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Description

[0001] The present invention relates to diesel engines
of the type comprising:

- one or more cylinders and at least one intake valve
for each cylinder, provided with elastic means that
push the valve towards a closed position; and

- at least one camshaft for controlling the intake valves
by means of respective tappets;

- wherein at least one intake valve for each cylinder
is controlled by the respective tappet, against the
action of the aforesaid elastic means, via hydraulic
means including a pressurized fluid chamber;

- wherein the pressurized fluid chamber is designed
to be connected, by means of a passage controlled
by a solenoid valve, with an exhaust channel, so that,
when said solenoid valve is open, the intake valve
is uncoupled from the respective tappet and is kept
closed by the aforesaid elastic means;

- there being associated to said engine electronic con-
trol means for controlling each solenoid valve in such
a way as to vary the time and/or the stroke of opening
of the respective intake valve as a function of the
operating conditions of the engine.

[0002] Some time ago the present applicant developed
a system for variable actuation of the intake valves of the
engine, identified by the trademarks UNIAIR and MULTI-
AIR (see EP-A-803 642, EP-A-0 961 870, EP-A-0 931
912, EP-A-0 939 205, EP-A-1 091 097, EP-A-1 245 799,
EP-A-1 243 763, EP-A-1 243 762, EP-A-1 243 764, EP-
A-1 243 761, EP-A-1 273 770, EP-A-1 321 634, EP-A-1
338 764, EP-A-1 344 900, EP-A-1 635 045, EP-A-1 635
046, EP-A-1 653 057, EP-A-1 674 673, and EP-A-1 726
790).
[0003] Figure 1 is a schematic illustration of the prin-
ciple of operation of an electronically controlled hydraulic
system for variable actuation of the intake valves of the
engine, of the so-called UNIAIR or MULTIAIR type, which
has been developed by the present applicant and has
formed the subject of the various prior patents that have
been indicated above. With reference to said figure,
number 1 designates as a whole an intake valve associ-
ated to a respective intake duct 2 formed in a cylinder
head 3 of an internal-combustion engine, specifically a
diesel engine in the case of the present invention. The
valve 1 is recalled towards its closed position (upwards
as viewed in the figure) by a spring 4, whilst it is forced
to open by a piston 5 acting on the top end of the stem
of the valve. The piston 5 is in turn controlled by means
of oil under pressure that is present in a pressurized
chamber 6, acting on which is a pumping piston 7, which
moves together with a tappet 8 that co-operates with a
cam 9 of a camshaft 10. The tappet 8 is pushed by a
spring 11 and is in sliding contact with the cam 9. The
pressure chamber 6 is designed to be connected to an
exhaust duct 12, which in turn communicates with an

