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Description 

The  present  invention  relates  to  an  active  sus- 
pension  system  for  an  automotive  vehicle,  compris- 
ing  a  hydropneumatic  unit  operatively  disposed 
between  a  vehicle  body  and  a  vehicular  road 
wheel;  a  vehicular  engine  with  an  output  shaft;  a 
pump  assembly  driven  by  the  output  shaft  of  the 
engine;  a  hydraulic  fluid  circuit  operatively  dis- 
posed  between  the  pump  assembly  and  the 
hydropneumatic  unit,  the  hydraulic  fluid  circuit  in- 
cluding  a  pressure  supply  line  having  one  end 
connected  to  the  pump  assembly  and  an  opposite 
end,  a  control  valve  connected  to  the  opposite  end 
of  the  supply  line  and  the  hydropneumatic  unit,  and 
a  fluid  reservoir;  sensor  means  for  detecting  at 
least  one  operating  variable  of  the  automotive  ve- 
hicle;  an  attitude  control  circuit  operatively  con- 
nected  to  the  senor  means  for  generating  a  sus- 
pension  control  signal  supplied  to  the  control  valve. 

A  hydraulic  system  of  this  kind  is  disclosed  by 
the  EP-A-0  162  448. 

In  general,  the  conventional  automotive  hydrau- 
lic  system  includes  an  engine  driven  fluid  pump  as 
a  fluid  pressure  source  for  supplying  a  pressurized 
working  fluid  to  automotive  devices,  such  as  a 
hydraulic  actuator,  a  hydraulic  suspension  damper 
and  so  forth.  The  engine  driven  fluid  pump  is 
generally  driven  by  an  output  torque  of  the  engine. 
The  hydraulic  system  also  includes  a  pressure 
relief  valve  for  maintaining  the  working  pressure  in 
a  pressure  line  below  a  predetermined  pressure 
level. 

In  such  engine  driven  fluid  pump,  the  pump 
speed  is  naturally  variable  depending  upon  the 
engine  revolution  speed.  This  differentiates  fluid 
pressure  supply  efficiency.  In  the  hydraulically  op- 
erable  automotive  devices,  such  as  hydraulic  sus- 
pension  system,  such  variation  of  the  fluid  pressure 
in  the  hydraulic  system  will  influence  to  perfor- 
mance  or  response  characteristics  of  the  auto- 
motive  hydraulic  devices.  In  order  to  maintain  de- 
sired  minimum  performance  of  the  automotive  hy- 
draulic  device,  the  discharge  ratio  of  the  working 
fluid  at  the  engine  minimum  revolution  speed  can 
be  set  at  the  rated  flow.  By  this  extra  amount  of 
working  fluid  to  be  relieved  through  a  return  line  of 
the  hydraulic  system  increases  as  increasing  the 
engine  revolution  speed. 

Here,  assuming  the  set  relief  pressure  of  the 
pressure  relief  valve  is  Pr,  the  pump  speed  which 
correspond  to  the  engine  speed  is  N,  the  discharge 
amount  of  the  fluid  pump  per  revolution  is  Q, 
power  P  to  be  consumed  by  the  fluid  pump  can 
illustrated  by: 

P  =  (Pr  +  a)  x  N  x  Q 

where  a  is  a  constant 
As  will  be  seen  herefrom,  the  consumed  power  P 
is  proportional  to  the  pump  speed  and  thus  in- 
creases  according  to  increase  of  the  engine  speed. 

5  The  consumed  power  P  by  the  fluid  pump  serves 
as  power  lose  of  the  engine  to  cause  drop  of  fuel 
economy. 

Furthermore,  in  the  conventional  system,  since 
the  conventional  fluid  pump  maintains  predeter- 

io  mined  pump  speed  for  maintaining  the  rated  flow 
even  in  low  engine  speed  condition,  such  as  the 
engine  idling  condition  while  the  vehicle  is  stop- 
ping.  In  case  that  the  automotive  hydraulic  device 
is  a  hydraulic  suspension  system,  such  as  an  ac- 

75  tively  controlled  suspension  system,  all  of  the  pres- 
sure  control  valve  is  shut  to  maintain  the  fluid 
pressure  constant  so  as  not  to  cause  height  vari- 
ation.  This  clearly  wastes  the  engine  output  power. 

Furthermore,  even  when  the  vehicle  is  running, 
20  the  required  fluid  pressure  may  be  variable  de- 

pending  upon  the  vehicle  driving  condition.  Name- 
ly,  when  the  vehicle  is  running  in  steady  or  stable 
condition  in  straight,  required  fluid  pressure  in  the 
actively  controlled  suspension  system  will  be  sub- 

25  stantially  small  since  no  substantial  attitude  change 
will  occur.  On  the  other  hand,  when  the  vehicle 
travels  through  a  corner  to  cause  vehicular  rolling, 
higher  fluid  pressure  has  to  be  required  for  obtain- 
ing  quick  response  to  attitude  change  for  quickly 

30  regulate  the  vehicular  attitude.  In  order  to  satisfy 
the  requirement  for  the  higher  fluid  pressure  at 
unstable  vehicle  driving  condition,  the  fluid  pres- 
sure  during  vehicle  running  condition  has  to  be  set 
at  a  level  which  is  unnecessary  for  steady  or  stable 

35  state  vehicle  driving.  This  also  serves  to  cause 
power  lose  and  whereby  to  cause  degradation  of 
the  fuel  economy. 

Furthermore,  the  power  lose  during  the  vehicle 
running  condition  may  cause  lowering  of  the  ve- 

40  hide  acceleration  characteristics  and  performance 
and  degradation  of  the  drivability. 

Therefore,  it  is  a  principle  object  of  the  present 
invention  to  provide  a  hydraulic  pressure  supply 
system  which  saves  energy  lose  and  whereby  re- 

45  duces  a  load  on  the  engine. 
Another  object  of  the  invention  is  to  provide  a 

hydraulic  pressure  supply  system  which  is  variable 
of  pressure  supply  rate  depending  upon  the  vehicle 
driving  condition  and  whereby  minimize  power 

50  lose. 
In  order  to  accomplish  these  objects,  a  suspen- 

sion  system  according  to  the  invention  is  character- 
ized  in  that  said  pump  assembly  includes  a  first 
fluid  discharge  pump  portion  always  connected  to 

55  said  one  end  of  said  supply  line  and  a  second  fluid 
discharge  pump  portion  which  is  always  connected 
to  a  flow  direction  control  valve,  and  said  flow 
direction  control  valve  has  a  first  position  in  which 
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said  second  fluid  discharge  pump  portion  is  di- 
rectly  connected  to  said  fluid  reservoir  and  a  sec- 
ond  position  in  which  said  second  fluid  discharge 
pump  portion  is  isolated  from  said  fluid  reservoir 
and  directly  connected  to  said  one  end  of  said  fluid 
supply  line,  and  said  flow  direction  control  valve  is 
under  the  control  of  a  discharge  control  circuit  and 
assumes  said  first  position  during  a  first  operation 
mode  which  requires  a  low  fluid  discharge  rate 
from  said  pump  assembly  or  said  second  position 
during  a  second  operation  mode  which  requires  a 
high  fluid  discharge  rate. 

In  the  practical  control  of  the  discharge  rate  of 
the  fluid  pump,  greater  discharge  rate  is  ordered 
while  the  vehicle  is  running,  than  that  during  ve- 
hicle  stopping  condition. 

According  to  one  embodiment  of  the  invention, 
a  hydraulic  suspension  system  for  an  automotive 
vehicle  comprises  a  hydraulic  cylinder  disposed 
between  a  vehicle  body  and  a  suspension  member 
rotatably  supporting  a  vehicular  wheel,  the  hydrau- 
lic  cylinder  defining  a  pressure  chamber  filled  with 
a  working  fluid  and  connected  to  a  hydraulic  circuit 
for  varying  fluid  pressure  in  the  pressure  chamber 
for  generating  a  variable  damping  force  against 
relative  displacement  between  the  vehicle  body 
and  the  suspension  member  for  regulating  the  ve- 
hicular  attitude,  a  working  fluid  pressure  source 
which  includes  a  pressurized  fluid  source  means 
for  generating  fluid  pressure  therein,  the  pressur- 
ized  fluid  source  means  being  associated  with  an 
automotive  engine  to  be  driven  by  the  output 
torque  of  the  engine,  which  working  fluid  pressure 
source  is  variable  of  the  working  fluid  discharge 
rate  at  least  between  a  first  greater  rate  and  a 
second  smaller  rate,  a  detector  means  for  monitor- 
ing  a  preselected  control  parameter  which  repre- 
sentative  of  the  load  condition  in  suspension  con- 
trol  for  regulating  the  vehicular  attitude  to  produce 
a  detector  signal  having  a  value  variable  at  least 
between  a  first  value  representative  of  high  control 
load  condition  and  a  second  value  representative  of 
low  control  load  condition,  and  control  means,  as- 
sociated  with  the  working  fluid  pressure  source  and 
responsive  to  the  detector  signal  for  varying  work- 
ing  fluid  discharge  rate  between  the  first  and  sec- 
ond  rate,  the  control  means  operating  the  working 
fluid  pressure  source  for  supplying  pressurized  flu- 
id  at  the  first  rate  in  response  to  the  first  value  of 
the  detector  signal. 

According  to  another  embodiment  of  the  inven- 
tion,  an  actively  controlled  automotive  suspension 
system  for  an  automotive  vehicle  comprises  a  hy- 
draulic  cylinder  disposed  between  a  vehicle  body 
and  a  suspension  member  rotatably  supporting  a 
vehicular  wheel,  the  hydraulic  cylinder  defining  a 
pressure  chamber  filled  with  a  working  fluid  and 
connected  to  a  hydraulic  circuit  for  varying  fluid 

pressure  in  the  pressure  chamber  for  generating  a 
variable  damping  force  against  relative  displace- 
ment  between  the  vehicle  body  and  the  suspension 
member  for  regulating  the  vehicular  attitude,  a 

5  working  fluid  pressure  source  which  includes  a 
pressurized  fluid  source  means  for  generating  fluid 
pressure  therein,  the  pressurized  fluid  source 
means  being  associated  with  an  automotive  engine 
to  be  driven  by  the  output  torque  of  the  engine, 

io  which  working  fluid  pressure  source  is  variable  of 
the  working  fluid  discharge  rate  at  least  between  a 
first  greater  rate  and  a  second  smaller  rate,  a 
sensor  for  monitoring  vehicular  attitude  for  produc- 
ing  a  sensor  signal  having  a  value  indicative  of 

is  magnitude  of  attitude  change  of  the  vehicle  body, 
an  attitude  controller  means  for  deriving  a  control 
signal  based  on  the  sensor  signal  for  varying  fluid 
pressure  in  the  pressure  chamber  and  whereby 
regulating  the  vehicular  attitude,  a  detector  means 

20  for  monitoring  a  preselected  control  parameter 
which  representative  of  the  load  condition  in  sus- 
pension  control  for  regulating  the  vehicular  attitude 
to  produce  a  detector  signal  having  a  value  variable 
at  least  between  a  first  value  representative  of  high 

25  control  load  condition  and  a  second  value  repre- 
sentative  of  low  control  load  condition,  and  control 
means,  associated  with  the  working  fluid  pressure 
source  and  responsive  to  the  detector  signal  for 
varying  working  fluid  discharge  rate  between  the 

30  first  and  second  rate,  the  control  means  operating 
the  working  fluid  pressure  source  for  supplying 
pressurized  fluid  at  the  first  rate  in  response  to  the 
first  value  of  the  detector  signal. 

The  attitude  control  means  includes  a  pressure 
35  control  valve  disposed  within  the  hydraulic  circuit 

for  controlling  supply  and  drain  of  working  fluid 
pressure  in  the  pressure  chamber,  the  pressure 
control  valve  being  variable  of  the  valve  position  at 
least  between  pressure  supply  position  and  pres- 

40  sure  drain  position  depending  upon  a  value  of 
control  signal  derived  on  the  basis  of  the  sensor 
signal  value. 

In  the  practical  construction,  the  working  fluid 
source  comprises  a  first  and  second  fluid  pumps 

45  drivingly  connected  to  the  automotive  engine  to  be 
driven  by  the  output  torque  thereof,  the  first  fluid 
pump  being  directly  connected  to  a  pressure  sup- 
ply  line  connecting  said  working  fluid  source  to  the 
hydraulic  circuit  and  the  second  fluid  pump  being 

50  connected  to  the  hydraulic  circuit  via  a  pressure 
supply  control  valve  serving  as  the  control  means 
for  selectively  establishing  and  blocking  fluid  com- 
munication  between  the  second  fluid  pump  and  the 
hydraulic  circuit,  the  pressure  supply  control  valve 

55  being  responsive  to  the  first  value  of  the  detector 
signal  for  establishing  fluid  communication  between 
the  second  fluid  pump  and  the  hydraulic  circuit. 

