream from the turbine
located most upstream.
[0042] In an advantageous way, the charge air coolers
are operated by the engine cooling system, contrary to
the EGR cooler, which is operated by intake air.
[0043] These and other advantages will become ap-
parent upon reading the following description in view of
the drawing attached hereto representing, as non-limiting
examples, embodiments of an engine according to the
invention.

Brief description of the drawing

[0044] The following detailed description of several
embodiments of the invention is better understood when
read in conjunction with the appended drawing being un-
derstood, however, that the invention is not limited to the
specific embodiments disclosed. In the drawing,

Figure 1 is a schematic drawing of an internal com-
bustion engine of the prior art;
Figure 2 is a schematic drawing of an internal com-

bustion engine not according to the invention;
Figure 3 is a schematic drawing of an internal com-
bustion engine according to an embodiment of the
invention;
Figure 4 is a schematic drawing of an internal com-
bustion engine according to another embodiment of
the invention.

Detailed description of the invention

[0045] As depicted on Fig 2, an internal combustion
engine 1 typically comprises an engine block 2 defining
a plurality of cylinders 3, namely six cylinders in the em-
bodiments illustrated in the figures. However any con-
ventional combustion engine may use the invention.
[0046] Intake air is carried towards an intake manifold
4 feeding the cylinders 3 through an air intake line 5. The
air intake line 5 can include a first compressor 6, which
is a low pressure compressor, and a second compressor
7, which is a high pressure compressor, located down-
stream from the first compressor 6. An air intake cooler
8 which can suitably use the coolant of the vehicle cooling
system, is introduced between the two compressors 6,
7. The air intake line 5 can further comprise a charge air
cooler 9, which can also suitably use the coolant of the
vehicle cooling system; the air cooler can be located be-
tween the second compressor 7 and the intake manifold
4.
[0047] Exhaust gas formed in each cylinder 3 is col-
lected by an exhaust manifold 10 and then carried
through an exhaust line 11 towards the atmosphere. The
exhaust line 11 can suitably comprise two successive
turbines 12, 13 driven by the exhaust gas; each turbine
12, 13 is mechanically connected to one of the compres-
sors 7, 6 by means of a corresponding shaft 14, 15.
[0048] The turbine 12 is further equipped with a waste
gate system 26 for discharging downstream of the turbine
12 a portion of the exhaust gas that would otherwise pass
through the wheel of turbine 12, when needed.
[0049] The engine 1 illustrated is thus of the two-stage
turbocharger type. However, other implementations can
be used. For example, the air intake line may include an
intermediate compressor between compressors 6, 7.
[0050] The engine 1 is further provided with an exhaust
gas recirculation (EGR) system whose aim is to decrease
NOx emissions.
[0051] The EGR system can first comprise an EGR
line 16 whose inlet is connected to the exhaust line 11,
just downstream from the exhaust manifold 10 or directly
to the exhaust manifold 10, and whose outlet comes out
in an EGR mixer 17, connected to the air intake line 5,
where the EGR gas mixes with intake air. Consequently,
the EGR line 16 carries a part of the exhaust gas - namely
the EGR gas - from the exhaust line 11 back to the air
Intake line 5 and to the engine cylinders 3. Before enter-
ing the EGR mixer 17, EGR gas flows through an EGR
cooler 18 which Importantly is an air / air heat exchanger.
Besides, a valve 19 regulates the flow of gas in the EGR
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line 16, depending on the engine operating point and on
the EGR gas flow needed to reach the NOx emission limit.
[0052] The EGR system can also comprise a cooling
branch 20 whose inlet is connected to the air intake line
5 and whose outlet is connected to the exhaust line 11,
between the two turbines 12, 13 as this appears in Fig
2. Alternatively, the cooling branch 20 outlet could be
connected to the exhaust line 11 upstream from turbine
12 (not shown) or downstream from turbine 13 (not
shown). The cooling branch 20 carries a part of the intake
air from the air intake line 5 through the EGR cooler 18,
thereby cooling down the EGR gas before it is reintro-
duced into the air intake line 5. The cooling branch 20 Is
also provided with a valve 21 in order to regulate the flow
of intake air.
[0053] In the embodiment described in connection with
Figure 2, the cooling portion of intake air is derived down-
stream from the high pressure compressor 7 but up-
stream from the charge air cooler 9, and upstream from
the EGR mixer 17.
[0054] This arrangement can be particularly adapted
to low load operative conditions. In comparison with prior
art solutions, it makes it possible to lower the thermal
load of the coolant medium and to lower the intake tem-
perature, and thus also to lower the exhaust and EGR
temperatures.
[0055] In a second embodiment, illustrated in Figure
3, the cooling portion of intake air is derived downstream
from the low pressure compressor 6 but upstream from
charge air cooler 8, i.e. just after the low pressure com-
pressor 6.
[0056] This arrangement, which can be more adapted
to high load operating conditions, has the following ad-
vantage: because of the low pressure difference between
the cooling branch 20 inlet and outlet, intake air flows
slower through the EGR cooler 18 and provides a better
cooling of EGR gas, improving this air / air cooler effi-
ciency. This result has been confirmed by simulation for
low engine speeds.
[0057] Figure 4 shows a third embodiment, where the
cooling branch 20 comprises a first conduit 22 whose
inlet is connected to the air intake line 5 between the high
pressure compressor 7 and the EGR mixer 17, and a
second conduit 23 whose inlet is connected to the air
intake line 5 between the low pressure compressor 6 and
the charge air cooler 8. A multifunctional bypass valve
24, connected to the outlets of the first and second con-
duits 22, 23, let the intake air flow from one of said con-
duits through the EGR cooler 18 towards the exhaust line
11. The engine 1 may suitably comprise a controller 25
for driving the valve 24 depending on the engine operat-
ing conditions: anytime, intake air flowing through the
EGR cooler 18 is therefore picked from the appropriate
location of the air intake line 5 to achieve an adequate
cooling of EGR gas and a satisfactory thermodynamic
balance.
[0058] With this arrangement, the EGR system works
better from a thermodynamic point of view, whatever the