accumulator of pressurized oil 13, through a passage
controlled by the open/close element 14 of a solenoid
valve 15, which is in turn controlled by electronic control
means, designated as a whole by E, as a function of the
operating conditions of the engine. In the preferred em-
bodiment of the aforesaid system, the solenoid valve 15
is of a normally open type. In said open condition, the
chamber 6 is in communication with the discharge pas-
sage 12 so that the cam 9 is de-activated, since the move-
ments of the tappet 8 and of the pumping piston 7 do not
cause corresponding movements of the piston 5 for con-
trolling the valve 1.
[0004] Consequently, the latter remains in its closing
position, in which it is held by the spring 4. When the
solenoid valve 15 is closed, the chamber 6 is again pres-
surized, filling with oil coming from the passage 12 (which
communicates with the circuit for lubrication of the en-
gine) and from the accumulator 13, through an auxiliary
passage controlled by a non-return valve 16, as well as
through the passage of communication with the engine-
lubrication circuit, controlled by the non-return valve 17.
In said condition, the cam 9 is rendered active, in so far
as the movements of the tappet 8 and of the pumping
piston 7 are transmitted to the piston 5, which controls
the movement of the valve 1. When the solenoid valve
15 is again brought into its open condition, the oil present
in the chamber 6 is discharged, through the passage con-
trolled by the solenoid valve 15, into the accumulator 13
so that the valve 1 closes rapidly on account of the spring
4, the cam 9 being thus rendered again inactive. The
solenoid valve 15 is controlled by the electronic means
E in the various operating conditions of the engine ac-
cording to any pre-set strategy so as to vary as desired
both the instant of opening of the intake valve and the
instant of closing of the intake valve, as well as the open-
ing stroke, so as to obtain an ideal operation of the engine,
for example, from the standpoint of reduction of the con-
sumption levels, or of reduction of noxious exhaust gases
in the various operating conditions.
[0005] The present invention regards in particular a
diesel engine of the type specified above in which the
cam for controlling said intake valve with variable actu-
ation has a main lobe for causing opening of the valve
during the induction stroke for intake of fuel into the en-
gine cylinder and an auxiliary lobe for causing an addi-
tional opening of the intake valve during the exhaust
stroke. An engine of this type is described in EP 0 961
870 B1 and EP 1 273 770 B1 filed in the name of the
present applicant. The additional opening of the intake
valve during the exhaust stroke enables an exhaust-gas
recirculation (EGR) inside the engine to be obtained,
thanks to the fact that during the expansion and exhaust
stroke part of the exhaust gases passes from the cylinder
into the intake duct, through the open intake valve, and
then returns into the cylinder during the subsequent in-
duction stroke so as to participate in the subsequent com-
bustion.
[0006] By providing a cam with an additional lobe, in
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order to obtain additional opening of the intake valve dur-
ing the exhaust stroke, the system for variable actuation
of the intake valves that has been described above en-
ables control of operation of the engine in an optimal way.
In fact, in the operating conditions of the engine in which
the internal EGR is necessary, the solenoid valve asso-
ciated to the intake valve remains in a closed condition
so that the aforesaid pressurized chamber is full of oil,
and the additional lobe of the cam is rendered active; i.e.,
it is able to cause effectively a corresponding lift of the
intake valve during the exhaust stroke. In the operating
conditions of the engine in which, instead, internal EGR
is not desirable or is even harmful, the aforesaid solenoid
valve is kept open so that the oil is discharged from the
hydraulic chamber, and the additional lobe of the cam is
rendered inactive so that the intake valve remains closed,
since the movement of the tappet is not transmitted there-
to. Of course, according to what is widely illustrated in
the patents specified above, the system for variable ac-
tuation of the intake valves that has been developed by
the present applicant enables the maximum flexibility and
hence also enables any partial lift of the valve, with open-
ing times and opening strokes that can also be varied as
desired, both during the conventional induction cycle and
when the additional lobe of the cam is active.
[0007] The adoption of a cam with an additional lobe
for causing an additional lift of the intake valve during the
expansion and exhaust strokes of the engine, can, how-
ever, lead to an inefficient operation of the system in given
operating conditions of the engine. In particular, at cold
starting of the engine (typically between -30°C and
-20°C), the solenoid valves 15 are left open when the
additional lobe is active, in so far as in said condition the
internal EGR is not desirable, whereas they are closed
to provide the normal lift of the valve during the induction
stroke, when the main lobe of the cam is active. When
the additional lobe is thus de-activated, the pumping pis-
ton 7 (see Figure 1) is in any case displaced following
upon engagement of the tappet 8 on the additional lobe,
but said displacement is not transmitted to the intake
valve 1. The displacement of the pumping piston 7
caused by the additional lobe hence determines in any
case emptying of the chamber 6. When the tappet 8 ar-
rives on the main lobe, the solenoid valve 15 is closed
so as to cause again filling of the chamber 6 with pres-
surized oil. However, if between the end of the additional
lobe and the start of the main lobe there is a small crank
angle, the system might not have sufficient time to guar-
antee an adequate pressure in the chamber 6 before the
tappet arrives on the main lobe of the cam.
[0008] The object underlying the present invention is
to solve said problem in a simple and efficient way.
[0009] With a view to achieving the above purpose,
the subject of the present invention is a diesel engine of
the type that has been indicated at the start of the present
description, i.e., one equipped with an electronically con-
trolled hydraulic system for variable actuation of the in-
take valves and with cams for actuation of the intake

valves, which comprise not only the main lobe, but also
an additional lobe for causing an additional opening of
the intake valves during the expansion and exhaust
strokes in the various engine cylinders, said engine being
moreover characterized in that the aforesaid additional
lobe has its descending stretch radiused to the main lobe
with a stretch corresponding to a non-zero lift of the valve,
in such a way that the profile of the lift of the valve has a
portion corresponding to a substantially non-zero value
of the lift that radiuses the descending stretch of the pro-
file of the additional lift to the ascending stretch of the
profile of the main lift.
[0010] With said solution, the tappet and the corre-
sponding pumping piston do not return into the end-of-
travel position after engagement on the additional lobe
of the cam, before engaging the main lobe. This is done
so that the chamber 6 will be emptied of less oil (Figure
1) in the aforesaid phases (typically upon cold starting at
temperatures of between -30°C and -15°C), where the
additional lobe is rendered inactive. In this way, the pres-
surized chamber 6 manages to remain full of oil at the
moment when the solenoid valve is closed to cause open-
ing of the intake valve during the normal induction stroke,
notwithstanding the short time that elapses between de-
scent of the tappet from the additional lobe and ascent
of the tappet on the main lobe.
[0011] Further characteristics and advantages of the
invention will emerge from the ensuing description with
reference to the annexed drawings, which are provided
purely by way of non-limiting example and in which:

