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(54) Turbosupercharged internal combustion engine control method

(57) A method of controlling an internal combustion
engine (1) supercharged by a turbosupercharger (12)
having a turbine (13) and a compressor (14); the control
method including the steps of : determining, in a reduced
mass flow/compression ratio graph, at least one limit op-
eration curve (28, 30, 32, 34) of the compressor (14) rep-
resenting a limit of the operating range of the compressor
(14); controlling the turbosupercharger (12) to keep the

actual reduced mass flow (QAHR) and actual compres-
sion ratio (CR) of the compressor (14) within the limit
defined by the limit operation curve (28, 30, 32, 34) of
the compressor (14); determining an index (∆dyn) as a
function of the dynamics of the reduced mass flow (QAHR)
of the compressor (14); and modifying the limit operation
curve (28, 30, 32, 34) of the compressor (14) as a function
of the index (∆dyn). Main drawing : Figure 1
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Description

TECHNICAL FIELD

[0001] The present invention relates to a turbosupercharged internal combustion engine control method.

BACKGROUND ART

[0002] As is known, some internal combustion engines are equipped with a turbosupercharge system for increasing
engine power using the heat content of the exhaust gas to compress the air intake of the engine and so increase
volumetric efficiency.
[0003] A turbosupercharge system comprises a turbosupercharger with a turbine fitted along the exhaust pipe and
rotated at high speed by the exhaust gas from the engine, and a compressor rotated by the turbine and located along
the air intake pipe to compress the air intake of the engine.
[0004] In a turbosupercharge system, the operating range of the turbosupercharger must be kept within a useful area,
depending on the engine operating condition, for both functional reasons (i.e. to avoid irregular or, at any rate, low-
efficiency operation) and structural reasons (i.e. to avoid damaging the turbosupercharger).
[0005] More specifically, the useful operating range area is bounded, on the left of a reduced mass flow/compression
ratio graph, by a pump line, and on the right by a so-called ’saturation line’. The pump line thus defines a first ’off-limit’
area, and is defined by the points in which the internal aerodynamic balance of the compressor is disrupted, with periodic,
loud, violent flow rejection, and possibly destructive effects on the blades. The so-called ’saturation line’ defines a second
’off-limit’ area, corresponds to sonic conditions (and hence flow cutoff) at the turbine inlet, and defines the maximum
flow the compressor can supply under given intake environment conditions.
[0006] Patent Application EP1741895A1 describes a method of controlling an internal combustion engine super-
charged by a turbosupercharger comprising a compressor; a turbine for rotating the compressor using the exhaust gas
from the engine; and a wastegate valve for regulating exhaust gas flow to the turbine, to control rotation of the turbine
according to a target supercharge pressure from the compressor. The control method comprises the steps of measuring
the air intake pressure of the compressor; determining mass flow of the compressor; calculating - by means of a com-
pressor operation map, and as a function of the predetermined limit rotation speed, the air pressure measurement, and
mass flow - a limit supercharge pressure correlated to the air pressure obtainable from the compressor when the turbine
rotates at a speed substantially equal to the predetermined limit speed; determining whether a target supercharge
pressure satisfies a given relationship with the calculated limit supercharge pressure; and activating the wastegate valve,
if the relationship is satisfied, to control turbine rotation speed as a function of the limit supercharge pressure, and so
rotate the turbosupercharger at substantially the predetermined limit speed.
[0007] Patent Application EP2014894A1 describes a turbosupercharged internal combustion engine control method,
which comprises establishing, in a reduced mass flow/compression ratio graph, at least one limit operation curve; at
least one intervention curve relative to a wastegate valve regulating a turbine bypass pipe; and at least one intervention
curve relative to a Poff valve regulating a compressor bypass pipe. The control method described uses the limit operation
curve to limit the engine control pressure target downstream from the compressor; opens the wastegate valve when the
wastegate valve intervention curve is exceeded; and opens the Poff valve when the Poff valve intervention curve is
exceeded.
[0008] The EP2014894A1 control method keeps the turbosupercharger within the useful area, regardless of the op-
erating condition of the internal combustion engine, to prevent failure or damage, but fails to enhance performance of
the turbosupercharger.
[0009] Patent Application EP1323912A1 describes a turbosupercharged internal combustion engine control method,
which determines a parameter depending on mass flow of the compressor, and by which to control the turbosupercharger
to protect the compressor and keep the actual pressure within the specified compressor operating range.
[0010] That is, the EP1323912A1 control method determines a parameter depending on the mass flow of the com-
pressor, and by which to control the turbosupercharger to protect the compressor, keep the actual pressure within the
safe operating range of the compressor, and so prevent failure or damage, but also fails to enhance performance of the
turbosupercharger.