engine operating conditions. At low load operative con-
dition, for example, first conduit 22 is preferred to carry
intake air to EGR cooler 18, whereas at high load oper-
ative conditions, air is preferably collected between low
pressure compressor 6 and intake cooler 8, through sec-
ond conduit 23. Controlling the various valves makes it
possible to use one or the other solution depending on
the operating conditions.
[0059] In particular, in order to optimize the EGR cooler
18 efficiency, one or the other solution is used to always
get the most efficient pressure difference possible be-
tween the inlet and the outlet of the cooling branch 20.
Preferably, this pressure difference must not be too high,
which would result in a too short intake air residence time
in the EGR cooler 18, and not too low, which would entail
a too small mass of intake air flowing through the EGR
cooler 18. For example, when pressure after the low pres-
sure compressor 6 is lower than pressure between the
two turbines 12, 13, no heat exchange would be possible
at all in the EGR cooler 18. Under that condition, intake
air used to cool EGR gas would be taken from the air
intake line 5 according to the first embodiment for a more
efficient cooling.

Claims

1. An internal combustion engine (1) having a plurality
of cylinders (3) comprising:

- an air intake line (5) capable of carrying intake
air towards an engine intake manifold (4):
- an exhaust line (11) capable of collecting ex-
haust gas from an exhaust manifold (10);
- a turbocharging system having at least one
compressor stage driven by at least one turbine
capable of compressing intake air entering the
intake manifold (4), the air intake line (5) com-
prising at least a low pressure compressor (6)
and a high pressure compressor (7) located
downstream from the low pressure compressor
(6);
- an exhaust gas recirculation (EGR) line (16)
rerouting a portion of the engine’s exhaust gas
into the air intake line (5).
- a cooling branch (20) deviating a portion of the
intake air from a point of the air intake line (5)
located downstream from at least one compres-
sor towards an EGR cooler (18) thermally con-
nected to said EGR line (16);

the internal combustion engine further comprises in-
take air cooling means having at least one charge
air cooler (9) located upstream from the intake man-
ifold (4), characterized in that the exhaust gas re-
circulation (EGR) line (16) reroutes a portion of the
engine’s exhaust gas into the air intake line (5) at a
point located upstream from the at least one charge
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air cooler (9), and in that the cooling branch inlet is
connected to the air intake line between the low pres-
sure and the high pressure compressors (6,7).