- Figure 1 is a schematic view exemplifying an elec-
tronically controlled hydraulic system for variable ac-
tuation of the intake valves, of the so-called UNIAIR
type (in itself known), developed by the present ap-
plicant and used in the engine according to the in-
vention;

- Figure 2 is a schematic view exemplifying a diesel
engine according to the invention, which, according
to a technique in itself known, includes, in addition
to the UNIAIR system of Figure 1, also an external
EGR system of the so-called "long-route" type, in
which the exhaust gases that are made to recirculate
in the engine are picked up at a point of the exhaust
duct set downstream of the catalytic converter and
of the particulate trap;

- Figure 3 is a schematic view of the cam for actuation
of the intake valve associated to each engine cylin-
der according to an embodiment that does not form
the subject of the present invention;

- Figure 4 illustrates a profile of the lift of the intake
valve as a function of the crank angle, which can be
obtained by means of the cam of Figure 3;

- Figures 5 and 6 illustrate a variant of the solution of
Figures 3 and 4, which corresponds to the teachings
of the present invention; and

- Figure 7 is a profile that enables comparison be-
tween the diagrams of Figures 4 and 6.
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[0012] The present description specifically regards the
application of a UNIAIR or MULTIAIR system of the type
described above to a diesel engine, preferably a super-
charged diesel engine, with external exhaust-gas recir-
culation (external EGR) of the so-called "long route" type.
Figure 2 of the annexed drawings is a schematic illustra-
tion of a preferred embodiment of the diesel engine ac-
cording to the present invention. As already indicated
above, the scheme of Figure 2 is in itself of a known type.
In particular, it has already been proposed by the present
applicant (see EP-A-1 589 213) to apply the UNIAIR or
MULTIAIR system described above to an engine with the
scheme illustrated in Figure 2. In said figure, the refer-
ence number 18 designates as a whole a diesel engine
with four cylinders 19, each provided with two intake
ducts 20, 21 controlled by respective intake valves (not
illustrated) and forming part of an intake manifold 22 that
receives air through a main intake duct 23. Set in series
in the main intake duct 23 are an air filter 24, a debimeter
25, a compressor 26, and a cooling device or "intercooler"
27. As already indicated above, in the case of the engine
according to the invention, in compliance with one of the
proposals contained in EP-A-1 589 213, the intake valves
of the engine are controlled by means of a variable-ac-
tuation system of the UNIAIR or MULTIAIR type that has
been illustrated above.
[0013] With reference once again to Figure 2, associ-
ated to each cylinder 19 of the engine is an exhaust duct
28, controlled by a respective exhaust valve (not illus-
trated) and forming part of an exhaust manifold 29 con-
nected to a main exhaust duct 30. Set in series in the
main exhaust duct 30 are a turbine 31, which actuates
the compressor 26 via a drive shaft 32, and a device 33
for treatment of the exhaust gases, which comprises, set
close to one another, a catalytic converter 33a and a
particulate filter (trap) 33b. Once again according to what
is envisaged in EP-A-1 589 213, a duct 34 for exhaust-
gas recirculation (EGR) of the so-called "long-route EGR"
or "low-pressure EGR" type branches off from the main
exhaust duct 30, in a point A set downstream of the device
33 and converges in a point set upstream of the com-
pressor 26, where a valve 36 for controlling the flowrate
of the exhaust gases recirculated through the duct 34 is
positioned. The valve 36 is controlled by an electric motor
36a, which is in turn controlled by electronic control
means E constituted, for example, (but any alternative
solution is possible) by the electronic control unit itself
that also controls the solenoid valve of the UNIAIR sys-
tem. The electronic means E are programmed for actu-
ating the valve 36 according to a pre-determined logic
so as to vary according to said logic the amount of the
exhaust gases recirculated in the various operating con-
ditions of the engine.
[0014] Interposed in the exhaust-gas-recirculation
duct 34 is a cooler 35. It is also possible to provide a by-
pass duct in parallel with the cooler 35 and a valve that
controls the distribution of the recirculated gases through
the cooler 35 and through said by-pass duct.