On  the  other  hand,  the  detector  means  may 
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detect  vehicle  speed  lower  than  a  predetermined 
speed  to  produce  the  second  value  of  detector 
signal  and  to  produce  the  first  value  of  detector 
signal  otherwise.  The  detector  means  detects  the 
vehicle  substantially  at  stopping  condition  to  pro- 
duce  the  second  value  of  detector  signal.  In  the 
alternative,  the  detector  means  detects  the  control 
signal  ordering  increase  of  the  fluid  pressure  in  the 
pressure  chamber  to  produce  the  first  value  of 
detector  signal  and  to  produce  the  second  value  of 
detector  signal  otherwise. 

According  to  a  further  embodiment  of  the  in- 
vention,  a  hydraulic  pressure  supply  system  for  a 
hydraulically  operated  vehicular  device  comprising: 
suspension  system  for  an  automotive  vehicle  com- 
prises  a  working  fluid  pressure  source  which  in- 
cludes  a  pressurized  fluid  source  means  for  gen- 
erating  fluid  pressure  therein,  the  pressurized  fluid 
source  means  being  associated  with  an  automotive 
engine  to  be  driven  by  the  output  torque  of  the 
engine,  which  working  fluid  pressure  source  is  vari- 
able  of  the  working  fluid  discharge  rate  at  least 
between  a  first  greater  rate  and  a  second  smaller 
rate,  a  detector  means  for  monitoring  a  preselected 
control  parameter  which  representative  of  the  load 
condition  in  the  hydraulically  operated  vehicular 
device  for  producing  a  detect  signal  having  a  value 
variable  at  least  between  a  first  value  representa- 
tive  of  high  load  condition  and  a  second  value 
representative  of  low  load  condition,  and  control 
means,  associated  with  the  working  fluid  pressure 
source  and  responsive  to  the  detector  signal  for 
varying  working  fluid  discharge  rate  between  the 
first  and  second  rate,  the  control  means  operating 
the  working  fluid  pressure  source  for  supplying 
pressurized  fluid  at  the  first  rate  in  response  to  the 
first  value  of  the  detector  signal. 

According  to  a  still  further  embodiment  of  the 
invention,  a  hydraulic  pressure  supply  system  for  a 
hydraulically  operated  vehicular  device  comprising: 
suspension  system  for  an  automotive  vehicle  com- 
prises  a  working  fluid  pressure  source  which  in- 
cludes  a  pressurized  fluid  pump  means  for  gen- 
erating  fluid  pressure  therein,  the  pressurized  fluid 
pump  means  being  drivingly  associated  with  an 
automotive  engine  to  be  driven  by  the  output 
torque  of  the  engine  for  varying  working  fluid  dis- 
charge  rate  depending  upon  the  engine  revolution 
speed,  which  working  fluid  pressure  source  is  fur- 
ther  variable  of  the  working  fluid  supply  rate  at 
least  between  a  first  greater  rate  and  a  second 
smaller  rate,  a  detector  means  for  monitoring  a 
preselected  control  parameter  which  representative 
of  the  load  condition  in  the  hydraulically  operated 
vehicular  device  for  producing  a  detect  signal  hav- 
ing  a  value  variable  at  least  between  a  first  value 
representative  of  high  load  condition  and  a  second 
value  representative  of  low  load  condition,  and  con- 

trol  means,  associated  with  the  working  fluid  pres- 
sure  source  and  responsive  to  the  detector  signal 
for  varying  working  fluid  supply  rate  between  the 
first  and  second  rate,  the  control  means  operating 

5  the  working  fluid  pressure  source  for  supplying 
pressurized  fluid  at  the  first  in  response  to  the  first 
value  of  the  detector  signal. 

BRIEF  DESCRIPTION  OF  THE  DRAWINGS 
10 

In  the  drawings: 
Fig.  1  is  a  diagram  of  an  actively  controlled 
automotive  suspension  system  to  which  the  pre- 
ferred  embodiment  of  a  hydraulic  pressure  sup- 

15  ply  system  according  to  the  present  invention; 
Fig.  2  is  an  enlarged  section  showing  the  detail 
of  a  pressure  control  valve  employed  in  the 
actively  controlled  automotive  suspension  sys- 
tem; 

20  Figs.  3(a)  and  3(b)  are  sectional  view  similar  to 
Fig.  2,  but  showing  the  condition  where  a  piston 
in  the  pressure  control  valve  assembly  is  shifted 
downwardly  for  reducing  fluid  pressure  in  a  fluid 
chamber  of  a  hydraulic  cylinder  in  the  suspen- 

25  sion  system  and  upwardly  to  increase  the  fluid 
pressure  in  the  fluid  chamber; 
Fig.  4  is  a  chart  showing  variation  of  fluid  pres- 
sure  to  be  delivered  to  a  hydraulic  cylinder 
according  to  the  valve  position  of  the  pressure 

30  control  valve  in  the  actively  controlled  auto- 
motive  suspension  system  of  Fig.  1  ; 
Fig.  5  is  a  circuit  diagram  of  the  first  embodi- 
ment  of  a  hydraulic  circuit  of  the  actively  con- 
trolled  suspension  system  according  to  the  in- 

35  vention; 
Fig.  6  is  a  chart  showing  a  working  fluid  dis- 
charge  characteristics  of  a  fluid  pump  employed 
in  the  first  embodiment  of  the  hydraulic  pressure 
supply  system  of  Fig.  5; 

40  Fig.  7  is  a  circuit  diagram  of  the  second  em- 
bodiment  of  a  hydraulic  circuit  of  the  actively 
controlled  suspension  system  according  to  the 
invention; 
Fig.  8  is  a  chart  showing  a  working  fluid  dis- 

45  charge  characteristics  of  a  fluid  pump  employed 
in  the  second  embodiment  of  the  hydraulic  pres- 
sure  supply  system  of  Fig.  7; 
Fig.  9  is  a  circuit  diagram  of  the  third  embodi- 
ment  of  a  hydraulic  circuit  of  the  actively  con- 

50  trolled  suspension  system  according  to  the  in- 
vention; 
Fig.  10  is  a  schematic  block  diagram  of  a  con- 
trol  unit  employed  in  the  third  embodiment  of 
the  actively  controller  suspension  system  of  Fig. 

55  9; 
Fig.  11  is  a  timing  chart  showing  operation  of 
the  control  unit  of  Fig.  10; 
Fig.  12  is  a  chart  showing  a  working  fluid  dis- 

4 
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charge  characteristics  of  the  fluid  pump  to  be 
employed  in  the  third  embodiment  of  the  ac- 
tively  controlled  suspension  system  of  Fig.  9; 
Fig.  13  is  a  schematic  block  diagram  of  another 
embodiment  of  the  control  unit  in  the  actively 
controlled  suspension  system  of  Fig.  9; 
Fig.  14  is  a  timing  chart  showing  operation  of 
the  control  unit  of  Fig.  13; 
Fig.  15  is  a  schematic  block  diagram  of  a  further 
embodiment  of  the  control  unit  in  the  actively 
controlled  suspension  system  of  Fig.  9; 
Fig.  16  is  a  graph  showing  relationship  between 
accelerations  affecting  vehicular  attitude  and 
amount  of  working  fluid  to  be  consumed; 
Fig.  17  is  a  circuit  diagram  of  the  fourth  embodi- 
ment  of  a  hydraulic  circuit  of  the  actively  con- 
trolled  suspension  system  according  to  the  in- 
vention; 
Fig.  18  is  a  chart  showing  discharge  characteris- 
tics  of  the  fluid  pump  employed  in  the  fourth 
embodiment  of  the  hydraulic  circuit  of  the  ac- 
tively  controlled  suspension  system; 
Fig.  19  is  a  circuit  diagram  of  the  fifth  embodi- 
ment  of  a  hydraulic  circuit  of  the  actively  con- 
trolled  suspension  system  according  to  the  in- 
vention; 
Fig.  20  is  a  chart  showing  discharge  characteris- 
tics  of  the  fluid  pump  employed  in  the  fifth 
embodiment  of  the  hydraulic  circuit  of  the  ac- 
tively  controlled  suspension  system; 
Fig.  21  is  a  circuit  diagram  of  the  sixth  embodi- 
ment  of  a  hydraulic  circuit  of  the  actively  con- 
trolled  suspension  system  according  to  the  in- 
vention;  and 
Fig.  22  is  a  chart  showing  discharge  characteris- 
tics  of  the  fluid  pump  employed  in  the  sixth 
embodiment  of  the  hydraulic  circuit  of  the  ac- 
tively  controlled  suspension  system. 

DESCRIPTION  OF  THE  PREFERRED  EMBODI- 
MENT̂  

In  order  to  facilitate  better  understanding  of  the 
preferred  embodiment  of  a  hydraulic  pressure  sup- 
ply  system,  according  to  the  invention,  one  of  the 
example  of  actively  controlled  suspension  systems 
will  be  discussed  in  advance  of  discussion  of  the 
preferred  embodiments  of  the  hydraulic  systems. 
Referring  now  to  the  drawing,  particularly  to  Fig.  1, 
a  vehicle  has  four  suspension  systems  for  respec- 
tively  suspending  vehicle  body  14  on  front-left, 
front-right,  rear-left  and  rear-right  road  wheels 
11FL,  11FR,  11RL  and  11RR.  Each  of  the  front-left, 
front-right,  rear-left  and  rear-right  suspension  sys- 
tems  comprises  a  suspension  member  13,  such  as 
a  suspension  link,  a  suspension  arm  and  so  forth, 
and  a  suspension  assembly  which  is  interposed 
between  the  vehicle  body  14  and  the  suspension 

member  13.  The  suspension  assembly  has  a  hy- 
draulic  cylinder  16  which  serves  as  an  actuator  for 
generating  against  bounding  and  rebounding  mo- 
tion  between  the  vehicle  body  and  the  suspension 

5  member,  and  a  coil  spring  18. 
It  should  be  appreciated  that,  in  the  shown 

embodiment,  the  coil  spring  18  is  not  necessary  to 
damp  dynamic  kinematic  energy  and  should  resil- 
iency  support  only  static  load  to  be  exerted  be- 

io  tween  the  vehicle  body  and  the  suspension  mem- 
ber.  However,  it  should  be,  of  course,  possible  to 
employ  the  coil  spring  which  can  be  strong  enough 
to  damp  part  of  dynamic  kinematic  energy  in  rela- 
tive  bounding  and  rebounding  motion  of  the  vehicle 

is  body  and  the  suspension  member. 
The  hydraulic  cylinder  16  has  a  hollow  cylinder 

housing  16a  filled  with  a  viscous  working  fluid  and 
a  piston  16b  sealingly  and  thrustingly  disposed 
within  the  internal  space  of  the  cylinder  housing  to 

20  divide  the  cylinder  space  into  upper  and  lower  fluid 
chambers  16d  and  16e.  A  piston  rod  16c  extends 
through  one  end  of  the  cylinder  housing  16a.  The 
other  end  of  the  cylinder  housing  16a  is  connected 
to  one  of  the  vehicle  body  14  and  the  suspension 

25  member  13.  On  the  other  hand,  the  end  of  the 
piston  rod  16c  is  connected  to  the  other  of  the 
vehicle  body  14  and  the  suspension  member  13. 

In  the  practical  construction  of  the  shown  em- 
bodiment  of  the  actively  controlled  suspension  sys- 

30  tern,  the  piston  rod  16c  extends  downwardly 
through  the  cylinder  housing  16a  to  be  connected 
to  the  suspension  member  13  at  the  lower  end 
thereof.  Therefore,  the  top  end  of  the  cylinder 
housing  16a  is  connected  to  the  vehicle  body  14. 