DESCRIPTION OF THE INVENTION

[0011] It is an object of the present invention to provide a turbosupercharged internal combustion engine control
method that is cheap and easy to implement, and which in particular provides for enhancing performance of the turbo-
supercharger in a portion of the useful turbosupercharger operating area close to the pump line.
[0012] According to the present invention, there is provided a turbosupercharged internal combustion engine control
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method as claimed in the accompanying Claims.

BRIEF DESCRIPTION OF THE DRAWINGS

[0013] A non-limiting embodiment of the present invention will be described by way of example with reference to the
accompanying drawings, in which :

Figure 1 shows a schematic of a turbosupercharged internal combustion engine comprising an electronic central
control unit implementing a control method in accordance with the present invention;
Figure 2 shows a reduced mass flow/compression ratio graph illustrating the characteristic curves of a compressor
of the Figure 1 turbosupercharger;
Figures 3 to 6 show reduced mass flow/compression ratio graphs illustrating limit operation curves and intervention
curves employed in the control method implemented in the Figure 1 electronic central control unit.

PREFERRED EMBODIMENTS OF THE INVENTION

[0014] Number 1 in Figure 1 indicates as a whole an internal combustion engine supercharged by a turbosupercharge
system 2.
[0015] Internal combustion engine 1 comprises four cylinders 3, each connected to an intake manifold 4 by at least
one intake valve (not shown), and to an exhaust manifold 5 by at least one exhaust valve (not shown). Intake manifold
4 is supplied with fresh (i.e. outside) air by an intake pipe 6, which is fitted with an air filter 7, is regulated by a butterfly
valve 8, and is fitted with an intercooler 9 for cooling the air intake. Exhaust manifold 5 is connected to an exhaust pipe
10, which feeds the exhaust gas produced by combustion to an exhaust system, which expels it into the atmosphere,
and normally comprises at least one catalyst 11, and at least one muffler (not shown) downstream from catalyst 11.
[0016] Turbosupercharge system 2 of internal combustion engine 1 comprises a turbosupercharger 12, in turn com-
prising a turbine 13 located along exhaust pipe 10 and rotated at high speed by the exhaust gas from cylinders 3; and
a compressor 14 located along intake pipe 6, and connected mechanically to and rotated by turbine 13 to increase the
air pressure in intake pipe 6.
[0017] Exhaust pipe 10 is fitted with a bypass pipe 15 parallel-connected to turbine 13, with its ends connected upstream
and downstream from turbine 13, and which is fitted with a wastegate valve 16 controlled by an actuator 17 to regulate
exhaust gas flow along bypass pipe 15. Intake pipe 6 is fitted with a bypass pipe 18 parallel-connected to compressor
14, with its ends connected upstream and downstream from compressor 14, and which is fitted with a Poff valve 19
controlled by an actuator 20 to regulate (more specifically, reduce) supercharge pressure along bypass pipe 18 (or
alternatively by means of an air-vent).
[0018] Internal combustion engine 1 is controlled by an electronic central control unit 21, which controls operation of
all the component parts of internal combustion engine 1, including turbosupercharge system 2, and in particular actuators
17 and 20 controlling wastegate valve 16 and Poff valve 19. Electronic central control unit 21 is connected to sensors
22 for measuring the temperature To and pressure Po along intake pipe 6, upstream from compressor 14; sensors 23
for measuring pressure along intake pipe 6, upstream from butterfly valve 8; sensors 24 for measuring temperature and
pressure in intake manifold 4; a sensor 25 for determining the angular position (and therefore rotation speed) of the drive
shaft of internal combustion engine 1; and a sensor 26 for determining the phase of the intake and/or exhaust valve. It
is important to note that there are no sensors for determining the rotation speed of turbosupercharger 12.
[0019] Among other things, electronic central control unit 21 provides for keeping the operating range of turbosuper-
charger 12 within a useful area. The following is a description of the way in which electronic central control unit 21 keeps
the operating range of turbosupercharger 12 within a useful area close to the saturation line.
[0020] When designing and tuning internal combustion engine 1, the characteristic curves of compressor 14 (provided
by the maker of turbosupercharger 12) are analysed in a reduced mass flow/compression ratio graph. An example of
the characteristic curves of a commercial compressor 14 is shown in Figure 2.
[0021] The characteristic curves in Figure 2 are normally at an absolute reference temperature To-ref and absolute