[0015] Once again with reference to Figure 2, in order
to force the passage of large amounts of recirculated
exhaust gases, a throttle valve 37, with a corresponding
actuator device 38, is preferably provided, which is able
to increase the pressure jump through the recirculation
duct 34. Said device can be indifferently mounted on an
intake duct, as illustrated in Figure 2, upstream of the
point of confluence of the recirculation duct 34, or else
on the exhaust duct 30, in a point downstream of the area
A where the gases to be recirculated are picked up. The
preferred embodiment of the engine according to the in-
vention envisages a scheme of the type illustrated in Fig-
ure 2 in combination with a system of the type illustrated
in Figure 1, in which moreover the cams for controlling
the intake valves of the engine present a profile shaped
as illustrated in Figure 3.
[0016] Figures 3 and 4 illustrate an example of embod-
iment, which does not form the subject of the present
invention, of a cam for controlling the intake valves in a
diesel engine, and the corresponding profile of the lift of
the intake valve as the crank angle varies.
[0017] As may be seen in Figure 3 of the annexed
drawings, each cam 9 for controlling the intake valves of
the engine has both a main lobe 40, which determines
the lift of the intake valve during the normal induction
stroke for intake of fuel into the cylinder, and an auxiliary
lobe, which determines an additional lift of the intake
valve during the expansion and exhaust strokes in the
cylinder, prior to the induction stroke. In the case of the
example illustrated, which envisages two intake valves
for each cylinder, each of said valves can be controlled
by a respective cam of this type, but it is also possible to
envisage that the teachings of the invention will be ap-
plied to just one of the two cams that control the intake
valves of each cylinder.
[0018] Of course, both the main lobe 40 and the addi-
tional lobe 41 can be rendered inactive when the solenoid
valve 15 (Figure 1) associated to the intake valves of the
engine are in the open condition. On the hypothesis that,
instead, the solenoid valve is in a closed condition, each
intake valve will present a diagram of valve lift of the type
illustrated with a solid line in Figure 4. Of course, the
UNIAIR or MULTIAIR system of the present applicant is
altogether flexible so that the solenoid valves 15 associ-
ated to the intake valves of the engine can be opened
and closed at any moment to provide any intermediate
condition. For example, the solenoid valves can be kept
closed during the normal induction stroke of the engine
so that the cam 9 for controlling each intake valve is com-
pletely active in said step, and the intake valve follows
the main profile of complete lift designated by A in Figure
4, whilst the solenoid valves 15 can be kept open when
the additional lobe 41 of each cam 9 is in contact with
the tappet so that the profile of additional lift, designated
by B in the diagram, is not obtained, and the lift of the
valve remains zero during said phase. Alternatively, both
during the main profile A and during the additional profile
B the solenoid valves can be initially closed, but then be
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opened to anticipate closing of the intake valve, accord-
ing to the exemplifying lines designated by A1 and B1 in
the diagram of Figure 4. Or else again, for example, clos-
ing of the solenoid valves can be retarded and opening
thereof can be anticipated with respect to the theoretical
profile of lift of the valve so that each intake valve has a
lift profile corresponding to the lines designated by A2
and B2 in the diagram of Figure 4.
[0019] The provision of the additional lobe 41 on the
cam 9 for controlling the intake valve has the purpose of
enabling an exhaust-gas recirculation directly inside the
engine. In fact, opening of the intake valve during the
exhaust stroke in the engine causes part of the exhaust
gases to converge in the intake duct so that in the sub-
sequent induction stroke the part of exhaust gases that
had previously converged into the intake duct returns into
the combustion chamber to participate again in the sub-
sequent combustion. The adoption of said solution in
combination with a system for variable actuation of the
valves of the type described of course makes it possible
to prevent the intake valve from undergoing the aforesaid
additional opening when the operating conditions of the
engine are such that an EGR inside the engine is not
necessary or is even counterproductive.
[0020] It should on the other hand be pointed out that
the aforesaid solution, consisting in the combination of a
cam having an additional lobe that causes an additional
opening of the intake valve during the exhaust stroke with
a system for variable actuation of the intake valves has
already formed the subject of previous proposals filed in
the name of the present applicant (EP-A-0 961 870 and
EP-A-1 273 770). In addition, the creation of an internal
EGR by means of a UNIAIR or MULTIAIR system in a
diesel engine moreover equipped with external EGR of
a long-route type has likewise formed the subject, as has
already been indicated above, of a prior proposal filed in
the name of the present applicant (EP-A-1 589 213).
[0021] None of the solutions previously proposed en-
visaged, however, a conformation of the additional lobe
41 of the cam 9 for controlling intake of the type illustrated
in Figure 3 or Figure 4 such as to give rise to a diagram
B of the additional lift of the type illustrated in Figure 4 or
Figure 6. As may be seen in said figures, said diagram
is characterized by a boot conformation with an initial
portion BI with gentler slope, which then extends into a
second portion having the traditional bell shape, rising
with a steeper slope, which terminates in a point M of
maximum lift, and then descending. The initial portion BI
of the profile of the additional lift of the intake valve ex-
tends from an initial point X of zero lift corresponding to
a crank angle comprised in the expansion stroke in the
cylinder.
[0022] Figures 5 and 6 illustrate a variant of Figures 3
and 4 that forms the subject of the present invention and
differs from the solution described previously in that in
this case the additional lobe 41 has a terminal portion
radiused with the main lobe so as to provide a lift profile
of the type illustrated in Figure 6, in which a stretch C is