35  The  hydraulic  cylinder  16  of  the  suspension 
assembly  is  connected  to  a  hydraulic  pressure 
source  unit  100  via  a  hydraulic  circuit  which  in- 
cludes  pressure  control  valve  12.  The  pressure 
control  valve  12  is  electrically  operable  and  con- 

40  nected  to  a  microprocessor-based  control  unit  200. 
The  hydraulic  circuit  17  includes  a  supply  line  17s 
and  a  drain  line  17d.  The  pressure  source  unit  100 
generally  comprises  a  pressure  unit  103  and  a 
reservoir  tank  109.  The  pressure  unit  103  is  con- 

45  nected  to  the  reservoir  tank  109  to  suck  the  vis- 
cous  working  fluid  in  the  reservoir  tank  109  to  feed 
to  the  pressure  control  valve  12  via  the  supply  line 
17s.  On  the  other  hand,  the  drain  line  17d  is 
connected  to  the  reservoir  109  to  return  the  work- 

so  ing  fluid  thereto. 
As  seen  from  Fig.  1,  a  pressure  accumulators 

20  are  communicated  with  the  upper  fluid  chamber 
16d  of  the  hydraulic  cylinder  16  via  a  pressure  line 
30.  A  throttle  valve  19  is  inserted  between  the 

55  upper  fluid  chamber  16d  and  the  pressure  accu- 
mulator  30.  In  the  shown  embodiment,  the  throttle 
valve  19  has  a  fixed  throttling  rate. 

Fig.  2  shows  the  detailed  construction  of  the 

5 
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hydraulic  cylinder  16  and  the  pressure  control 
valve  12.  As  will  be  seen  from  Fig.  2,  the  hollow 
cylinder  housing  16a  is  formed  with  a  port  16f 
communicating  the  upper  fluid  chamber  16d  to  an 
outlet  port  28d  of  the  pressure  control  valve  12  via 
a  communication  line  17.  Though  Fig.  2  does  not 
show  clear  construction,  the  lower  fluid  chamber 
16e  is  defined  as  an  enclosed  space  and  is  filled 
with  the  viscous  working  fluid.  The  pressure  of  the 
working  fluid  in  the  lower  fluid  chamber  16e  at  an 
initial  position  of  the  piston  16c  serves  as  a  refer- 
ence  pressure  and  per  se  serves  as  resistance  for 
downward  movement  of  the  piston. 

The  pressure  control  valve  12  has  a  valve 
housing  28  having  the  aforementioned  outlet  port 
28d,  an  inlet  port  28b  and  a  drain  port  28c.  Re- 
spective  inlet  port  28b,  the  drain  port  28c  and  the 
outlet  port  28d  are  connected  to  a  valve  bore  28a 
defined  within  the  valve  housing  28.  A  valve  spool 
29  is  disposed  within  the  valve  bore  28a  for  thrust- 
ing  movement  therein.  The  valve  spool  29  has  first, 
second  and  third  lands  29a,  29b  and  29c.  As  will 
be  seen  from  Fig.  2,  the  third  land  29c  has  smaller 
diameter  than  that  of  the  first  and  second  lands 
29a  and  29b.  The  third  land  29c  defines  a  fifth 
pressure  control  chamber  28h  which  is  connected 
to  the  drain  port  28c  via  a  drain  path  28f.  An 
actuator  piston  30  is  also  disposed  within  the  valve 
bore  28a.  The  actuator  piston  30  opposes  the 
second  land  29b  in  spaced  apart  relationship  to 
define  a  second  pressure  control  chamber  281 
which  is  connected  to  the  drain  port  28c  via  a  drain 
path  28e.  An  annular  pressure  chamber  28j  is 
defined  between  the  first  and  second  lands  29a 
and  29b.  The  pressure  chamber  28j  is  constantly 
communicated  with  the  outlet  port  28d  and  where- 
by  communicated  with  the  upper  fluid  chamber 
16d.  On  the  other  hand,  the  pressure  chamber  28j 
shifts  according  to  shifting  of  the  valve  spool  29  to 
selectively  communicate  with  the  inlet  port  28b  and 
the  drain  port  28c.  On  the  other  hand,  an  pressure 
control  chamber  28k  is  defined  between  the  first 
and  third  lands  29a  and  29c.  The  pressure  control 
chamber  28k  is  in  communication  with  the  outlet 
port  28d  via  a  pilot  path  28g.  A  bias  spring  31  is 
interposed  between  the  actuator  piston  30  and  the 
valve  spool  29.  The  actuator  piston  30  contacts 
with  an  actuator  rod  32a  of  an  electrically  operable 
actuator  32  which  comprises  an  electromagnetic 
solenoid.  The  solenoid  32  comprises  a  proportion- 
ing  solenoid. 

In  order  to  increase  the  supply  pressure  of  the 
working  fluid,  the  spool  valve  29  is  shifted  to  the 
position  shown  in  Fig.  3(A)  to  increase  path  area  at 
a  throttle  constituted  at  the  inner  end  of  the  inlet 
port  18b  by  means  of  the  land  29a  of  the  spool 
valve  29.  On  the  other  hand,  in  order  to  decrease 
the  supply  pressure  of  the  working  fluid,  the  spool 

valve  is  shifted  to  the  position  shown  in  Fig.  3(B) 
to  decrease  the  path  area  at  the  throttle  of  the 
inner  end  of  the  inlet  port  28b  and  opens  the  drain 
port  28b  which  is  normally  blocked  by  means  of 

5  the  land  29b  of  the  spool  valve. 
Construction  of  the  pressure  control  valves 

should  not  be  specified  to  the  construction  as  illus- 
trated  in  Figs.  2,  3(A)  and  3(B)  but  can  be  re- 
placed  with  any  appropriate  constructions.  For  Ex- 

io  ample,  the  pressure  control  valve  constructions  as 
illustrated  in  European  Patent  First  Publication  01 
93  124,  set  forth  above,  can  also  be  employed. 
The  disclosure  of  the  aforementioned  European. 
Patent  First  Publication  01  93  12  is  herein  incor- 

15  porated  by  reference  for  the  sake  of  disclosure. 
As  seen  from  Fig.  2,  the  proportioning  solenoid 

32  comprises  the  actuator  rod  32a  and  a  solenoid 
coil  32b.  The  solenoid  coil  32b  is  energized  by 
suspension  control  signal  V3  from  the  controller 

20  200.  In  the  shown  embodiment  of  the  pressure 
control  valve,  the  working  fluid  pressure  P  at  the 
outlet  port  28d  is  variable  according  to  the  char- 
acteristics  shown  in  Fig.  4.  Namely,  when  the  con- 
trol  valve  V3  as  represented  by  the  suspension 

25  control  signal  is  zero,  the  pressure  P  at  the  outlet 
port  28d  becomes  Po  determined  according  to  a 
predetermined  offset  pressure  Po.  When  the  sus- 
pension  control  signal  value  in  positive  value  in- 
creases,  the  fluid  pressure  P  at  the  outlet  port  28d 

30  increases  with  a  predetermined  proportioning  gain 
Ki  .  Namely,  by  increasing  of  the  suspension  con- 
trol  value  V3,  the  actuator  rod  32a  is  driven  down- 
wardly  in  Fig.  2  at  a  magnitude  toward  to  position 
of  Fig.  3(A)  to  achieve  increasing  of  the  fluid 

35  pressure  with  the  predetermined  proportioning  gain 
Ki  .  The  fluid  pressure  P  at  the  outlet  port  28d 
saturate  at  the  output  pressure  P2  of  the  pressure 
unit  100.  On  the  other  hand,  when  the  suspension 
control  signal  value  V3  decreases,  the  pressure 

40  decreases  to  zero  to  by  shifting  of  the  actuator  rod 
32a  toward  the  direction  to  Fig.  3(B). 

The  actuator  rod  32a  of  the  proportioning  sole- 
noid  32  is  associated  with  the  actuator  piston  32c. 
Contact  between  the  actuation  rod  32a  and  the 

45  actuator  piston  32c  can  be  maintained  by  the  resil- 
ient  force  of  the  bias  spring  32d  which  normally 
biases  the  actuator  piston  toward  the  actuation  rod. 
On  the  other  hand,  the  spring  force  of  the  bias 
spring  32d  is  also  exerted  on  the  valve  spool  29  to 

50  constantly  bias  the  valve  spool  downwardly  in  Fig. 
2.  The  valve  spool  29  also  receives  upward  hydrau- 
lic  force  from  the  pressure  control  chamber  28k. 
Therefore,  the  valve  spool  29  is  oriented  at  the 
position  in  the  valve  bore  at  the  position  where  the 

55  downward  bias  of  the  bias  spring  32d  balances 
with  the  upward  hydraulic  force  of  the  pressure 
control  chamber  28k. 

When  bounding  motion  occurs  at  the  suspen- 
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sion  member,  the  piston  16c  of  the  hydraulic  cyl- 
inder  16  shifts  upwardly  to  cause  increasing  of  the 
fluid  pressure  in  the  upper  chamber  16d.  This 
causes  increasing  of  the  fluid  pressure  at  the  outlet 
port  28d  of  the  pressure  control  valve  12.  As  a 
result,  the  fluid  pressure  in  the  pressure  control 
chamber  28k  increases  by  the  pressure  introduced 
through  the  pilot  path  28g  to  destroy  the  balance 
between  the  downward  bias  of  the  bias  spring  32d 
and  the  upward  hydraulic  force  of  the  pressure 
control  chamber  28k.  This  causes  upward  move- 
ment  of  the  valve  spool  29  against  the  spring  force 
of  the  bias  spring  32d,  as  shown  in  Fig.  3(B).  As  a 
result,  path  area  of  the  drain  port  28c  increases 
and  the  inlet  port  28b  becomes  being  blocked. 
Therefore,  the  fluid  pressure  in  the  fluid  chamber 
16d  is  drained  through  the  drain  port.  Therefore, 
the  increased  fluid  pressure  in  the  fluid  chamber 
16d  of  the  hydraulic  cylinder  16  can  be  success- 
fully  absorbed  so  that  the  bounding  energy  input 
from  the  suspension  member  will  not  be  transmit- 
ted  to  the  vehicle  body. 

When  rebounding  motion  occurs  at  the  suspen- 
sion  member,  the  piston  16c  of  the  hydraulic  cyl- 
inder  16  shifts  downwardly  to  cause  decreasing  of 
the  fluid  pressure  in  the  upper  chamber  16d.  This 
causes  decreasing  of  the  fluid  pressure  at  the 
outlet  port  28d  of  the  pressure  control  valve  12.  As 
a  result,  the  fluid  pressure  in  the  pressure  control 
chamber  28k  decreases  by  the  pressure  intro- 
duced  through  the  pilot  path  28g  to  destroy  the 
balance  between  the  downward  bias  of  the  bias 
spring  32d  and  the  upward  hydraulic  force  of  the 
pressure  control  chamber  28k.  This  causes  down- 
ward  movement  of  the  valve  spool  29  against  the 
spring  force  of  the  bias  spring  32d,  as  shown  in 
Fig.  3(A).  As  a  result,  path  area  of  the  inlet  port 
28b  increases  and  the  drain  port  28c  becomes 
being  blocked.  Therefore,  the  fluid  pressure  in  the 
upper  fluid  chamber  16d  is  increased  by  the  pres- 
sure  introduced  through  the  inlet  port.  Therefore, 
the  decreased  fluid  pressure  in  the  fluid  chamber 
16d  of  the  hydraulic  cylinder  16  can  be  success- 
fully  absorbed  so  that  the  rebounding  energy  input 
from  the  suspension  member  will  not  be  transmit- 
ted  to  the  vehicle  body. 

Here,  since  no  flow  resisting  element,  such  as 
orifice,  throttling  valve,  is  disposed  between  the 
fluid  reservoir  109  and  the  drain  port  28c,  no 
damping  force  against  the  upward  motion  of  the 
piston  16c  in  the  hydraulic  cylinder  16  will  be 
produced  in  response  to  the  bounding  motion  of 
the  suspension  member.  Since  the  damping  force 
exerted  on  the  piston  16c  may  serves  to  allow 
transmission  of  the  part  of  bounding  energy  to  the 
vehicle  body  to  cause  rough  ride  feeling,  the 
shown  embodiment  of  the  suspension  system  may 
provide  satisfactorily  high  level  riding  comfort  by 

completely  absorbing  the  bounding  and  rebounding 
energy  set  forth  above. 

The  detailed  construction  of  the  pressure 
source  unit  100  with  the  first  embodiment  of  a 

5  hydraulic  circuit  as  a  hydraulic  pressure  supply 
system,  will  be  discussed  herebelow  with  reference 
to  Fig.  5.  As  will  be  seen  from  Fig.  5,  the  pressure 
unit  103  comprises  a  fluid  pump  unit  which  com- 
prises  a  primary  pump  103a  and  a  secondary 

io  pump  103b  which  is  associated  with  the  primary 
pump  in  tandem  relationship.  The  discharge  rate  of 
the  secondary  pump  103b  is  selected  substantially 
greater  than  that  of  the  primary  pump  103a.  In 
addition,  the  discharge  rate  of  the  secondary  pump 

is  103b  is  determined  in  view  of  the  required  maxi- 
mum  working  fluid  flow  rate  Qmax  in  the  hydraulic 
circuit.  On  the  other  hand,  the  discharge  rate  of  the 
primary  pump  103a  is  selected  and  determined  in 
view  of  the  internal  leak  amount  Qo  of  the  working 

20  fluid  in  the  pressure  control  valve  12. 
Both  of  the  primary  and  secondary  pumps 

103a  and  103b  of  the  fluid  pump  unit  103  is 
mechanically  and  drivingly  connected  to  an  engine 
output  shaft  102  of  an  automotive  internal  combus- 

25  tion  engine  101  so  as  to  driven  by  the  output 
torque  of  the  engine.  The  primary  pump  103a  has 
an  outlet  through  which  the  pressurized  working 
fluid  is  to  be  discharged,  connected  to  the  pressure 
control  valve  12  via  the  pressure  supply  line  17s. 