reference pressure Po-ref.On the left of the reduced mass flow/compression ratio graph is a first ’off-limit’ area bounded
by the pump line, which is defined by the points in which the internal aerodynamic balance of compressor 14 is disrupted,
with periodic, loud, violent flow rejection at the inlet, and possibly destructive effects on the blades.
[0022] On the right of the reduced mass flow/compression ratio graph is a second ’off-limit’ area bounded by the so-
called ’saturation line’, which corresponds to sonic conditions (and hence flow cutoff) at the inlet of turbine 13, and
defines the maximum flow compressor 14 can supply under given intake environment conditions.
[0023] As shown in Figure 3, the characteristic curves of compressor 14 are analysed to determine a rotation speed
curve 27 of turbosupercharger 12; and a pump curve 28 of turbosupercharger 12. Two limit operation curves 29 and 30
are determined from curves 27 and 28, and used to limit the engine control pressure target downstream from compressor
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14. Limit operation curve 29 is determined by determining a threshold S1 establishing the distance between limit operation
curve 29 and rotation speed curve 27 of turbosupercharger 12; and, similarly, limit operation curve 30 is determined by
determining a threshold S2 establishing the distance between limit operation curve 30 and pump curve 28 of turbosu-
percharger 12.
[0024] Curves 27 and 28 are also used to determine two intervention curves 31 and 32 relative to wastegate valve
16 regulating bypass pipe 15 of turbine 13; and two intervention curves 33 and 34 relative to Poff valve 19 regulating
bypass pipe 18 of compressor 14. Intervention curve 31 of wastegate valve 16 is determined by determining a threshold
S3 establishing the distance between limit operation curve 29 and intervention curve 31 of wastegate valve 16; and,
similarly, intervention curve 32 of wastegate valve 16 is determined by determining a threshold S4 establishing the
distance between intervention curve 32 of wastegate valve 16 and pump curve 28 of turbosupercharger 12. Intervention
curve 33 of Poff valve 19 is determined by determining a threshold S5 establishing the distance between limit operation
curve 29 and intervention curve 33 of Poff valve 19; and, similarly, intervention curve 34 of Poff valve 19 is determined
by determining a constant or variable threshold S6 establishing the distance between intervention curve 34 of Poff valve
19 and pump curve 28 of turbosupercharger 12.
[0025] It is important to note how intervention curves 31 and 32 of wastegate valve 16 are located inwards of intervention
curves 33 and 34 of Poff valve 19 (i.e. thresholds S3 and S4 are larger than thresholds S5 and S6). This is because, in
the event curves 27 and 28 are exceeded, only wastegate valve 16 is preferably opened to limit turbosupercharger 12;
and, only if opening wastegate valve 16 is insufficient, is Poff valve 19 also opened.
[0026] When internal combustion engine 1 is running, electronic central control unit 21 uses limit operation curves 29
and 30 to limit the engine control pressure target downstream from compressor 14. In other words, the engine control
implemented in electronic central control unit 21 determines, in known manner and as a function of the engine operating
condition, a pressure target representing the best pressure downstream from compressor 14. If compatible with limit
operation curves 29 and 30 (i.e. below the value determined as a function of limit operation curves 29 and 30), the
pressure target downstream from compressor 14 is maintained. Conversely, if incompatible with limit operation curves
29 and 30 (i.e. above the value determined as a function of limit operation curves 29 and 30), the pressure target
downstream from compressor 14 is limited to the maximum value compatible with limit operation curves 29 and 30.
[0027] When internal combustion engine 1 is running, electronic central control unit 21 uses intervention curves 31
and 32 of wastegate valve 16 to open wastegate gate valve 16, if necessary, to maximum, regardless of the engine
control target (i.e. regardless of engine control target requests).
[0028] Similarly, when internal combustion engine 1 is running, electronic central control unit 21 uses intervention
curves 33 and 34 of Poff valve 19 to open Poff valve 19, if necessary, regardless of the engine control target (i.e.
regardless of engine control target requests). More specifically, electronic central control unit 21 determines (as described)
the current reduced mass flow QAHR of compressor 14; determines the current compression ratio CR of compressor 14
(simply the ratio between the pressure measured by sensor 23 downstream from compressor 14, and the pressure