envisaged with a non-zero and substantially constant lift
between the end of the additional profile B and the start
of the main profile A. The diagrams of valve lift of Figures
4 and 6 are directly compared with one another in the
diagram of Figure 7.
[0023] According to said variant, the tappet and the
corresponding pumping piston do not return into the end-
of-travel position after engagement on the additional lobe
of the cam, before engaging the main lobe. This is done
so that the chamber 6 will be emptied of less oil (Figure
1) in the aforesaid phases (typically upon cold starting at
temperatures of between -30°C and -15°C), where the
additional lobe is rendered inactive. In this way, the pres-
surized chamber 6 manages to remain full of oil at the
moment when the solenoid valve is closed to cause open-
ing of the intake valve during the normal induction stroke,
notwithstanding the short time that elapses between de-
scent of the tappet from the additional lobe and ascent
of the tappet on the main lobe.
[0024] The adoption of cams designed to generate the
lift profiles visible in Figure 4 or in Figure 6, in combination
with a diesel engine of the type illustrated in Figure 2,
and provided with a UNIAIR or MULTIAIR system of the
type schematically illustrated in Figure 1 moreover ena-
bles considerable advantages to be achieved in terms of
reduction of noxious emissions and in particular of nitro-
gen oxides in the various running conditions of the engine
at the various r.p.m.
[0025] The strategy of control of the engine according
to the invention is described hereinafter for the various
operating conditions.

Stationary conditions with engine warm (temperature of 
the engine coolant equal to or higher than 90°C)

[0026] In theory, in the stationary operating conditions
with the engine warm it would be desirable to entrust the
exhaust-gas recirculation exclusively to the external re-
circulation system, by means of the long-route duct 34.
However, the mass flowrate of the gases through said
duct is somewhat limited by the reduced pressure jump
available. The presence of the throttle 37 (Figure 2),
which is designed to reduce the pressure in situ, does
not, however, enable, in these conditions, recirculation
of the entire amount required. Consequently, in the sta-
tionary conditions with the engine warm, the exhaust-gas
recirculation is actuated both by means of the long-route
EGR through the duct 34, activating in a suitable way the
valve 36, and by means of internal EGR obtained ren-
dering the additional lobe 41 of each cam 9 active (by
closing the solenoid valves 15). The internal EGR
presents, however, the drawback that the gases recircu-
lated therewith are very hot and consequently reduce the
density of the charge in the combustion chamber, pre-
venting the introduction of high rates of cold exhaust gas-
es coming from the long-route EGR duct 34. The use of
the internal EGR must hence be limited and is not adopt-
ed if the effective average pressure in the combustion
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chamber is higher than a threshold value, for example,
in the region of 3 bar. In order to overcome said drawback,
the solenoid valves 15 are controlled so as to render the
profile B of the additional lift (Figure 4) active with a certain
delay, giving rise to a valve lift designated by B2, so as
to reduce the amount of internal EGR.
[0027] According to the invention, the additional lobe
41 has a profile such that, albeit rendered active with a
delay, determines a valve lift, designated by B2 in the
diagram of Figure 4, of an amount sufficient for compen-
sating for the effects of reduction of the pressure jump
between the combustion chamber and the intake duct
and guaranteeing the recirculation required.