30  On  the  other  hand,  the  secondary  pump  103b  is 
connected  to  an  inlet  port  106a  of  a  three  ports 
and  two  position  type  electromagnetic  flow  direc- 
tion  control  valve  106.  The  flow  direction  control 
valve  106  has  two  outlet  ports  106b  and  106c.  The 

35  outlet  port  106b  of  the  flow  direction  control  valve 
106  is  connected  to  the  supply  line  17s  via  a  one- 
way  check  valve  107.  The  flow  direction  control 
valve  106  establishes  fluid  communication  between 
the  inlet  port  106a  and  the  outlet  port  106a  when  it 

40  is  placed  at  a  neutral  position.  The  other  outlet  port 
106c  of  the  flow  direction  control  valve  106  is 
connected  to  the  fluid  reservoir  109  via  a  drain  line 
108.  The  flow  direction  control  valve  106  normally 
blocks  fluid  communication  between  the  inlet  port 

45  106a  and  the  outlet  port  106c  so  as  not  to  drain 
the  pressurized  fluid  to  the  reservoir  109.  The  flow 
direction  control  valve  106  as  actuated  establishes 
fluid  communication  between  the  inlet  port  106a 
and  the  outlet  port  106c  for  draining  the  pressur- 

50  ized  fluid  therethrough.  When  actuated,  the  flow 
direction  control  valve  106,  of  course,  blocks  fluid 
communication  between  the  inlet  port  106a  and  the 
outlet  port  106b  so  as  not  to  supply  the  pressur- 
ized  fluid  to  the  pressure  supply  line  17s. 

55  A  pressure  accumulator  110  is  connected  to  a 
pressure  line  connecting  the  outlet  of  the  secon- 
dary  pump  103b  and  the  inlet  port  106a  of  the  flow 
direction  control  valve  106.  This  pressure  accu- 
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mulator  110  accumulates  fluid  pressure  to  absorb 
surge  pressure  from  the  flow  direction  control  valve 
106.  By  the  presence  of  the  pressure  accumulator 
110,  shock  to  be  exerted  on  the  engine  101  via  the 
secondary  pump  103b  which  the  valve  position  is 
switched  between  the  neutral  position  and  the  ac- 
tuated  position,  can  be  successfully  absorbed. 

A  pressure  relief  circuit  with  a  pressure  relief 
valve  104  is  connected  to  the  pressure  supply  line 
17s  at  a  orientation  downstream  of  the  junction  at 
which  the  outlet  port  106b  of  the  flow  direction 
control  valve  106  is  connected  to  the  pressure 
supply  line.  The  pressure  relief  valve  104  is  set  a 
relief  pressure  at  a  pressure  corresponding  to  the 
rated  pressure  of  the  shown  hydraulic  circuit. 
Therefore,  the  working  fluid  pressure  to  be  intro- 
duced  to  the  pressure  control  valve  12  can  be 
regulated  at  the  rated  pressure.  As  will  be  seen 
from  Fig.  5,  the  drain  line  with  the  pressure  relief 
valve  104  is  connected  to  the  fluid  reservoir  109  to 
return  the  excessive  pressure  to  the  latter.  Down- 
stream  of  the  junction  at  which  the  drain  line  in- 
cluding  the  pressure  relieve  valve  is  connected  to 
the  pressure  supply  line  17s,  a  pressure  accumula- 
tor  111  is  connected  for  accumulating  the  fluid 
pressure  therein.  This  pressure  regulator  111  is 
designed  for  absorbing  pulsation  of  the  working 
fluid  pressure.  The  pressure  accumulator  111  also 
serves  for  fluid  pressure  for  pressure  control  in  the 
hydraulic  cylinder  16  at  better  response  character- 
istics  to  change  of  vehicular  attitude. 

The  pressure  supply  line  17s  of  the  shown 
hydraulic  circuit  is  connected  to  the  inlet  port  28b 
of  the  pressure  control  valve  12.  On  the  other  hand, 
the  drain  port  28c  of  the  pressure  control  valve  12 
is  connected  to  the  fluid  reservoir  109  via  the  drain 
line  17d. 

It  should  be  noted  that  though  the  shown  em- 
bodiment  includes  a  drain  line  17d  simply  connect- 
ing  the  drain  port  28c  of  the  pressure  control  valve 
12  to  the  fluid  reservoir,  the  construction  of  the 
drain  line  17d  may  be  modified  so  as  to  com- 
pletely  shut  the  drain  line  17s  at  a  condition  of  the 
hydraulic  circuit  in  which  the  fluid  communication 
between  the  pressure  control  valve  12  and  the  fluid 
reservoir  109  is  to  be  blocked.  Namely,  as  will  be 
appreciated  and  set  forth  above,  since  the  pressure 
control  valve  12  of  the  shown  embodiment  of  the 
actively  controlled  suspension  system,  employs  a 
thrusting  valve  spool  type  valve,  internal  leakage  of 
the  pressurized  fluid  is  inevitable  at  the  pressure 
control  valve.  The  leakage  of  the  pressurized  work- 
ing  fluid  may  influece  to  the  attitude  control.  Espe- 
cially,  when  the  all  of  the  pressure  lines  are  locked 
for  maintaining  the  working  fluid  pressure  in  the 
upper  fluid  chamber  16d  of  the  hydraulic  cylinder 
16  constant,  leakage  of  the  working  fluid  through 
the  pressure  control  valve  12  will  cause  reduction 

of  the  fluid  pressure  in  the  upper  fluid  chamber 
gradually.  The  modified  construction  of  the  drain 
line  17d  has  been  already  been  proposed  in  the 
co-pending  U.  S.  Patent  Application  entitled 

5  "Actively  Controlled  Automotive  Suspension 
System  with  Line  Pressure  Control  under  Low 
Fluid  Source  Pressure",  filed  on  March  4,  1988. 
The  disclosure  of  the  above-identified  co-pending 
U.  S.  Patent  Application  will  be  herein  incorporated 

io  by  reference  for  the  sake  of  disclosure. 
In  the  shown  embodiment  of  Figs.  1  through  5, 

the  control  unit  200  is  connected  to  a  lateral  accel- 
eration  sensor  22  which  monitors  lateral  accelera- 
tion  to  be  exerted  on  the  vehicle  body  and  where- 

15  by  monitors  vehicular  rolling  moment.  The  lateral 
acceleration  sensor  22  produces  a  lateral  accelera- 
tion  indicative  signal  indicative  of  the  monitored 
lateral  acceleration.  A  vertical  acceleration  sensor 
23  is  also  connected  to  the  control  unit  200  to 

20  monitor  bounding  and  rebounding  motion  of  the 
vehicle  to  produce  a  vertical  acceleration  indicative 
signal.  Furthermore,  a  longitudinal  acceleration  sen- 
sor  24  is  connected  to  the  control  unit  200  to 
monitor  longitudinal  acceleration  to  be  exerted  on 

25  the  vehicle  body,  which  representative  of  a  mag- 
nitude  of  pitching  motion  of  the  vehicle  body,  to 
produce  a  longitudinal  acceleration  indicative  sig- 
nal.  Based  on  the  vehicular  attitude  change  indica- 
tive  parameters,  i.e.  lateral  acceleration  indicative 

30  signal  value,  the  vertical  acceleration  indicative  sig- 
nal  value  and  the  longitudinal  acceleration  indica- 
tive  signal  value,  the  control  unit  200  performs 
control  operation  for  suppressing  vehicular  attitude 
change,  i.e.  anti-rolling,  anti-bouncing  and  anti- 

35  pitching  operation. 
Practically,  the  control  unit  200  controls  the 

position  of  the  pressure  control  valve  12  for  adjust- 
ing  the  working  fluid  pressure  in  the  upper  fluid 
chamber  16d  of  the  hydraulic  cylinder  16.  Anti- 

40  rolling,  anti-bouncing  and  anti-pitching  suspension 
control  operations  to  be  performed  by  the  control 
unit  200  have  been  disclosed  in  U.  S.  Patent 
4,702,490,  issued  on  October  27,  1987;  U.  S.  Pat- 
ent  Application  Serial  No.  052,934,  filed  on  May  22, 

45  1987;  U.  S.  Patent  Application  Serial  No.  059,888, 
filed  on  June  9,  1987.  U.  S.  Patent  Application 
Serial  No.  061,368,  filed  on  June  15,  1987 
(European  Counterpart  has  been  published  as  Eu- 
ropean  Patent  First  Publication  No.  02  49  246);  U. 

50  S.  Patent  Application  Serial.  No.  060,856,  filed  on 
June  12,  1987  (European  Counterpart  has  been 
published  as  European  Patent  First  Publication  No. 
02  49  227);  U.  S.  Patent  Application  Serial  No 
060,909,  filed  on  June  12,  1987;  U.  S.  Patent 

55  Application  Serial  No.  060,911,  filed  on  June  12, 
1987;  U.  S.  Patent  Application  entitled  "Actively 
Controlled  automotive  Suspension  System 
with  Acceleration  and  Angular  Velocity  De- 
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dependent  Antl  pitching  and/or  Anti-rolling 
Feature"  filed  on  March,  1988  U.  S.  Patent  Ap- 
plication  entitled  "Actively  Controlled  Suspen- 
sion  System  with  Anti-rolling  Control",  filed  on 
March  16,  1988;  and  U.  S.  Patent  Application  en- 
titled  "Actively  Controlled  Automotive  Suspen- 
sion  System  with  Adjustable  Response  Char- 
acteristics  In  Pitching-suppressive  Ccontrol", 
filed  on  March  24,  1988 
All  of  the  above-referenced  U.  S.  Patent  and  co- 
pending  U.  S.  Patent  Applications  are  assigned  to 
the  common  assignee  to  the  present  invention  and 
will  be  herein  incorporated  by  reference  for  the 
sake  of  disclosure. 

In  addition,  a  discharge  control  circuit  126  is 
provided  for  controlling  the  flow  direction  control 
valve  106.  The  discharge  control  circuit  126  is 
connected  to  a  vehicle  speed  sensor  125  which 
monitors  a  vehicular  traveling  speed  to  produce  a 
vehicle  speed  indicative  signal.  The  discharge  con- 
trol  circuit  126  includes  a  comparator  for  compar- 
ing  the  vehicle  speed  indicative  signal  value  V  with 
a  reference  value  V0  which  representative  of  sub- 
stantially  low  vehicle  speed,  e.g.  1  km/h.  The  dis- 
charge  control  circuit  126  outputs  LOW  level  dis- 
charge  control  signal  to  maintain  an  actuator  106d 
of  the  flow  direction  control  valve  106  deenergized 
for  maintaining  fluid  communication  between  the 
inlet  port  106a  and  the  outlet  port  106b  when  the 
vehicle  speed  indicative  signal  value  V  is  greater 
than  the  reference  value  V0.  On  the  other  hand,  the 
discharge  control  circuit  126  outputs  HIGH  level 
discharge  control  signal  to  the  actuator  106d  to 
energize  the  latter  to  switch  the  position  of  the  flow 
direction  control  valve  106  to  shut  fluid  commu- 
nication  between  the  inlet  port  106a  and  the  outlet 
port  106b  and  establish  fluid  communication  be- 
tween  the  inlet  port  106a  and  the  outlet  port  106c, 
when  the  vehicle  speed  indicative  signal  V  is  small- 
er  than  or  equal  to  the  reference  value  V0.  There- 
fore,  the  fluid  pressure  discharged  from  the  secon- 
dary  pump  103b  is  directly  returned  to  the  reser- 
voir  109  via  the  drain  line  108. 