2. The internal combustion engine according to claim
1, characterized in that it comprises a cooling
branch outlet connected to the exhaust line (11) up-
stream from at least one turbine.

3. The internal combustion engine according to claims
1 or 2, characterized in that intake air cooling
means comprise a further intake cooler (8) located
between the low pressure and the high pressure
compressors (6, 7), a cooling branch inlet being con-
nected to the air intake line (5) upstream from said
further intake cooler (8).

4. The internal combustion engine according to any
preceding claim, characterized in that the cooling
branch (20) comprises: a first conduit (22) whose
inlet is connected to the air intake line (5) down-
stream from the high pressure compressor (7) and
upstream from the charge air cooler (9); a second
conduit (23) whose inlet is connected to the air intake
line (5) between the low pressure and the high pres-
sure compressors (6,7); a valve (24) capable of di-
recting the flow of air from one of said first conduit
(22) and second conduit (23) towards the EGR cool-
er (18).

5. The internal combustion engine according to claim
4, characterized in that said engine further com-
prises controlling means (25) for driving the valve
(24) depending on the engine operating conditions,
to make air flow from the appropriate one of said first
and second conduits towards the EGR cooler (18).

6. The internal combustion engine according to any one
of claims 1 to 5, characterized in that the EGR line
outlet is connected to the air intake line (5) down-
stream from the high pressure compressor (7) and
downstream from the cooling branch inlet connected
to the air intake line (5).

7. The internal combustion engine according to any one
of claims 1 to 6, characterized in that the exhaust
line (11) comprises at least two turbines (12, 13) each
mechanically connected to one of the compressors
(7,6), the outlet of the cooling branch (20) being con-
nected to the exhaust line (11) downstream from the
turbine located most upstream.

8. The internal combustion engine according to any one
of claims 1 to 7, characterized in that the charge
air coolers (8, 9) are operated by the engine cooling
system.

Patentansprüche

1. Verbrennungsmotor (1), der eine Vielzahl von Zylin-
dern (3) aufweist, mit

- einer Luftansaugleitung (5), die Ansaugluft in
Richtung eines Motoransaugkrümmers (4) be-
fördern kann,
- einer Auslassleitung (11), die gesammeltes
Abgas aus einem Abgaskrümmer (10) sammeln
kann,
- einem Turboladesystem, das wenigstens eine
von wenigstens einer Turbine angetriebene
Kompressorstufe aufweist, die in den Ansaug-
krümmer (4) eintretende Ansaugluft verdichten
kann, wobei die Luftansaugleitung (5) wenig-
stens einen Niedrigdruckkompressor (6) und ei-
nen Hochdruckkompressor (7) umfasst, der
stromabwärts des Niedrigdruckkompressors (6)
angeordnet ist,
- einer Abgasrückführ-(AGR)-Leitung (16), die
einen Teil des Motorabgases in die Luftansaug-
leitung (5) zurückführt,
- einem Kühlabzweig (20), der einen Teil der An-
saugluft von einer stromabwärts wenigstens ei-
nes Kompressors liegenden Stelle der Luftan-
saugleitung (5) in Richtung eines AGR-Kühlers
(18) abzweigt, der thermisch mit der AGR-Lei-
tung (16) gekoppelt ist, wobei der Verbren-
nungsmotor außerdem eine Ansaugluftkühlein-
richtung mit wenigstens einem stromaufwärts
des Ansaugkrümmers (4) angeordneten Lade-
luftkühler (9) aufweist,

dadurch gekennzeichnet, dass die Abgasrück-
führ-(AGR)-Leitung (16) einen Teil des Motorabga-
ses in die Luftansaugleitung (5) an einer Stelle zu-
rückführt, die stromabwärts des wenigstens einen
Ladeluftkühlers (9) liegt, und dass der Kühlzweigein-
lass mit der Luftansaugleitung zwischen dem Nied-
rigdruck- und dem Hochdruckkompressor (6, 7) ver-
bunden ist.