Transient conditions with engine warm

[0028] In operating conditions where the engine is
warm (temperature of the coolant at least equal to 90°C)
and in transient regimes, for example, when the accel-
erator is pressed after having been released completely
(i.e., after a so-called "cut-off"), the system is controlled
so as to assign the function of exhaust-gas recirculation
entirely to the internal EGR, provided by means of the
additional lobe 41 of the cam (which hence in said con-
dition is rendered active by closing of the solenoid valves
15). In the aforesaid transient conditions, the long-route
recirculation duct 34 is substantially without burnt gases
so that it is not able to supply a ready response in terms
of reduction of nitrogen oxides. Consequently, in said
condition, the profile B of the additional lift is exploited
fully by closing in said phase the solenoid valves 15.

Stationary conditions with engine cold (temperature of 
the coolant below 30°C)

[0029] In stationary operating conditions with the en-
gine cold, i.e., with the temperature of the engine coolant
below 30°C, it becomes more important to control the
emissions of carbon monoxide, unburnt hydrocarbons,
and particulate, and the stability of combustion of the
engine, rather than the production of nitrogen oxides,
linked to very high combustion temperatures, which can-
not take place. In any case, it is not advantageous to
resort to the long-route external EGR (as has been de-
scribed in Figure 2; a recirculation circuit having a by-
pass valve has, however, on the other hand, been men-
tioned on page 10, lines 3�8: in these conditions also
the long-route EGR could co-operate), in so far as the
recirculated gases are cold and prevent a fast warm-up
of the engine in order to reach the steady-state temper-
atures as soon as possible. In said condition, it is conse-
quently more advantageous to use the hotter gases that
can be recirculated via the internal EGR, rendering ac-
tive, by closing the solenoid valves 15, the profile of ad-
ditional lift B. In said condition, it is particularly advanta-
geous to exploit the initial part Bi with gentler slope of the
boot profile B. It is in fact necessary to anticipate consid-
erably opening of the intake valve (during the expansion

stroke) to increase the temperature of the gases picked
up.
[0030] It should be noted that the solution consisting
in adopting the aforesaid radiusing profile C between the
main profile A and the additional profile B could be adopt-
ed also in combination with a profile B of a different type
from the one illustrated in Figure 4. However, the profile
B of Figure 4 presents evident advantages and has also,
taken in itself, formed the subject of a copending Euro-
pean patent application filed in the name of the present
applicant.
[0031] Of course, without prejudice to the principle of
the invention, the details of construction and the embod-
iments may vary widely with respect to what has been
described and illustrated herein, without thereby depart-
ing from the scope of the present invention.

Claims

1. A diesel engine comprising:

- at least one intake valve (1) for each cylinder,
provided with elastic return means (4) that push
the valve towards a closed position; and
- at least one camshaft (10) for controlling the
intake (1) and exhaust valves, by means of re-
spective tappets (8),
- wherein at least one intake valve (1) for each
cylinder is controlled by the respective tappet
(8), against the action of the aforesaid elastic
means (4), by interposition of hydraulic means
including a pressurized fluid chamber (6),
- wherein said pressurized fluid chamber (6) is
designed to be connected by means of a pas-
sage controlled by a solenoid valve (15) with an
exhaust channel (12), so that when the solenoid
valve (15) is open, the intake valve (1) is uncou-
pled from the respective tappet (8) and is kept
closed by said elastic means (4),
- there being associated to said engine electron-
ic control means (E) for controlling each solenoid
valve (15) in such a way as to vary the time
and/or the stroke of opening of the respective
intake valve (1) as a function of the operating
conditions of the engine, wherein the cam (9)
for controlling said intake valve has a main lobe
(40) for causing opening of the intake valve (1)
during the induction stroke for intake of fuel into
the engine cylinder, and an auxiliary lobe (41)
for causing an additional opening of the intake
valve during the exhaust stroke,
said diesel engine being characterized in that
the aforesaid additional lobe (41) has its de-
scending stretch radiused to the main lobe (40)
with a stretch corresponding to a non-zero lift of
the valve, in such a way that the profile of the lift
of the valve has a portion (C) corresponding to
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a substantially non-zero value of the lift that ra-
diuses the descending stretch of the profile (B)
of the additional lift to the ascending stretch of
the profile (A) of the main lift.

2. The engine according to Claim 1, characterized in
that the aforesaid additional lobe (41) is shaped in
such a way as to provide a profile (B) of the additional
lift of the intake valve, as the crank angle varies,
which is shaped like a boot with an initial portion (Bi)
with gentler slope, which then extends into a second
portion having the traditional bell shape, rising with
a steeper slope, which terminates in a point (M) of
maximum lift, and then descending, said initial por-
tion of the profile of the additional lift of the intake
valve extending from an initial point (X) of zero lift
corresponding to a crank angle comprised in the ex-
pansion stroke in the cylinder.