measured by sensor 22 upstream from compressor 14); and opens Poff valve 19, regardless of the engine control target,
if the point defined by the current reduced mass flow QAHR and current compression ratio CR in the reduced mass flow/
compression ratio graph is outside intervention curves 33 and 34 of Poff valve 19 (i.e. if current compression ratio CR
is higher than the compression ratio CR in intervention curves 33 and 34 at the current reduced mass flow QAHR.
[0029] Electronic central control unit 21 is also designed to improve management of the turbosupercharger 12 operating
range area close to pump curve 28, and, more specifically, to adjust operation of turbosupercharger 12, depending on
whether the engine is accelerating (i.e. demanding more torque, power or airflow), decelerating (i.e. demanding less
torque, power or airflow), or stationary.
[0030] When internal combustion engine 1 is running, electronic central control unit 21 is designed to modify at least
one of the characteristic operating curves of compressor 14 (i.e. pump curve 28 of compressor 14, intervention curves
32 and 34 of wastegate valve 16 and Poff valve 19, and limit operation curve 30).
[0031] More specifically, characteristic operating curves 30, 32, 34 of compressor 14 are modified with respect to
pump curve 28 of compressor 14, so turbosupercharger 12 can be controlled to keep reduced mass flow QAHR and
compression ratio CR within the new limit defined by the modified characteristic operating curves 30, 32, 34.
[0032] The best modification has been found to be achieved by shifting pump curve 28 of compressor 14 up or down
on the reduced mass flow/compression ratio graph (i.e. with respect to the compression ratio CR axis). More specifically,
pump curve 28 is shifted up when internal combustion engine 1 is accelerating, and down when internal combustion
engine 1 is decelerating.
[0033] In a preferred variation, characteristic operating curves 30, 32, 34 of compressor 14 may also be modified by
shifting them closer to or away from pump curve 28 of compressor 14.
[0034] Characteristic operating curves 30, 32, 34 of compressor 14 are actually modified by working on respective
thresholds, S2, S4, S6 defining the distances between pump curve 28 and limit operation curve 30, and intervention
curves 32, 34 of wastegate valve 16 and Poff valve 19 respectively.
[0035] Characteristic operating curves 30, 32, 34 of compressor 14 and pump curve 28 are modified by means of a
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dynamic index ∆dyn determined as a function of the mass flow dynamics of compressor 14, and, in a preferred and
more accurate variation, as a function of the dynamics of reduced mass flow QAHR of compressor 14.
[0036] Dynamic index ∆dyn is also determined as a function of reduced mass flow QAHR of compressor 14.
[0037] It is important to note that, in a preferred variation, dynamic index ∆dyn is determined from the real (or current)
reduced mass flow QAHR of compressor 14, and the dynamics of the target reduced mass flow QAHR of compressor 14
(supplied by the engine control).
[0038] Using dynamic index ∆dyn, pump curve 28 of compressor 14 is modified by shifting it up or down (i.e. with
respect to the compression ratio CR axis) by an amount equal to dynamic index ∆dyn.
[0039] Using dynamic index ∆dyn, characteristic operating curve 30, 32, 34 of compressor 14 is modified by working
on respective threshold S2, S4, S6, and, in a first variation, is shifted up or down, with respect to the compression ratio
CR axis, by an amount equal to dynamic index ∆dyn. Respective threshold S2, S4, S6 is thus increased or reduced by
an amount equal to dynamic index ∆dyn, which, in this case, simply represents an increase or reduction in compression
ratio CR of respective threshold S2, S4, S6.
[0040] Characteristic operating curves 30, 32, 34 and pump curve 28 of compressor 14 may have different dynamic
indexes ∆dyn.
[0041] In another variation shown in Figure 5, dynamic index ∆dyn simply represents a reduced mass flow QAHR which
is subtracted from or added to the current reduced mass flow QAHR_CURRENT.
[0042] Electronic central control unit 21 is designed to determine and correct current reduced mass flow QAHR_CURRENT
by subtracting or adding a quantity equal to dynamic index ∆dyn. This variation produces a rightward shift (when decel-
erating) or a leftward shift (when accelerating) along the reduced mass flow QAHR axis, by an amount varying as a
function of dynamic index ∆dyn. Electronic central control unit 21 thus implements the control strategy using the current
reduced mass flow QAHR corrected by dynamic index ∆dyn.
[0043] This embodiment has been found to give exactly equivalent results to those of the Figure 4 embodiment.
[0044] The current reduced mass flow QAHR of compressor 14 is determined using the equation : 