Therefore,  as  shown  in  Fig.  6,  while  the  vehicle 
is  stopping,  the  fluid  flow  amount  through  the  pres- 
sure  supply  line  17s  simply  depends  on  the  dis- 
charge  rate  of  the  primary  pump  106a.  As  shown  in 
Fig.  6,  when  the  engine  is  in  idling  state  at  the 
minimum  engine  speed,  the  discharge  rate  of  the 
primary  pump  103a  becomes  minimum  and  sub- 
stantially  corresponds  to  the  amount  of  the  fluid  to 
be  drained  by  internal  leakage  of  the  pressure 
control  valve  12.  At  this  time,  since  the  working 
fluid  discharged  from  the  secondary  pump  103b  is 
directly  returned  to  the  reservoir  109  via  the  flow 
direction  control  valve  106,  substantially  no  load  is 
applied  to  the  secondary  pump  103b.  As  set  forth 
above,  since  the  power  consumption  for  driving 

pumps  103a  and  103b  is  essentially  proportional  to 
the  discharge  amount  of  the  working  fluid  from  the 
pumps,  the  power  consumption  can  be  held  mini- 
mum  at  the  engine  idling  condition  and  at  the 

5  vehicle  stopping  condition,  to  drive  the  pumps 
103a  and  103b. 

The  consumed  power  may  be  further  reduced 
when  the  leak  amount  of  the  working  fluid  through 
the  pressure  control  valve  12  is  reduced  by  the 

io  valve  arrangement  in  the  drain  line  17d  disclosed 
in  the  co-pending  U.  S.  Patent  application  entitled 
"Actively  Controlled  Automotive  Suspension 
System  with  Line  Pressure  Control  under  Low 
Fluid  Source  Pressure",  filed  on  March  4,  1988, 

is  set  forth  above. 
On  the  other  hand,  when  the  vehicle  is  running, 

the  discharge  control  circuit  126  operates  the  flow 
direction  control  valve  106  by  the  HIGH  level  dis- 
charge  control  signal  to  establish  communication 

20  between  the  secondary  pump  103b  and  the  pres- 
sure  supply  line  17s  via  the  flow  direction  control 
valve  106.  Therefore,  the  flow  amount  of  the  work- 
ing  fluid  to  be  supplied  to  the  pressure  supply  line 
17s  becomes  sum  value  of  the  amounts  dis- 

25  charged  from  the  primary  and  secondary  pumps 
103a  and  103b,  as  shown  in  Fig.  6. 

Fig.  7  shows  the  second  embodiment  of  the 
hydraulic  circuit  of  the  present  invention.  In  the 
following  discussion,  the  constructional  compo- 

30  nents  common  to  the  foregoing  first  embodiment 
will  be  represented  by  the  same  reference  nu- 
merals  as  given  in  the  former  embodiment  and  will 
not  be  discussed  in  detail  for  avoiding  redundant 
discussion. 

35  As  will  be  seen  from  Fig.  7,  the  pressure  unit 
which  comprises  the  primary  and  second  engine- 
driven  pumps  103a  and  103b  in  the  former  em- 
bodiment,  is  replaced  with  a  plunger  type  hydraulic 
pump  unit  134.  In  the  shown  embodiment,  the 

40  plunger  pump  unit  134  comprises  a  plurality  of 
cylinders,  e.g.  six  cylinders.  Each  of  the  cylinders 
of  the  plunger  pump  134  serves  as  pump  cylinder 
for  discharging  pressurized  working  fluid.  The  cyl- 
inders  are  grouped  into  first  and  second  groups  as 

45  labeled  A  and  B  on  Fig.  7.  As  seen,  the  cylinders 
alternatively  grouped  into  the  first  and  second 
groups.  The  first  group  of  cylinders  A  are  con- 
nected  to  the  pressure  supply  line  17s  via  one-way 
check  valves  134A.  On  the  other  hand,  the  second 

50  group  of  cylinders  B  are  connected  to  the  inlet  port 
106a  of  the  flow  direction  control  valve  106  via 
one-way  check  valves  134B. 

The  alternative  arrangement  of  the  first  and 
second  groups  of  cylinders  will  absorb  pulsation  of 

55  the  working  fluid  to  be  supplied  through  the  pres- 
sure  supply  line  17s. 

The  plunger  type  fluid  pump  can  be  more 
compact  than  that  the  tandem  type  fluid  pumps 
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103a  and  103b  employed  in  the  former  embodi- 
ment.  Furthermore,  since  the  plunger  pump  has 
discharge  characteristics  as  shown  in  Fig.  8  to 
saturate  discharge  rate  at  a  predetermined  rate 
which  is  determined  by  suction  efficiency.  There- 
fore,  as  will  be  seen  from  Fig.  8,  by  selecting  the 
maximum  discharge  rate  of  the  plunger  pump  in 
relation  to  the  rated  flow  of  the  hydraulic  circuit,  the 
fluid  pressure  in  excess  of  the  relief  pressure  of  the 
pressure  relief  valve  104  can  be  minimized.  This 
minimize  power  lose  of  the  engine. 

Practical  pressure  control  depending  upon  the 
vehicle  speed  by  controlling  the  valve  position  of 
the  flow  direction  control  valve  106  is  substantially 
identical  to  that  discussed  with  respect  to  the  for- 
mer  embodiment.  Namely,  when  the  vehicle  is 
running,  both  of  the  first  and  second  groups  of 
cylinders  A  and  B  are  connected  to  the  pressure 
supply  line  17s  to  introduce  higher  pressure  to  the 
pressure  control  valve  12.  On  the  other  hand,  when 
the  vehicle  is  stopping,  the  fluid  pressure  gen- 
erated  by  the  group  B  cylinders  are  drained  di- 
rectly  through  the  flow  direction  control  valve  106 
and  only  pressure  generated  by  the  group  A  cyl- 
inders  will  be  introduced  into  the  pressure  control 
valve  12. 

Fig.  9  shows  the  third  embodiment  of  the  hy- 
draulic  circuit  whose  hydraulical  components  are 
substantially  identical  to  that  of  the  former  first 
embodiment  and  therefore  does  not  discussed  fur- 
ther.  In  this  embodiment,  a  discharge  control  circuit 
136  is  modified  from  that  discussed  with  respect  to 
the  former  first  and  second  embodiments.  Namely, 
though  the  former  embodiments  employ  the  dis- 
charge  control  circuit  134  which  controls  the  flow 
direction  control  valve  106  based  on  the  vehicle 
speed,  the  shown  embodiment  of  the  discharge 
control  circuit  employs  the  suspension  control  sig- 
nal  to  be  delivered  to  the  pressure  control  valve  12 
as  a  control  parameter  for  switching  the  valve  posi- 
tion  of  the  flow  direction  control  valve  106.  Namely, 
in  the  vehicular  attitude  control  to  be  performed  by 
the  control  unit  200,  greater  fluid  pressure  in  the 
pressure  supply  line  17s  is  required  only  when  the 
working  fluid  pressure  in  the  upper  fluid  chamber 
16d  is  to  be  increased  at  a  rate  greater  than  a 
predetermined  rate.  In  order  to  obtain  greater  fluid 
pressure  increasing  rate,  the  suspension  control 
signal  with  a  greater  signal  value  will  be  applied  to 
the  solenoid  32  for  shifting  the  valve  spool  29  at 
the  corresponding  position  for  providing  greater 
path  area  for  introducing  the  greater  amount  of 
working  fluid  into  the  upper  fluid  chamber  16d. 

In  practice,  the  flow  direction  control  valve  106 
establishes  fluid  communication  between  the  inlet 
port  106a  and  the  outlet  port  106c  when  it  is 
placed  at  a  neutral  position.  The  flow  direction 
control  valve  106  normally  blocks  fluid  communica- 

tion  between  the  inlet  port  106a  and  the  outlet  port 
106c  so  as  to  drain  the  pressurized  fluid  to  the 
reservoir  109.  The  flow  direction  control  valve  106 
as  actuated  establishes  fluid  communication  be- 

5  tween  the  inlet  port  106a  and  the  outlet  port  106b 
for  supplying  the  pressurized  fluid  to  the  pressure 
supply  line  17s  therethrough. 

Fig.  10  shows  one  of  practical  construction  of 
the  discharge  control  circuit  136  to  be  employed  in 

io  the  third  embodiment  of  the  hydraulic  system  ac- 
cording  to  the  invention.  As  seen  from  Fig.  10,  the 
discharge  control  circuit  136  comprises  a  compara- 
tor  137  and  a  driver  circuit  138.  The  comparator 
137  receives  the  suspension  control  signal  having  a 

is  signal  value  E.  The  comparator  137  is  also  con- 
nected  to  a  reference  signal  source  (not  shown)  to 
receive  therefrom  a  reference  signal  E0  which  is 
representative  of  a  criterion  of  the  suspension  con- 
trol  signal  indicative  of  the  light  and  heavy  control 

20  loads.  The  comparator  137  compares  the  suspen- 
sion  control  signal  value  E  with  the  reference  signal 
value  E0  to  produce  a  HIGH  level  comparator  sig- 
nal  when  the  suspension  control  signal  value  E  is 
greater  than  the  reference  signal  value  E0  and  to 

25  produce  a  LOW  level  comparator  signal  when  the 
suspension  control  signal  value  E  is  smaller  than  or 
equal  to  the  reference  signal  value  E0.  The  driver 
circuit  138  is  responsive  to  the  HIGH  level  com- 
parator  signal  to  output  HIGH  level  driver  signal  to 

30  energize  the  actuator  106d  of  the  flow  direction 
control  value  106  to  establish  communication  be- 
tween  the  inlet  port  106a  and  the  outlet  port  106c, 
as  shown  in  Fig.  11. 

By  the  operation  of  the  discharge  control  circuit 
35  136  set  forth  above,  the  working  fluid  flow  amount 

(discharge  amount)  Q  through  the  pressure  supply 
line  17s  varies  as  shown  in  Fig.  12.  With  this 
construction,  since  the  load  on  the  secondary  fluid 
pump  103b  is  increased  only  when  the  higher 

40  pressure  supply  is  required  which  can  be  recog- 
nized  based  on  the  suspension  control  signal  value 
E,  occurrence  of  loading  the  secondary  fluid  pump 
103b  can  be  reduced  for  reduce  power  consump- 
tion. 

45  Fig.  13  is  a  discharge  control  circuit  139  which 
is  modified  from  the  discharge  control  circuit  136 
of  the  third  embodiment  of  Fig.  9.  In  the  shown 
construction,  a  monostable  multivibrator  140  is  in- 
serted  between  the  comparator  137  and  the  driver 

50  circuit  139.  The  monostable  multivibrator  140  is 
designed  to  be  triggered  by  the  leading  edge  of 
the  HIGH  level  comparator  signal  to  output  HIGH 
level  signal  for  a  predetermined  period  of  time. 
This  maintains  pressure  supply  to  the  pressure 

55  supply  line  17s  for  the  given  period  set  in  the 
monostable  multivibrator  140.  This  supplies  suffi- 
cient  fluid  pressure  to  the  pressure  accumulator 
120  for  compensating  the  consumed  fluid.  Further- 

10 



19 EP  0  286  072  B1 20 

more,  the  presence  of  the  monostable  multivibrator 
140  may  reduce  occurrence  of  switching  of  the 
flow  direction  control  valve  positions  for  reducing 
shock  to  be  exerted  on  the  engine  which  is  other- 
wise  caused  by  changing  load  to  be  exerted  on  the 
secondary  pump  103b.  Namely,  as  shown  in  Fig. 
14,  when  the  suspension  control  signal  value  E 
fluctuates  at  the  value  range  close  to  the  reference 
signal  value  E0,  the  comparator  signal  tends  to  be 
switched  between  HIGH  and  LOW  levels  frequently 
to  cause  frequent  change  of  load  on  the  pump 
103b. 

Fig.  15  shows  another  modification  of  a  dis- 
charge  control  circuit  142  to  be  employed  in  the 
third  embodiment  of  the  hydraulic  circuit  of  Fig.  9. 
In  this  modification,  the  discharge  control  circuit 
142  includes  three  comparators  146,  147  and  148. 
The  comparator  146  is  connected  to  the  lateral 
acceleration  sensor  22  via  a  variable  amplifier  143. 
The  variable  amplifier  143  is  disposed  between  the 
lateral  acceleration  sensor  22  and  the  comparator 
146  serves  for  adjusting  response  characteristics  of 
discharge  control  to  the  lateral  acceleration.  Simi- 
larly,  the  comparator  147  is  connected  to  the  verti- 
cal  acceleration  sensor  23  via  a  variable  amplifier 
144.  The  comparator  148  is  also  connected  to  the 
longitudinal  acceleration  sensor  24  via  a  variable 
amplifier  145.  These  three  comparators  146,  147 
and  148  are  connected  to  an  OR  gate  149  which  is, 
in  turn,  connected  to  the  driver  circuit  138. 