2. Verbrennungsmotor nach Anspruch 1, dadurch ge-
kennzeichnet, dass er einen Kühlzweigauslass
umfasst, der mit der Abgasleitung (11) stromauf-
wärts wenigstens einer Turbine verbunden ist.

3. Verbrennungsmotor nach Anspruch 1 oder 2, da-
durch gekennzeichnet, dass die Ansaugluftkühl-
einrichtung einen weiteren Ansaugkühler (8) um-
fasst, der zwischen dem Niedrigdruck- und dem
Hochdruckkompressor (6, 7) angeordnet ist, wobei
ein Kühlzweigeinlass mit der Luftansaugleitung (5)
stromaufwärts des weiteren Ansaugkühlers (8) ver-
bunden ist.

4. Verbrennungsmotor nach einem der Ansprüche 1
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bis 3, dadurch gekennzeichnet, dass der Kühl-
zweig (20) eine erste Leitung (22), deren Einlass mit
der Luftansaugleitung (5) stromabwärts des Hoch-
druckkompressors (7) und stromabwärts des Lade-
luftkühlers (9) verbunden ist, eine zweite Leitung
(23), deren Einlass mit der Luftansaugleitung (5) zwi-
schen dem Niedrigdruck- und dem Hochdruckkom-
pressor (6, 7) verbunden ist, und ein Ventil (24) um-
fasst, das die Strömung der Luft von einer der ersten
Leitung (22) und der zweiten Leitung (23) in Richtung
des AGR-Kühlers (18) richten kann.

5. Verbrennungsmotor nach Anspruch 4, dadurch ge-
kennzeichnet, dass der Motor außerdem Steuer-
einrichtungen (25) für den Antrieb des Ventils (24)
abhängig von den Motorbetriebsbedingungen um-
fasst, um eine Luftströmung von der geeigneten der
ersten und zweiten Leitung in Richtung des AGR-
Kühlers (18) herzustellen.

6. Verbrennungsmotor nach einem der Ansprüche 1
bis 5, dadurch gekennzeichnet, dass der AGR-
Leitungsauslass mit der Luftansaugleitung (5)
stromabwärts des Hochdruckkompressors (7) und
stromabwärts des mit der Luftansaugleitung (5) ver-
bundenen Kühlzweigeinlasses verbunden ist.

7. Verbrennungsmotor nach einem der Ansprüche 1
bis 6, dadurch gekennzeichnet, dass die Auslas-
sleitung (11) wenigstens zwei Turbinen (12, 13) um-
fasst, die jeweils mechanisch mit einem der Kom-
pressoren (7, 6) verbunden sind, wobei der Auslass
des Kühlzweigs (20) mit der Auslassleitung (11)
stromabwärts der Turbine verbunden ist, die am wei-
testen stromaufwärts angeordnet ist.

8. Verbrennungsmotor nach einem der Ansprüche 1
bis 7, dadurch gekennzeichnet, dass die Ladeluft-
kühler (8, 9) von dem Motorkühlsystem betrieben
werden.

Revendications

1. Un moteur à combustion interne (1) ayant une plu-
ralité de cylindres (3) comprenant:

- une ligne d’admission d’air (5) capable d’ap-
porter de l’air d’admission vers un collecteur
d’admission (4) du moteur ;
- un ligne d’échappement (11) capable de col-
lecter des gaz d’échappement d’un collecteur
d’échappement (10) ;
- un système de turbo-compression ayant au
moins un étage de compresseur entraîné par au
moins une turbine capable de compresser l’air
d’admission entrant dans le collecteur d’admis-
sion (4), la ligne d’admission d’air (5) compre-