QAH mass flow of compressor 14
QAHR reduced mass flow of compressor 14
To absolute temperature upstream from compressor 14
Po absolute pressure upstream from compressor 14
T0ref absolute reference temperature
POref absolute reference pressure

[0045] Absolute reference temperature Toref and absolute reference pressure POref are the conditions in which the
characteristic curves of compressor 14, i.e. curves 27-34, are determined, and are design data known beforehand; the
absolute temperature To and absolute pressure Po upstream from compressor 14 are measured by sensors 22; and
the mass flow QAH of compressor 14 may either be measured by a flow sensor or calculated in known manner by
electronic central control unit 21.
[0046] In a different embodiment not shown, the absolute temperature To upstream from compressor 14 (i.e. sub-
stantially ambient temperature) need not necessarily be measured; in which case, reduced mass flow QAHR may be
’partly’ normalized on the basis of the ratio between pressures Po and POref, without taking into account the ratio between
temperatures To and TOref.
[0047] In a first variation, the step of modifying characteristic operating curves 30, 32, 34 of compressor 14 using
dynamic index ∆dyn comprises only modifying intervention curve 34 of Poff valve 19, i.e. correcting respective threshold
S6. In other words, intervention curve 34 of Poff valve 19 is modified as a function of dynamic index ∆dyn; and respective
thresholds S4 and S2 of intervention curve 32 of wastegate valve 16 and limit operation curve 30 remain unchanged
with respect to pump curve 28.
[0048] The control method also provides for determining a hysteresis operator HYSWG for intervention curve 32 of
wastegate valve 16; and a hysteresis operator HYSPoff for intervention curve 34 of Poff valve 19.
[0049] In a preferred variation, at least one of hysteresis operators HYSWG, HYSPoff, in particular hysteresis operator
HYSWG relative to opening wastegate valve 16, is fixed.
[0050] Hysteresis operator HYSPoff, on the other hand, varies as a function of reduced mass flow QAHR of compressor
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14, the dynamics of reduced mass flow QAHR of compressor 14 (i.e. dynamic index ∆dyn, which in turn is a function of
reduced mass flow QAHR and the dynamics of reduced mass flow QAHR) , and atmospheric pressure Patm.
[0051] In a preferred variation, the dynamics of reduced mass flow QAHR are represented by the rate of change of the
target reduced mass flow QAHR of compressor 14.
[0052] Electronic central control unit 21 is designed to determine the target reduced mass flow QAHR supplied by the
engine control, and to filter it using a first-order, preferably low-pass, filter.
[0053] The correction dynamic index ∆dyn is thus calculated as the difference between the target reduced mass flow
QAHR supplied by the engine control, and the filtered target reduced mass flow QAHR also supplied by the engine control.
[0054] In another variation, the dynamics of reduced mass flow QAHR are determined as a function of the dynamics
of butterfly valve 8 regulating fresh air along intake pipe 6 to intake manifold 4, or the dynamics of other airflow-regulating
actuators (e.g. valve timing and lift).
[0055] Instead of current reduced mass flow QAHR, a simplified (i.e. less accurate) embodiment may employ current
mass flow QAH (not reduced) or the target mass flow QAHR (reduced or not) .
[0056] As shown in Figure 6, electronic central control unit 21 is designed to open Poff valve 19 (regardless of the
engine control target) when the point defined by current reduced mass flow QAHR and current compression ratio CR on
the reduced mass flow/compression ratio graph lies outside intervention curve 34 of Poff valve 19; and, similarly, to
close Poff valve 19 (regardless of the engine control target) as soon as the point defined by current reduced mass flow
QAHR and current compression ratio CR on the reduced mass flow/compression ratio graph returns within the limit area
defined by a Poff valve 19 closure curve 35 (determined as a function of hysteresis operator HYSPoff).
[0057] In another variation, closure of Poff valve 19 may be delayed. In which case, a limit time interval ∆t, and a
tolerance value TV, which varies as a function of reduced mass flow QAHR, are determined at a preliminary setup stage.
[0058] As soon as the point defined by current reduced mass flow QAHR and current compression ratio CR on the
reduced mass flow/compression ratio graph returns within the limit area defined by Poff valve 19 closure curve 35, a
timer is started, and closure of Poff valve 19 is delayed, i.e. Poff valve 19 is kept open, as long as the difference between
the target pressure value, supplied by the engine control, and the current pressure value does not exceed, i.e. is below,
tolerance value TV.
[0059] In a preferred variation, electronic central control unit 21 is designed not to delay closure of Poff valve 19 for
longer than the limit time interval ∆t, i.e. closes Poff valve 19 after a time lapse equal to limit time interval ∆t.
[0060] The control method described so far may be enhanced by an algorithm for opening Poff valve 19 (in particular,
early) as a function of the closure dynamics of butterfly valve 8 regulating intake pipe 6 of supercharged internal com-
bustion engine 1. More specifically, Poff valve 19 is opened early in at least one of the following conditions : 