The  comparator  146  compares  the  lateral  ac- 
celeration  indicative  signal  value  Ex  as  amplified  by 
the  variable  amplifier  144  with  a  controlled  gain, 
with  a  lateral  acceleration  threshold  Exref  which  is 
input  from  a  reference  signal  generator  (not 
shown).  The  comparator  146  outputs  HIGH  level 
comparator  signal  when  the  lateral  acceleration  in- 
dicative  signal  value  Ex  is  greater  than  or  equal  to 
the  lateral  acceleration  threshold  Exref. 

The  comparator  147  compares  the  vertical  ac- 
celeration  indicative  signal  value  Ez  as  amplified  by 
the  variable  amplifier  144  with  a  controlled  gain, 
with  a  vertical  acceleration  threshold  Ezref  which  is 
input  from  a  reference  signal  generator  (not 
shown).  The  comparator  146  outputs  HIGH  level 
comparator  signal  when  the  vertical  acceleration 
indicative  signal  value  Ez  is  greater  than  or  equal  to 
the  vertical  acceleration  threshold  Ezref. 

The  comparator  146  compares  the  longitudinal 
acceleration  indicative  signal  value  Ey  as  amplified 
by  the  variable  amplifier  144  with  a  controlled  gain, 
with  a  longitudinal  acceleration  threshold  Eyref 
which  is  input  from  a  reference  signal  generator 
(not  shown).  The  comparator  146  outputs  HIGH 
level  comparator  signal  when  the  longitudinal  ac- 
celeration  indicative  signal  value  Ey  is  greater  than 
or  equal  to  the  longitudinal  acceleration  threshold 
Eyref- 

The  OR  gate  149  is  responsive  to  HIGH  level 
comparator  signal  of  any  one  of  the  comparators 
146,  147  and  148  to  produce  a  HIGH  level  gate 
signal.  The  driver  circuit  138  is  responsive  to  the 

5  HIGH  level  gate  signal  of  the  OR  gate  149  to 
produce  the  HIGH  level  driver  signal  to  actuate  the 
actuator  106d  of  the  flow  direction  control  valve 
106  to  establish  communication  between  the  inlet 
port  106a  and  the  outlet  port  106b  to  supply  the 

io  pressurized  fluid  from  the  secondary  pump  103b  to 
the  pressure  supply  line  17s. 

One  example  of  the  pressure  supply  control  in 
the  discharge  control  valve  106  will  be  seen  from 
Fig.  16.  As  seen  from  Fig.  16,  when  all  of  the 

is  accelerations  indicative  signal  values  Ex,  Ez  and  Ey 
are  smaller  than  respectively  corresponding  thresh- 
old  values  Exref,  Ezref  and  Eyref,  the  flow  direction 
control  valve  106  communicates  the  inlet  port  106a 
to  the  outlet  port  106c  to  drain  the  pressurized  fluid 

20  from  the  secondary  pump  103b  directly  to  the 
reservoir  103.  Therefore,  at  this  condition,  the  pres- 
sure  supplied  through  the  pressure  supply  line  17s 
is  maintained  at  the  pressure  Qo  which  essentially 
corresponds  to  the  internal  leak  amount  of  the 

25  pressure  control  valve  12.  The  fluid  pressure  in  the 
pressure  supply  line  17s  is  variable  within  a  range 
defined  by  Qo  and  Qmax  which  represents  maxi- 
mum  flow  rate  corresponding  to  rated  flow  of  the 
hydraulic  circuit.  In  addition,  Qi  value  represents 

30  maximum  fluid  pressure  to  be  generated  by  the 
primary  pump  103a.  In  Fig.  16,  the  area  shown 
with  singular  hutching  represents  the  variation 
range  of  fluid  consumption  amount  while  the  ve- 
hicle  travels  on  a  rough  road  and  the  area  shown 

35  with  double  hutching  represents  the  variation  range 
of  the  fluid  consumption  amount  on  the  smooth 
road  depending  upon  the  acceleration  to  be  ex- 
erted  on  the  vehicle  body.  Since  the  shown  dis- 
charge  control  circuit  142  controls  the  flow  direc- 

40  tion  control  valve  106  depending  upon  the  fluid 
consumption  amount  in  attitude  control,  wasting  of 
the  engine  power  can  be  successfully  prevented. 

Fig.  17  shows  the  fourth  embodiment  of  a 
hydraulic  circuit  according  to  the  invention.  The 

45  hydraulic  component  of  the  shown  embodiment  is 
substantially  identical  to  that  of  the  second  embodi- 
ment  of  Fig.  7  and  therefore  will  not  discussed  in 
detail.  On  the  other  hand,  the  discharge  control 
circuit  136  is  of  the  same  circuit  construction  and 

50  function  as  discussed  with  respect  to  the  third 
embodiment  of  Fig.  9.  In  this  embodiment,  the  fluid 
communication  of  the  cylinders  in  group  B  can  be 
selectively  established  between  the  plunger  type 
pump  unit  134  and  the  pressure  supply  line  17s  or 

55  the  fluid  reservoir  109. 
Therefore,  the  fourth  embodiment  of  the  hy- 

draulic  circuit  can  exhibit  substantially  the  same 
effect  as  discussed  with  respect  to  the  third  em- 

11 
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bodiment.  Furthermore,  as  discussed  with  respect 
to  the  second  embodiment  and  as  shown  in  Fig. 
16,  since  the  discharge  rate  of  the  plunger  type 
pump  unit  134  is  limited  by  the  suction  effect, 
consumption  of  the  engine  output  power  can  be 
saved  satisfactorily. 

Fig.  19  shows  the  fifth  embodiment  of  a  hy- 
draulic  circuit  according  to  the  invention.  In  this 
embodiment,  three  tandem  fluid  pumps  151a,  151b 
and  151c  are  employed  in  the  fluid  pump  unit  151. 
These  pumps  are  hereafter  referred  to  as  first 
pump  151a,  second  pump  151b  and  third  pump 
151c.  These  first,  second  and  third  pumps  151a, 
151b  and  151c  are  designed  and  arranged  to  be 
driven  by  the  engine  output  torque.  In  order  to 
control  fluid  communication  of  the  pressurized  fluid 
from  the  second  and  third  pumps  151b  and  151c, 
a  four  ports  and  three  position  flow  direction  control 
valve  152  is  employed.  A  pressure  accumulator 
153  is  provided  in  a  pressure  line  between  the  third 
pump  151c  and  the  flow  direction  control  valve 
152.  The  flow  direction  control  valve  152  is  variable 
of  the  valve  position  between  the  first  position  in 
which  both  of  the  second  and  third  pumps  151b 
and  151c  are  connected  to  the  reservoir  109  to 
drain  the  pressurized  fluid  from  the  second  and 
third  fluid  pumps,  the  second  position  in  which  the 
second  pump  151b  is  connected  to  the  pressure 
supply  line  17s  and  the  third  pump  151c  is  con- 
nected  to  the  reservoir  109,  and  the  third  position 
in  which  both  of  the  second  and  third  pumps  151b 
and  151c  are  connected  to  the  pressure  supply 
line  17s. 

A  discharge  control  circuit  154  is  connected  to 
an  actuator  152a  of  the  flow  direction  control  valve 
152  for  control  valve  positions  between  the  afore- 
mentioned  first,  second  and  third  positions.  In  order 
to  control  the  valve  position,  the  discharge  control 
circuit  154  is  connected  to  the  vehicle  speed  sen- 
sor  125  to  receive  the  vehicle  speed  indicative 
signal  and  to  the  control  unit  200  to  receive  there- 
from  the  suspension  control  signal. 

The  discharge  control  circuit  154  compares  the 
vehicle  speed  indicative  signal  value  V  with  the 
vehicle  speed  threshold  V0  to  distinguish  the  ve- 
hicle  traveling  condition  between  running  and  sub- 
stantially  stopping  condition.  The  discharge  control 
circuit  154  also  compared  the  suspension  control 
signal  value  E  with  a  suspension  control  threshold 
E0  to  discriminate  high  suspension  control  load 
condition  and  low  suspension  control  load  con- 
dition.  When  the  vehicle  speed  indicative  signal 
value  V  is  smaller  than  the  vehicle  speed  threshold 
V0  and  the  suspension  control  signal  value  E  is 
smaller  than  the  suspension  control  threshold  E0, 
the  discharge  control  circuit  154  generates  a  first 
value  of  a  discharge  control  signal  to  placing  the 
flow  direction  control  valve  152  at  the  first  position. 

On  the  other  hand,  when  the  vehicle  speed  value  V 
is  greater  than  or  equal  to  the  vehicle  speed 
threshold  V0,  and  the  suspension  control  signal 
value  E  is  smaller  than  the  suspension  control 

5  threshold  E0,  the  discharge  control  circuit  154  gen- 
erates  a  second  value  of  a  discharge  control  signal 
to  placing  the  flow  direction  control  valve  152  at  the 
second  position.  When  the  vehicle  speed  indicative 
signal  value  V  is  greater  than  or  equal  to  the 

io  vehicle  speed  threshold  V0  and  the  suspension 
control  signal  value  E  is  greater  than  or  equal  to 
the  suspension  control  threshold  E0,  the  discharge 
control  circuit  154  generates  a  third  value  of  a 
discharge  control  signal  to  placing  the  flow  direc- 

15  tion  control  valve  152  at  the  third  position.  Variation 
of  the  pressure  supply  in  the  pressure  supply  line 
17s  is  thus  variable  depending  upon  the  valve 
positions  of  the  flow  direction  control  valve  152,  as 
shown  in  Fig.  20. 

20  Fig.  21  show  the  sixth  embodiment  of  the 
hydraulic  circuit  which  employs  a  plunger  type 
pump  156.  The  pump  cylinders  are  grouped  into 
three  groups  A,  B  and  C.  The  pump  cylinder  of  the 
first  group  A  is  connected  to  the  pressure  supply 

25  line  17s  via  one-way  check  valves  156a.  The  sec- 
ond  group  of  the  pump  cylinders  B  are  connected 
to  the  flow  direction  control  valve  152  via  one-way 
check  valves  156b.  Further,  the  third  group  of  the 
pump  cylinders  C  is  connected  to  the  flow  direction 

30  control  valve  152  via  one-way  check  valves  156c. 
In  the  show  hydraulic  circuit,  the  pressure  sup- 

ply  to  the  pressure  supply  line  17s  is  controlled 
depending  upon  the  vehicle  driving  condition  and 
suspension  control  condition  as  set  out  with  re- 

35  spect  to  the  fifth  embodiment  of  the  invention. 
Namely,  When  the  vehicle  speed  indicative  signal 
value  V  is  smaller  than  the  vehicle  speed  threshold 
V0  and  the  suspension  control  signal  value  E  is 
smaller  than  the  suspension  control  threshold  E0, 

40  the  discharge  control  circuit  154  generates  a  first 
value  of  a  discharge  control  signal  to  placing  the 
flow  direction  control  valve  152  at  the  first  position 
for  connecting  both  of  the  second  and  third  pump 
cylinders  B  and  C  to  the  fluid  reservoir  109.  On  the 

45  other  hand,  when  the  vehicle  speed  value  V  is 
greater  than  or  equal  to  the  vehicle  speed  thresh- 
old  V0,  and  the  suspension  control  signal  value  E  is 
smaller  than  the  suspension  control  threshold  E0, 
the  discharge  control  circuit  154  generates  a  sec- 

50  ond  value  of  a  discharge  control  signal  to  placing 
the  flow  direction  control  valve  152  at  the  second 
position  to  connect  the  second  group  of  the  pump 
cylinders  B  are  connected  to  the  pressure  supply 
line  17s  and  the  third  group  of  the  pump  cylinder 

55  C  is  connected  to  the  fluid  reservoir  109.  When  the 
vehicle  speed  indicative  signal  value  V  is  greater 
than  or  equal  to  the  vehicle  speed  threshold  V0  and 
the  suspension  control  signal  value  E  is  greater 
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than  or  equal  to  the  suspension  control  threshold 
E0,  the  discharge  control  circuit  154  generates  a 
third  value  of  a  discharge  control  signal  to  placing 
the  flow  direction  control  valve  152  at  the  third 
position  to  connect  the  second  and  third  pump 
cylinders  B  and  C  are  both  connected  the  pressure 
supply  line  17s.  Therefore,  variation  of  the  pres- 
sure  supply  in  the  pressure  supply  line  17s  is  thus 
variable  depending  upon  the  valve  positions  of  the 
flow  direction  control  valve  152,  as  shown  in  Fig. 
22. 

As  will  be  appreciated  from  the  above,  the 
present  invention  fulfills  all  of  the  objects  and  ad- 
vantages  sought  therefor. 