nant au moins un compresseur basse pression
(6) et un compresseur haute pression (7) agen-
cé en aval du compresseur basse pression (6) ;
- une ligne (16) de recirculation des gaz d’échap-
pement (EGR) qui redirige une portion des gaz
d’échappement du moteur dans la ligne d’ad-
mission d’air (5) ;
- une branche de refroidissement (20) déviant
une portion de l’air d’admission depuis un point
de la ligne d’admission d’air (5) agencé en aval
d’au moins un compresseur vers un refroidis-
seur EGR (18) connecté thermiquement à ladite
ligne EGR (16) ;
- le moteur à combustion interne comprenant de
plus des moyens de refroidissement de l’air
d’admission ayant au moins un refroidisseur
d’air de suralimentation (9) agencé en amont du
collecteur d’admission (4), caractérisé en ce
que la ligne (16) de recirculation des gaz
d’échappement (EGR) redirige une portion des
gaz d’échappement dans la ligne d’admission
d’air (5) en un point agencé en amont de l’au
moins un refroidisseur d’air de suralimentation
(9), et en ce que l’entrée de la branche de re-
froidissement est connectée à la ligne d’admis-
sion d’air entre les compresseurs basse pres-
sion et haute pression (6, 7).

2. Le moteur à combustion interne selon la revendica-
tion 1, caractérisé en ce qu’il comprend une sortie
de la branche de refroidissement connectée à la li-
gne d’échappement (11) en amont d’au moins une
turbine.

3. Le moteur à combustion interne selon les revendi-
cations 1 ou 2, caractérisé en ce que les moyens
de refroidissement de l’air d’admission comportent
un refroidisseur d’admission supplémentaire (8)
agencé entre les compresseurs basse pression et
haute pression (6,7), une entrée de la branche de
refroidissement étant connectée à la ligne d’admis-
sion d’air (5) en amont du dit refroidisseur d’admis-
sion supplémentaire (8).

4. Le moteur à combustion interne selon l’une quelcon-
que des revendications précédentes, caractérisé
en ce que la branche de refroidissement (20)
comprend : une première conduite (22) dont l’entrée
est connectée à la ligne d’admission d’air (5) en aval
du compresseur haute pression (7) et en amont du
refroidisseur de suralimentation (9) ; une seconde
conduite (23) dont l’entrée est connectée à la ligne
d’admission d’air (5) entre les compresseurs basse
pression et haute pression (6, 7) ; une valve (24)
capable de diriger le flux d’air depuis l’une des dites
première conduite (22) et seconde conduite (23) vers
le refroidisseur EGR (18).

11 12 



EP 2 076 668 B1

8

5

10

15

20

25

30

35

40

45

50

55

5. Le moteur à combustion interne selon la revendica-
tion 4, caractérisé en ce que ledit moteur comporte
de plus des moyens de commande (25) pour piloter
la valve (24) en fonction des conditions de fonction-
nement du moteur, pour provoquer la circulation de
l’air depuis celle des première et seconde conduites
appropriée vers le refroidisseur EGR (18).

6. Le moteur à combustion interne selon l’une quelcon-
que des revendications 1 à 5, caractérisé en ce
que la sortie de la ligne EGR est connectée à la ligne
d’admission d’air (5) en aval du compresseur haute
pression (7) et en aval de l’entrée de la ligne de re-
froidissement connectée à la ligne d’admission d’air
(5).

7. Le moteur à combustion interne selon l’une quelcon-
que des revendications 1 à 6, caractérisé en ce
que la ligne d’échappement (11) comprend au moins
deux turbines (12, 13) chacune reliée mécanique-
ment à un des compresseurs (7, 6), la sortie de la
branche de refroidissement (20) étant connectée à
la ligne d’échappement (11) en aval de la turbine
agencée le plus en amont.

8. Le moteur à combustion interne selon l’une quelcon-
que des revendications 1 à 7, caractérisé en ce
que les refroidisseurs d’air de suralimentation sont
mis en oeuvre par le système de refroidissement du
moteur.
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