3. The engine according to Claim 2, characterized in
that:

it comprises a supercharging compressor (26)
and a duct (34) for exhaust-gas recirculation that
extends starting from a point (A) downstream of
a device (33) for the treatment of the exhaust
gases and converges into the intake duct up-
stream of the aforesaid compressor (26); and
said electronic control means (E) for controlling
the aforesaid solenoid valve (15) associated to
the intake valves of the engine are also pre-ar-
ranged for controlling a valve (36) that controls
the flow of the gas recirculated via the aforesaid
recirculation duct (34).

Patentansprüche

1. Dieselmaschine, enthaltend:

- wenigstens ein Einlassventil (1) für jeden Zy-
linder, das mit elastischen Rückholeinrichtun-
gen (4) versehen ist, die das Ventil in eine ge-
schlossene Stellung drücken; und
- wenigstens eine Nockenwelle (10) zum Steu-
ern der Einlass- (1) und Auslassventile mit Hilfe
entsprechender Stößel (8),
- wobei wenigstens ein Einlassventil (1) für jeden
Zylinder durch den entsprechenden Stößel (8)
gegen die Wirkung der zuvor erwähnten elasti-
schen Einrichtungen (4) durch Zwischenschal-
ten von Hydraulikeinrichtungen gesteuert wird,
die eine Druckfluidkammer (6) umfassen,
- wobei die Druckfluidkammer (6) dazu einge-
richtet ist, mit Hilfe eines Leitungsweges, der
von einem Solenoidventil (15) gesteuert wird,
mit einem Abgaskanal (12) derart verbunden zu
werden, dass, wenn das Solenoidventil (15) ge-

öffnet ist, das Einlassventil (1) von dem entspre-
chenden Stößel (8) entkoppelt ist und von den
elastischen Einrichtungen (4) geschlossen ge-
halten wird,
- der Maschine eine elektronische Steuereinheit
(E) zum Steuern jedes Solenoidventils (15) zu-
geordnet ist, so dass die Zeit und/oder der Hub
zum Öffnen des entsprechenden Einlassventils
(1) als eine Funktion der Arbeitszustände der
Maschine geändert werden,
- die Nockenscheibe (9) zum Steuern des Ein-
lassventils einen Hauptnocken (40) hat, um die
Öffnung des Einlassventils (1) während des Zu-
führhubes für den Einlass von Brennstoff in den
Maschinenzylinder zu bewirken, sowie einen
Zusatznocken (41), um eine zusätzliche Öff-
nung des Einlassventils während des
Ausstoßhubes zu bewirken, und
- die Dieselmaschine dadurch gekennzeich-
net ist, dass bei dem zuvor erwähnten Zusatz-
nocken (41) dessen absteigende Strecke zu
dem Hauptnocken (40) mit einer Strecke abge-
rundet ist, die einer Nicht-Null-Anhebung des
Ventils entspricht, so dass das Profil der Anhe-
bung des Ventils einen Abschnitt (C) entspre-
chend einem im wesentlichen Nicht-Null-Wert
der Anhebung hat, der die absteigende Strecke
des Profils (B) der zusätzlichen Anhebung zu
der ansteigenden Strecke des Profils (A) der
Hauptanhebung abrundet.

2. Maschine nach Anspruch 1, dadurch gekenn-
zeichnet, dass der zuvor erwähnte Zusatznocken
(41) derart geformt ist, dass ein Profil (B) der zusätz-
lichen Anhebung des Einlassventils bei Änderung
des Kurbelwinkels erzeugt wird, das wie ein Schuh
geformt ist, mit einem Ausgangsabschnitt (Bi) mit ei-
ner geringeren Neigung, die sich anschließend in
einen zweiten Abschnitt erstreckt, der die herkömm-
liche glockenförmige Form hat, mit einer stärkeren
Neigung ansteigt, die an einem Punkt (M) der maxi-
malen Anhebung endet und anschließend abfällt,
wobei sich der Ausgangsabschnitt des Profils der
zusätzlichen Anhebung des Einlassventils von ei-
nem Ausgangspunkt (X) einer Nullanhebung er-
streckt, die einem Kurbelwinkel entspricht, der in
dem Ausdehnungshub in dem Zylinder enthalten ist.