Claims 

1.  An  active  suspension  system  for  an  automotive 
vehicle,  comprising  a  hydropneumatic  unit 
(16,19,20)  operatively  disposed  between  a  ve- 
hicle  body  (14)  and  a  vehicular  road  wheel 
(15);  a  vehicular  engine  (10)  with  an  output 
shaft  (102);  a  pump  assembly 
(103,134,151,156)  driven  by  the  output  shaft 
(102)  of  the  engine  (10);  a  hydraulic  fluid  cir- 
cuit  (106,17s,12,17)  operatively  disposed  be- 
tween  the  pump  assembly  (103,134,151,156) 
and  the  hydropneumatic  unit  (16,19,20),  the 
hydraulic  fluid  circuit  including  a  pressure  sup- 
ply  line  (17s)  having  one  end  connected  to  the 
pump  assembly  and  an  opposite  end,  a  control 
valve  (12)  connected  to  the  opposite  end  of  the 
supply  line  and  the  hydropneumatic  unit,  and  a 
fluid  reservoir  (109);  sensor  means 
(22,23,24,125)  for  detecting  at  least  one  op- 
erating  variable  of  the  automotive  vehicle;  an 
attitude  control  circuit  operatively  connected  to 
the  senor  means  for  generating  a  suspension 
control  signal  (E)  supplied  to  the  control  valve 
(12),  characterized  in  that  said  pump  assem- 
bly  includes  a  first  fluid  discharge  pump  por- 
tion  (103a,A,151a)  always  connected  to  said 
one  end  of  said  supply  line  (17s)  and  a  second 
fluid  discharge  pump  portion  (103b, 
B151b,151c,B,C)  which  is  always  connected  to 
a  flow  direction  control  valve  (106,152),  and 
said  flow  direction  control  valve  (106,152)  has 
a  first  position  in  which  said  second  fluid  dis- 
charge  pump  portion  is  directly  connected  to 
said  fluid  reservoir  (109)  and  a  second  position 
in  which  said  second  fluid  discharge  pump 
portion  is  isolated  from  said  fluid  reservoir 
(109)  and  directly  connected  to  said  one  end 
of  said  fluid  supply  line  (17s),  and  said  flow 
direction  control  valve  (106)  is  under  the  con- 
trol  of  a  discharge  control  circuit  (126,154)  and 
assumes  said  first  position  during  a  first  opera- 
tion  mode  which  requires  a  low  fluid  discharge 

rate  from  said  pump  assembly 
(103,134,151,156)  or  said  second  position  dur- 
ing  a  second  operation  mode  which  requires  a 
high  fluid  discharge  rate. 

5 
2.  An  active  suspension  system  as  claimed  in 

claim  1  ,  characterized  in  that  the  automotive 
vehicle  is  at  a  standstill  during  said  first  opera- 
tion  mode,  and  travels  during  said  second  op- 

io  eration  mode. 

3.  An  active  suspension  system  as  claimed  in 
claim  1  or  2,  characterized  in  that  said  pump 
assembly  (103,151)  includes  a  primary  pump 

is  (103a,151a)  serving  as  said  first  fluid  discharge 
pump  portion,  and  a  secondary  pump 
(103b,  151b)  serving  as  said  second  fluid  dis- 
charge  pump  portion. 

20  4.  An  active  suspension  system  as  claimed  in 
claim  1  or  2,  characterized  in  that  said  pump 
assembly  (134,156)  includes  a  plunger  type 
pump  having  a  plurality  of  pump  cylinders 
which  are  divided  into  a  first  group  (A)  serving 

25  as  said  first  fluid  discharge  pump  portion,  and 
a  second  group  (B)  serving  as  said  second 
fluid  discharge  pump  portion. 

5.  An  active  suspension  system  as  claimed  in 
30  claim  3  or  4,  characterized  in  that  said  pump 

assembly  includes  a  third  fluid  discharge 
pump  portion  (151c,C)  which  is  always  con- 
nected  to  said  flow  direction  control  valve 
(152)  in  parallel  relationship  to  said  second 

35  fluid  discharge  pump  portion  (151b,B),  and 
said  flow  direction  control  valve  (152)  has  a 
third  position  in  which  said  second  fluid  dis- 
charge  pump  portion  (151b,B)  is  isolated  from 
said  fluid  reservoir  and  directly  connected  to 

40  said  one  end  of  said  fluid  supply  line  (17s)  and 
said  third  fluid  discharge  pump  portion  is  iso- 
lated  from  said  fluid  reservoir  and  directly  con- 
nected  to  said  one  end  of  said  fluid  supply  line 
(17s). 

45 
6.  An  active  suspension  system  as  claimed  in 

claim  5,  characterized  in  that  said  third  fluid 
discharge  pump  portion  (151c,C)  is  isolated 
from  said  one  end  of  said  fluid  supply  line 

50  (17s)  and  directly  connected  to  said  fluid  res- 
ervoir  (109)  when  said  flow  direction  control 
valve  (152)  assumes  said  second  position. 

7.  An  active  suspension  system  as  claimed  in 
55  any  one  of  the  preceding  claims  1  to  4,  char- 

acterized  in  that  said  discharge  control  circuit 
(126)  determines  that  the  system  operates  dur- 
ing  said  second  operation  mode  when  the  ve- 
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hide  speed  (V)  is  greater  than  a  reference 
value  (Vc). 

8.  An  active  suspension  system  as  claimed  in 
claim  7,  characterized  in  that  said  discharge 
control  circuit  (126)  determines  that  the  system 
operates  during  said  first  operation  mode  when 
the  vehicle  speed  (V)  falls  to  be  greater  than 
said  reference  value  (Vc). 

9.  An  active  suspension  system  as  claimed  in 
any  one  of  the  preceding  claims  1  to  4,  char- 
acterized  in  that  said  discharge  control  circuit 
(126)  determines  whether  the  system  operates 
during  said  second  operation  or  said  first  op- 
eration  mode  in  response  to  the  suspension 
control  signal  (E)  generated  by  said  attitude 
control  circuit  (200). 

10.  An  active  suspension  system  as  claimed  in 
any  one  of  the  preceding  claims  1  to  4,  char- 
acterized  in  that  said  discharge  control  circuit 
(126)  determines  whether  the  system  operates 
during  said  second  operation  or  said  first  op- 
eration  mode  in  response  to  accelerations 
which  the  vehicle  is  subject  to. 

11.  An  active  suspension  system  as  claimed  in 
claim  5  or  6,  characterized  in  that  said  dis- 
charge  control  circuit  (154)  controls  said  flow 
direction  control  valve  (152)  in  response  to  the 
vehicle  speed  (V)  and  the  suspension  control 
signal  (E)  such  that  said  flow  direction  control 
valve  assumes  one  of  said  first,  second  and 
third  positions  when  the  vehicle  speed  (V)  and 
the  suspension  control  signal  (E)  satisfy  a  pre- 
determined  relation  with  reference  values,  re- 
spectively. 

Patentanspruche 

1.  Aktives  Aufhangungssystem  fur  Kraftfahrzeu- 
ge,  mit  einer  hydropneumatischen  Einheit 
(16,19,20),  die  operativ  zwischen  einem  Fahr- 
zeugaufbau  (14)  und  einem  Fahrzeugrad  (15) 
angeordnet  ist,  einer  Fahrzeug-Maschine  (10) 
mit  einer  Ausgangsweile  (102);  einer  Pumpe- 
nanordnung  (103,134,151,156),  die  durch  die 
Ausgangsweile  (102)  der  Maschine  (10)  ange- 
trieben  wird;  einem  Hydraulikfluidkreis 
(106,17s,12,17),  der  operativ  zwischen  der 
Pumpenanordnung  (103,134,151,156)  und  der 
hydropneumatischen  Einheit  (16,19,20)  ange- 
ordnet  ist  und  eine  Druckzufuhrleitung  (17s) 
umfa/St,  die  ein  mit  der  Pumpenanordnung  ver- 
bundenes  Ende  und  ein  entgegengesetztes 
Ende  aufweist,  einem  Steuerventil  (12),  das  mit 
dem  entgegengesetzten  Ende  der  Druckzu- 

fuhrleitung  und  der  hydropneumatischen  Ein- 
heit  verbunden  ist,  welcher  Hydraulikfluidkreis 
im  ubrigen  einen  Fluidbehalter  (109)  umfa/St; 
mit  einer  Sensoreinrichtung  (22,23,24,125)  zum 

5  Abtasten  wenigstens  einer  Operations-Variab- 
len  des  Kraftfahrzeugs;  und  einer  Stellungs- 
Steuereinheit,  die  operativ  mit  der  Sensorein- 
richtung  verbunden  ist  und  ein  Aufhangungs- 
Steuersignal  (E)  liefert,  das  dem  Steuerventil 

io  (12)  zugefuhrt  wird,  dadurch  gekennzeichnet, 
da/S  die  Pumpenanordnung  einen  ersten  Fluid- 
abgabebereich  (103a,A,151a),  der  standig  mit 
einem  Ende  der  Druckzufuhrleitung  (17s)  ver- 
bunden  ist,  und  einen  zweiten  Fluidabgabebe- 

15  reich  (103b,B,151b,151c,B,C)  umfa/3t,  der  stan- 
dig  mit  einem  Flu/Srichtungs-Steuerventil 
(106,152)  verbunden  ist,  welches 
Flu/Srichtungs-Steuerventil  (106,152)  eine  erste 
Position,  in  der  der  zweite  Fluidabgabebereich 

20  direkt  mit  dem  Fluidbehalter  (109)  verbunden 
ist,  und  eine  zweite  Position  aufweist,  in  der 
der  zweite  Fluidabgabebereich  von  dem  Behal- 
ter  (109)  getrennt  und  direkt  mit  dem  einen 
Ende  der  Fluidzufuhrleitung  (17s)  verbunden 

25  ist,  welches  Flu/Srichtungs-Steuerventil  (106) 
durch  eine  Abgabe-Steuerschaltung  (126,154) 
gesteuert  wird  und  die  erste  Position  einnimmt 
wahrend  eines  ersten  Betriebszustandes,  der 
eine  geringe  Fluidabgabe  aus  der  Pumpenan- 

30  ordnung  (103,134,151,156)  erfordert,  oder  die 
zweite  Position  wahrend  eines  zweiten  Be- 
triebszustandes  einnimmt,  der  eine  hohe  Fluid- 
abgaberate  erfordert. 

35  2.  Aktives  Aufhangungssystem  nach  Anspruch  1, 
dadurch  gekennzeichnet,  da/S  das  Kraftfahr- 
zeug  wahrend  des  ersten  Betriebszustandes 
steht  und  wahrend  des  zweiten  Betriebszustan- 
des  fahrt. 

40 
3.  Aktives  Aufhangungssystem  nach  Anspruch  1 

oder  2,  dadurch  gekennzeichnet,  da/S  die 
Pumpenanordnung  (103,151)  eine  Primarpum- 
pe  (103a,  151a),  die  den  ersten  Fluidabgabe- 

45  bereich  bildet,  und  eine  Sekundarpumpe 
(103b,  151b),  die  als  zweiter  Fluidabgabebe- 
reich  dient,  umfa/St. 

4.  Aktives  Aufhangungssystem  nach  Anspruch  1 
50  oder  2,  dadurch  gekennzeichnet,  da/S  die 

Pumpenanordnung  (134,156)  vom  Typ  her 
eine  Kolbenpumpe  ist,  die  eine  Anzahl  von 
Pumpenzylindern  aufweist,  die  in  eine  erste 
Gruppe  (A)  als  erster  Fluidabgabebereich  und 

55  eine  zweite  Gruppe  (B)  als  zweiter  Fluidabga- 
bebereich  unterteilt  sind. 

5.  Aktives  Aufhangungssystem  nach  Anspruch  3 
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oder  4,  dadurch  gekennzeichnet,  da/S  die 
Pumpenanordnung  einen  dritten  Fluidabgabe- 
bereich  (151c,C)  umfa/St,  der  standig  mit  dem 
Flu/Srichtungs-Steuerventii  (152)  parallel  zu 
dem  Fiuidabgabebereich  (151b,B)  verbunden 
ist,  und  da/S  das  Flu/Srichtungs-Steuerventil 
(152)  eine  dritte  Position  aufweist,  in  der  der 
zweite  Fluidabgabebereich  (151b,B)  von  dem 
Fluidbehalter  getrennt  und  direkt  mit  einem 
Ende  der  Fluidzufuhrleitung  (17s)  verbunden 
ist  und  der  dritte  Fluidabgabebereich  von  dem 
Fluidbehalter  getrennt  und  direkt  mit  einem 
Ende  der  Fluidzufuhrleitung  (17s)  verbunden 
ist. 