where αtarget_fil is the filtered target closure angle of butterfly valve 8; αtarget is the target closure angle of butterfly valve
8; and S1 is a threshold value determined at a preliminary setup stage; 

where Pt is the supercharge pressure of turbosupercharger 12; Pttarget is the target supercharge pressure of turbosu-
percharger 12; and S2 is a threshold value determined at a preliminary setup stage;

where QAHR is reduced mass flow; and S3 is a threshold value determined at a preliminary setup stage.
[0061] In a preferred variation, electronic central control unit 21 is designed to prolong opening of Poff valve 19 by a
predetermined time interval ∆t2, e.g. by means of a timer, which is started the instant the above conditions no longer
apply (i.e. the instant which should correspond to closure of Poff valve 19).
[0062] In another variation, Poff valve 19 is kept open as long as the difference between supercharge pressure Pt
and target supercharge pressure Pttarget of turbosupercharger 12 is less than or equal to a threshold value S4 determined
at a preliminary setup stage.
[0063] The control method described has numerous advantages, by being cheap and easy to implement, not requiring
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particularly high computing power of electronic central control unit 21, and not requiring any additional component parts
(in particular, sensors or actuators) over and above those already provided on modern internal combustion engines.
[0064] The control method described provides for enhancing both acceleration and deceleration performance of tur-
bosupercharger 12 in the portion of the useful operating range close to pump curve 28, and so preventing failure or
malfunctioning, by taking into account the dynamics (i.e. rate of change) of reduced mass flow QAHR of compressor 14,
as opposed to simply reduced mass flow QAHR.