3. Maschine nach Anspruch 2, dadurch gekenn-
zeichnet, dass:

sie einen Ladekompressor (26) und eine Leitung
(34) für Abgasrückführung enthält, die sich von
einem Punkt (A) stromabwärts einer Vorrichtung
(33) für die Aufbereitung der Abgase erstreckt
und in die Ansaugleitung stromaufwärts des zu-
vor erwähnten Kompressors (26) übergeht; und
die elektronischen Steuereinrichtung (E) zum
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Steuern des zuvor erwähnten Solenoidventils
(15), das den Maschineneinlassventilen zuge-
ordnet ist, zudem für die Steuerung eines Ventils
(36) eingerichtet ist, das den Strom der Gase
steuert, die über die zuvor erwähnte Rückführ-
leitung (34) rückgeführt werden.

Revendications

1. Moteur diesel comprenant :

au moins une soupape d’admission (1) pour
chaque cylindre, prévue avec des moyens de
retour élastiques (4) qui poussent la soupape
vers une position fermée ; et
au moins un arbre à cames (10) pour comman-
der les soupapes d’admission (1) et d’échappe-
ment, au moyen de poussoirs de soupape (8)
respectifs,
dans lequel au moins une soupape d’admission
(1) pour chaque cylindre est commandée par le
poussoir de soupape (8) respectif, contre l’ac-
tion des moyens élastiques (4) mentionnés pré-
cédemment, en interposant des moyens hy-
drauliques comprenant une chambre de fluide
sous pression (6),
dans lequel ladite chambre de fluide sous pres-
sion (6) est conçue pour être raccordée au
moyen d’un passage contrôlé par une électro-
vanne (15) avec un canal d’échappement (12),
de sorte que lorsque l’électrovanne (15) est
ouverte, la soupape d’admission (1) est décou-
plée du poussoir de soupape (8) respectif et est
maintenue fermée par lesdits moyens élasti-
ques (4),
on y associe desdits moyens électroniques de
contrôle de moteur (E) pour contrôler chaque
électrovanne (15) afin de modifier le temps et/ou
la course d’ouverture de la soupape d’admission
(1) respective en fonction des conditions de
fonctionnement du moteur,
dans lequel la came (9) de commande de ladite
soupape d’admission a un lobe principal (40)
pour provoquer l’ouverture de la soupape d’ad-
mission (1) pendant la course d’introduction
pour l’admission d’un carburant dans le cylindre
du moteur, et un lobe auxiliaire (41) pour provo-
quer une ouverture supplémentaire de la sou-
pape d’admission pendant la course d’échap-
pement,
ledit moteur diesel étant caractérisé en ce que
le lobe supplémentaire (41) mentionné précé-
demment a sa ligne descendante raccordée au
lobe principal (40) avec une ligne correspondan-
te à une levée non nulle de la soupape, de sorte
que le profil de la levée de la soupape a une
partie (C) correspondant à une valeur sensible-

ment non nulle de la levée qui raccorde la ligne
descendante du profil (B) de la levée supplé-
mentaire à la ligne ascendante du profil (A) de
la levée principale.

2. Moteur selon la revendication 1, caractérisé en ce
que le lobe supplémentaire (41) mentionné précé-
demment est formé afin de fournir un profil (B) de la
levée supplémentaire de la soupape d’admission,
lorsque la position du vilebrequin varie, qui est formé
comme une botte avec une partie initiale (Bi) avec
une légère inclinaison, qui s’étend ensuite dans une
deuxième partie ayant une forme de cloche classi-
que, remontant avec une pente plus raide, qui se
termine en un point (M) de levée maximum, et re-
descend ensuite, ladite partie initiale du profil de la
levée supplémentaire de la soupape d’admission
s’étendant à partir d’un point initial (X) de levée nulle
correspondant à une position de vilebrequin compri-
se dans la course d’expansion dans le cylindre.

3. Moteur selon la revendication 2, caractérisé en ce
que :

il comprend un compresseur de suralimentation
(26) et un conduit (34) pour la recirculation des
gaz d’échappement qui s’étend à partir d’un
point (A) en aval d’un dispositif (33) pour le trai-
tement des gaz d’échappement et converge
dans le conduit d’admission en amont du com-
presseur (26) mentionné précédemment ; et
lesdits moyens électroniques de contrôle (E)
pour contrôler l’électrovanne (15) mentionnée
précédemment associée aux soupapes d’ad-
mission du moteur sont également pré-agencés
pour contrôler une soupape (36) qui régule
l’écoulement des gaz recirculés via le conduit
de recirculation (34) mentionné précédemment.
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