6.  Aktives  Aufhangungssystem  nach  Anspruch  5, 
dadurch  gekennzeichnet,  da/S  der  dritte  Fluid- 
abgabereich  (151c,C)  von  dem  einen  Ende  der 
Fluidzufuhrleitung  (17s)  getrennt  und  direkt  mit 
dem  Fluidbehalter  (109)  verbunden  Ist,  wenn 
das  Flu/Srichtungs-Steuerventii  (152)  die  zweite 
Stellung  einnimmt. 

7.  Aktives  Aufhangungssystem  nach  einem  der 
vorhergehenden  Anspruche  1  bis  4,  dadurch 
gekennzeichnet,  da/S  der  Entladungs-Steuer- 
kreis  (126)  bestimmt,  da/S  das  System  wahrend 
des  zweiten  Betriebszustandes  arbeitet,  wenn 
die  Fahrzeuggeschwindigkeit  (V)  gro/Ser  als  ein 
Vergleichswert  (Vc)  ist. 

8.  Aktives  Aufhangungssystem  nach  Anspruch  7, 
dadurch  gekennzeichnet,  da/S  die  Abgabe- 
Steuerschaltung  (126)  bestimmt,  da/S  das  Sy- 
stem  wahrend  des  ersten  Betriebszustandes 
arbeitet,  wenn  die  Fahrzeuggeschwindigkeit 
(V)  gro/Ser  ist  als  der  Vergleichwert  (Vc). 

9.  Aktives  Aufhangungssystem  nach  einem  der 
vorhergehenden  Anspruche  1  bis  4,  dadurch 
gekennzeichnet,  da/S  die  Abgabe-Steuer- 
schaltung  (126)  bestimmt,  ob  das  System  wah- 
rend  des  ersten  oder  zweiten  Betriebszustan- 
des  entsprechend  dem  Aufhangungs-Steuersi- 
gnal  (E)  arbeitet,  das  durch  die  Stellungs-Steu- 
erschaltung  (200)  erzeugt  wird. 

10.  Aktives  Aufhangungssystem  nach  einem  der 
vorhergehenden  Anspruche  1  bis  4,  dadurch 
gekennzeichnet,  da/S  die  Abgabe-Steuer- 
schaltung  (126)  bestimmt,  ob  das  System  wah- 
rend  des  zweiten  oder  ersten  Betriebszustan- 
des  entsprechend  den  Beschleunigungen  ar- 
beitet,  denen  das  Fahrzeug  ausgesetzt  ist. 

11.  Aktives  Aufhangungssystem  nach  Anspruch  5 
oder  6,  dadurch  gekennzeichnet,  da/S  die 
Abgabe-Steuerschaltung  (154)  das  FluCrich- 

tungsventii  (152)  entsprechend  der  Fahrzeug- 
geschwindigkeit  (V)  und  dem  Aufhangungs- 
Steuersignal  (E)  steuert,  so  da/S  das  FluCrich- 
tungsventil  eine  erste,  zweite  und  dritte  Stel- 

5  lung  einnehmen  kann,  wenn  die  Fahrzeugge- 
schwindigkeit  (V)  und  das  Aufhangungs-Steu- 
ersignal  (E)  eine  vorgegebene  Beziehung  zu 
den  Vergleichswerten  aufweisen. 

w  Revendications 

1.  Systeme  de  suspension  actif  pour  un  vehicule 
automobile,  comprenant  une  unite  hydropneu- 
matique  (16,  19,  20)  disposee  operationnelle- 

15  ment  entre  un  corps  de  vehicule  (14)  et  une 
roue  de  route  de  vehicule  (15);  un  moteur  de 
vehicule  (10)  avec  un  arbre  de  sortie  (102);  un 
assemblage  de  pompe  (133,  134,  151,  156) 
entraTne  par  I'arbre  de  sortie  (102)  du  moteur 

20  (10);  un  circuit  de  fluide  hydraulique  (106,  17s, 
12,  17)  dispose  operationnellement  entre  I'as- 
semblage  de  pompe  (103,  134,  151,  156)  et 
I'unite  hydropneumatique  (16,  19,  20),  le  circuit 
de  fluide  hydraulique  incluant  une  ligne  d'ali- 

25  mentation  de  pression  (17s)  ayant  une  extremi- 
te  reliee  a  I'assemblage  de  pompe  et  une 
extremite  opposee,  une  soupape  de  comman- 
de  (12)  reliee  a  I'extremite  opposee  de  la  ligne 
d'alimentation  et  de  I'unite  hydraupneumati- 

30  que,  et  un  reservoir  de  fluide  (109);  un  moyen 
detecteur  (22,  23,  24,  125)  pour  detecter  au 
moins  une  variable  de  fonctionnement  du  vehi- 
cule  automobile;  un  circuit  de  commande  de 
position  operativement  relie  au  moyen  detec- 

35  teur  pour  generer  un  signal  de  commande  de 
suspension  (E)  fourni  a  la  soupape  de  com- 
mande  (12),  caracterise  en  ce  que  ledit  assem- 
blage  de  pompe  inclut  une  premiere  partie  de 
pompe  de  decharge  de  fluide  (103a,  A,  151a) 

40  toujours  reliee  a  ladite  une  extremite  de  ladite 
ligne  d'alimentation  (17s)  et  une  seconde  par- 
tie  de  pompe  de  decharge  de  fluide  (103b, 
B151b,  151c,  B,  C)  qui  est  toujours  reliee  a 
une  soupape  de  commande  de  direction 

45  d'ecoulement  (106,  152),  et  ladite  soupape  de 
commande  de  direction  d'ecoulement  (106, 
152)  a  une  premiere  position  dans  laquelle 
ladite  seconde  partie  de  pompe  de  decharge 
de  fluide  est  directement  reliee  audit  reservoir 

50  de  fluide  (109)  et  une  seconde  position  dans 
laquelle  ladite  partie  de  pompe  de  decharge 
de  fluide  est  isolee  dudit  reservoir  de  fluide 
(109)  et  directement  reliee  a  ladite  une  extre- 
mite  de  ladite  ligne  d'alimentation  de  fluide 

55  (17s),  et  ladite  soupape  de  commande  de  di- 
rection  d'ecoulement  (106)  est  sous  la  com- 
mande  d'un  circuit  de  commande  de  decharge 
(126,  154)  et  assume  ladite  premiere  position 

15 



29 EP  0  286  072  B1 30 

pendant  un  premier  mode  de  fonctionnement 
qui  requiert  un  taux  de  decharge  de  fluide  bas 
a  partir  dudit  assemblage  de  pompe  (103,  134, 
151,  156)  ou  bien  ladite  seconde  position  pen- 
dant  un  second  mode  de  fonctionnement  qui 
requiert  un  taux  de  decharge  de  fluide  eleve. 

2.  Systeme  de  suspension  actif  selon  la  revendi- 
cation  1,  caracterise  en  ce  que  le  vehicule 
automobile  est  a  un  arret  pendant  ledit  premier 
mode  de  fonctionnement,  et  se  deplace  pen- 
dant  ledit  second  mode  de  fonctionnement. 

5.  Systeme  de  suspension  actif  selon  la  revendi- 
cation  3  ou  4,  caracterise  en  ce  que  ledit 
assemblage  de  pompe  inclut  une  troisieme 
partie  de  pompe  de  decharge  de  fluide  (151c, 
C)  qui  est  toujours  reliee  a  ladite  soupape  de 
commande  de  direction  d'ecoulement  (152)  en 
relation  parallele  a  ladite  seconde  partie  de 
pompe  de  decharge  de  fluide  (151b,  B),  et 
ladite  soupape  de  commande  de  direction 
d'ecoulement  (152)  a  une  troisieme  position 
dans  laquelle  ladite  seconde  partie  de  pompe 

ment  reliee  audit  reservoir  de  fluide  (109)  lors- 
que  ladite  soupape  de  commande  de  direction 
d'ecoulement  (152)  assume  ladite  seconde  po- 
sition. 

5 
7.  Systeme  de  suspension  actif  selon  I'une  des 

revendications  1  a  4,  caracterise  en  ce  que 
ledit  circuit  de  commande  de  decharge  (126) 
determine  que  le  systeme  fonctionne  pendant 

io  ledit  second  mode  de  fonctionnement  lorsque 
la  vitesse  du  vehicule  (V)  est  plus  elevee 
qu'une  valeur  de  reference  (Vc). 

8.  Systeme  de  suspension  actif  selon  la  revendi- 
15  cation  7,  caracterise  en  ce  que  ledit  circuit  de 

commande  de  decharge  (126)  determine  que 
le  systeme  fonctionne  pendant  ledit  premier 
mode  de  fonctionnement  lorsque  la  vitesse  du 
vehicule  (V)  tombe  pour  etre  plus  elevee  que 

20  ladite  valeur  de  reference  (Vc). 

9.  Systeme  de  suspension  actif  selon  I'une  des 
revendications  1  a  4,  caracterise  en  ce  que 
ledit  circuit  de  commande  de  decharge  (126) 

25  determine  si  le  systeme  fonctionne  pendant 
ledit  premier  mode  de  fonctionnement  ou  ledit 
second  mode  de  fonctionnement  en  reponse 
au  signal  de  commande  de  suspension  (E) 
genere  par  ledit  circuit  de  commande  de  posi- 

30  tion  (200). 

10.  Systeme  de  suspension  actif  selon  I'une  des 
revendications  1  a  4,  caracterise  en  ce  que 
ledit  circuit  de  commande  de  decharge  (126) 

35  determine  si  le  systeme  fonctionne  pendant 
ledit  second  ou  premier  mode  de  fonctionne- 
ment  en  reponse  aux  accelerations  auxquelles 
le  vehicule  est  soumis. 

40  11.  Systeme  de  suspension  actif  selon  la  revendi- 
cation  5  ou  6,  caracterise  en  ce  que  ledit 
circuit  de  commande  de  decharge  (154)  com- 
mande  ladite  soupape  de  commande  de  direc- 
tion  d'ecoulement  (52)  en  reponse  a  la  vitesse 

45  du  vehicule  (V)  et  le  signal  de  commande  de 
suspension  (E)  de  telle  fagon  que  ladite  soupa- 
pe  de  commande  de  direction  d'ecoulement 
assume  I'une  desdites  premiere,  seconde  et 
troisieme  positions  lorsque  la  vitesse  du  vehi- 

50  cule  (V)  et  le  signal  de  commande  de  suspen- 
sion  (E)  satisfont  une  relation  predetermined 
avec  les  valeurs  de  reference,  respectivement. 

de  decharge  de  fluide  (151b,  B)  est  isolee  45 
dudit  reservoir  de  fluide  et  directement  reliee  a 
ladite  une  extremite  de  ladite  ligne  d'alimenta- 
tion  de  fluide  (17s)  et  ladite  troisieme  partie  de 
pompe  de  decharge  de  fluide  est  isolee  dudit 
reservoir  de  fluide  et  directement  reliee  a  ladi-  50 
te  une  extremite  de  ladite  ligne  d'alimentation 
de  fluide  (17s). 

6.  Systeme  de  suspension  actif  selon  la  revendi- 
cation  5,  caracterise  en  ce  que  ladite  troisieme  55 
partie  de  pompe  de  decharge  de  fluide  (151c, 
C)  est  isolee  de  ladite  une  extremite  de  ladite 
ligne  d'alimentation  de  fluide  (17s)  et  directe- 

3.  Systeme  de  suspension  actif  selon  la  revendi- 
cation  1  ou  2,  caracterise  en  ce  que  ledit  is 
assemblage  de  pompe  (103,  151)  inclut  une 
pompe  primaire  (103a,  151b)  servant  comme 
ladite  premiere  partie  de  pompe  de  decharge 
de  fluide,  et  une  pompe  secondaire  (103b, 
151b)  servant  comme  ladite  seconde  partie  de  20 
pompe  de  decharge  de  fluide. 

4.  Systeme  de  suspension  actif  selon  la  revendi- 
cation  1  ou  2,  caracterise  en  ce  que  ledit 
assemblage  de  pompe  (134,  156)  inclut  une  25 
pompe  du  type  a  piston  plongeur  ayant  une 
pluralite  de  cylindres  de  pompe  qui  sont  divi- 
ses  en  un  premier  groupe  (A)  servant  comme 
ladite  premiere  partie  de  pompe  de  decharge 
de  fluide,  et  un  second  groupe  (B)  servant  30 
comme  ladite  seconde  partie  de  pompe  de 
decharge  de  fluide. 
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