Claims

1. A method of controlling an internal combustion engine (1) supercharged by a turbosupercharger (12) comprising a
turbine (13) and a compressor (14); the control method comprising the steps of :

determining, in a reduced mass flow/compression ratio graph, at least one limit operation curve (28, 30, 32, 34)
of the compressor (14) representing a limit of the operating range of the compressor (14); and
controlling the turbosupercharger (12) to keep the actual reduced mass flow (QAHR) and actual compression
ratio (CR) of the compressor (14) within the limit defined by the limit operation curve (28, 30, 32, 34) of the
compressor (14);
the control method being characterized by comprising the further steps of :

determining an index (∆dyn) varying as a function of the dynamics of the reduced mass flow (QAHR) of the
compressor (14); and
modifying the limit operation curve (28, 30, 32, 34) of the compressor (14) as a function of the index (∆dyn).

2. A control method as claimed in Claim 1, wherein the index (∆dyn) varies as a function of the reduced mass flow
(QAHR) of the compressor (14) .

3. A control method as claimed in Claim 2, wherein the dynamics of the reduced mass flow (QAHR) of the compressor
(14) are the dynamics of the target reduced mass flow (QAHR) of the compressor (14) supplied by the engine control;
and the reduced mass flow (QAHR) of the compressor (14) is the real reduced mass flow (QAHR) of the compressor (14).

4. A control method as claimed in one of the foregoing Claims, wherein a first limit operation curve (28, 30, 32, 34) of
the compressor (14) is shifted, in the reduced mass flow/compression ratio graph, by an amount which is a function
of the index (∆dyn).

5. A control method as claimed in Claim 4, wherein the first limit operation curve (28) of the compressor (14) is a pump
curve (28) of the compressor (14), which defines the points beyond which the internal aerodynamic balance of the
compressor (14) is disrupted; and the first limit operation curve (28) of the compressor (14) is shifted up, in the
reduced mass flow/compression ratio graph, when the internal combustion engine (1) accelerates, and down when
the internal combustion engine (1) decelerates.

6. A control method as claimed in Claim 4 or 5, wherein the absolute value of the index (∆dyn) is subtracted from a
current reduced mass flow (QAHR_CURRENT) of the compressor (14) when the internal combustion engine (1) de-
celerates, so as to shift the first limit operation curve (28) of the compressor (14) rightwards in the reduced mass
flow/compression ratio graph; and the absolute value of the index (∆dyn) is added to the current reduced mass flow
(QAHR_CURRENT) of the compressor (14) when the internal combustion engine (1) accelerates, so as to shift the first
limit operation curve (28) of the compressor (14) leftwards in the reduced mass flow/compression ratio graph.

7. A control method as claimed in one of Claims 4 to 6, and comprising the further step of determining a second limit
operation curve (30, 32, 34) of the compressor (14) as a function of the first limit operation curve (28) of the compressor
(14).

8. A control method as claimed in Claim 7, and comprising the further step of determining the second limit operation
curve (30, 32, 34) of the compressor (14) by applying a safety threshold (S2, S4, S6) to the first limit operation curve
(28) of the compressor (14).

9. A control method as claimed in Claim 8, and comprising the further step of modifying the second limit operation
curve (30, 32, 34) of the compressor (14) as a function of the index (∆dyn), by modifying the safety threshold (S2,
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S4, S6) as a function of the index (∆dyn).

10. A control method as claimed in Claim 9, wherein the index (∆dyn) is added to or subtracted from the safety threshold
(S2, S4, S6) .

11. A control method as claimed in Claim 8, wherein the safety threshold (S2, S4, S6) varies as a function of the reduced
mass flow (QAHR) of the compressor (14).

12. A control method as claimed in one of Claims 1 to 11, and comprising the further step of using a hysteresis operator
(HYSWG, HYSPoff) for a limit operation curve (32, 34) of the compressor (14).

13. A control method as claimed in Claim 12, wherein the hysteresis operator (HYSPoff) varies as a function of the
reduced mass flow (QAHR) of the compressor (14) and/or atmospheric pressure (Patm) and/or the dynamics of the
reduced mass flow (QAHR) of the compressor (14).

14. A control method as claimed in Claim 12 or 13, wherein the hysteresis operator (HYSPoff) varies as a function of
the index (∆dyn).

15. A control method as claimed in one of Claims 1 to 14, wherein the dynamics of the reduced mass flow (QAHR) of
the compressor (14) are defined by the rate of change of the reduced mass flow (QAHR) of the compressor (14).

16. A control method as claimed in Claim 15, and comprising the further steps of :

determining a target reduced mass flow (QAHR) supplied by the engine control;
filtering the target reduced mass flow (QAHR) with a low-pass filter; and
calculating the rate of change of the reduced mass flow (QAHR) of the compressor (14) as the difference between
the target reduced mass flow (QAHR) and the filtered target reduced mass flow (QAHR) .

17. A control method as claimed in one of Claims 1 to 14, wherein the dynamics of the reduced mass flow (QAHR) of
the compressor (14) are determined as a function of the dynamics of a butterfly valve (8) regulating an intake pipe
(6) of the supercharged internal combustion engine (1).

18. A control method as claimed in one of Claims 1 to 17, and comprising the further steps of :

using a first limit operation curve (30) of the compressor (14) to saturate a target supercharge pressure;
using a second limit operation curve (32) of the compressor (14) to control a wastegate valve (16), in such a
manner as to open the wastegate valve (16) when the second limit operation curve (32) of the compressor (14)
is exceeded; and
using a third limit operation curve (34) of the compressor (14) to control a Poff valve (19), in such a manner as
to open the Poff valve (19) when the third limit operation curve (34) of the compressor (14) is exceeded.

19. A control method as claimed in Claim 18, and comprising the further steps of :

determining a limit time interval (∆t) at a preliminary setup stage; and
delaying closure of the Poff valve (19) by a time interval at most equal to the limit time interval (∆t).

20. A control method as claimed in Claim 18 or 19, and comprising the further steps of :

determining a tolerance value (TV) at a preliminary setup stage;
calculating the difference between the current supercharge pressure of the turbosupercharger (12) and the
target supercharge pressure of the turbosupercharger (12); and
closing the Poff valve (19) when the difference between the current supercharge pressure of the turbosuper-
charger (12) and the target supercharge pressure of the turbosupercharger (12) is less than or equal to the
tolerance value (TV).

21. A control method as claimed in Claim 20, wherein the tolerance value (TV) is determined as a function of the reduced
mass flow (QAHR) of the compressor (14).
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22. A control method as claimed in one of Claims 1 to 21, wherein the supercharged internal combustion engine (1)
comprises a Poff valve (19), and a butterfly valve (8) for regulating an intake pipe (6); the control method comprising
the step of opening the Poff valve (19) as a function of the closure dynamics of the butterfly valve (8).

23. A control method as claimed in Claim 22, and comprising the further step of determining a first safety value (S1) at
a preliminary setup stage; and wherein the Poff valve (19) is opened when the difference between the filtered target
closure angle of the butterfly valve (8) and the target closure angle of the butterfly valve (8) exceeds the first safety
value (S1) .

24. A control method as claimed in Claim 22 or 23, and comprising the further step of determining a second safety value
(S2) at a preliminary setup stage; and wherein the Poff valve (19) is opened when the difference between the
supercharge pressure (Pt) of the turbosupercharger (12) and the target supercharge pressure (Pttarget) of the tur-
bosupercharger (12) exceeds the second safety value (S2).

25. A control method as claimed in one of Claims 22 to 24, and comprising the further step of determining a third safety
value (S3) at a preliminary setup stage; and wherein the Poff valve (19) is opened when the reduced mass flow
(QAHR) of the compressor (14) exceeds the third safety value (S3).

26. A control method as claimed in one of Claims 23 to 25, and comprising the further steps of :

determining a limit time interval (∆t2) at a preliminary setup stage; and
delaying closure of the Poff valve (19) by a time interval at most equal to the limit time interval (∆t2).

27. A control method as claimed in one of Claims 23 to 26, and comprising the further steps of :

determining a fourth safety value (S4) at a preliminary setup stage;
calculating the difference between the supercharge pressure (Pt) of the turbosupercharger (12) and the target
supercharge pressure (Pttarget) of the turbosupercharger (12); and
closing the Poff valve (19) when the difference between the supercharge pressure (Pt) of the turbosupercharger
(12) and the target supercharge pressure (Pttarget) of the turbosupercharger (12) is less than or equal to the
fourth safety value (S4).
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