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Description

Technical Field

[0001] The present invention relates to a control ap-
paratus for an internal combustion engine having first
fuel injection means (an in-cylinder injector) for injecting
a fuel into a cylinder and second fuel injection means (an
intake manifold injector) for injecting a fuel into an intake
manifold or an intake port, and relates particularly to a
technique for determining a fuel injection ratio between
the first and second fuel injection means.

Background Art

[0002] An internal combustion engine having a first fuel
injection valve (an intake manifold injector in the back-
ground art) for injecting a fuel into an intake manifold of
the engine and a second fuel injection valve (an in-cyl-
inder injector in the background art) for always injecting
a fuel into a combustion chamber of the engine, and con-
figured to stop fuel injection from the first fuel injection
valve (the intake manifold injector) when the engine load
is lower than a preset load and to cause fuel injection
from the first fuel injection valve (the intake manifold in-
jector) when the engine load is higher than the set load,
is known.
[0003] In such an internal combustion engine, one con-
figured to switch between stratified charge combustion
and homogeneous combustion in accordance with its op-
eration state is known. In the stratified charge combus-
tion, the fuel is injected from the in-cylinder injector during
a compression stroke to form a stratified air-fuel mixture
locally around a spark plug, for lean combustion of the
fuel. In the homogeneous combustion, the fuel is diffused
in the combustion chamber to form a homogeneous air-
fuel mixture, for combustion of the fuel.
[0004] Japanese Patent Laying-Open No.
2001-020837 or EP 0849455 disclose a fuel injection
control apparatus for an engine that switches between
stratified charge combustion and homogeneous com-
bustion in accordance with an operation state and that
has a main fuel injection valve for injecting a fuel directly
into a combustion chamber and a secondary fuel injection
valve for injecting a fuel into an intake port of each cyl-
inder. This fuel injection control apparatus for the engine
is characterized in that the fuel injection ratio between
the main fuel injection valve and the secondary fuel in-
jection valve is set in a variable manner based on an
operation state of the engine.
[0005] According to this fuel injection control appara-
tus for the engine, the stratified charge combustion is
carried out using only the main fuel injection valve directly
injecting the fuel into the combustion chamber, while the
homogeneous combustion is carried out using both the
main fuel injection valve and the secondary fuel injection
valve (or using only the secondary fuel injection valve in
some cases). This can keep the capacity of the main fuel

injection valve small, even in the case of an engine of
high power. Linearity in injection duration/injection quan-
tity characteristic of the main fuel injection valve in a low-
load region such as during idling is improved, which in
turn improves accuracy in control of the fuel injection
quantity. Accordingly, it is possible to maintain favorable
stratified charge combustion, and thus to improve stabil-
ity of the low-load operation such as idling. In the homo-
geneous combustion, both the main and secondary fuel
injection valves are employed, so that the benefit of the
direct fuel injection and the benefit of the intake port in-
jection are both enjoyed. Accordingly, favorable homo-
geneous combustion can also be maintained.
[0006] In the fuel injection control apparatus for the
engine disclosed in Japanese Patent Laying-Open No.
2001-020837, the stratified charge combustion and the
homogeneous combustion are employed according to
the situations, which complicates ignition control, injec-
tion control and throttle control, and requires control pro-
grams corresponding to the respective combustion man-
ners. Particularly, upon switching between the combus-
tion manners, these controls require considerable chang-
es, making it difficult to realize desirable controls (of fuel
efficiency, emission purification performance) at the time
of transition. Further, in the stratified combustion region
where lean combustion is carried out, the three-way cat-
alyst does not work, in which case a lean NOx catalyst
needs to be used, leading to an increased cost.
[0007] Based on the foregoing, a direct injection en-
gine has been developed which has only an in-cylinder
injector to carry out homogeneous combustion over the
entire region, with no stratified charge combustion con-
ducted, and thus does not need control for switching be-
tween the stratified charge combustion and the homoge-
neous combustion and does not require an expensive
lean NOx catalyst.
[0008] In such a direct injection engine, however, the
homogeneous combustion is carried out over the entire
region using only the in-cylinder injector. This may lead
to insufficient homogeneity and large torque fluctuations
in the low-speed and high-load state of the engine. Jap-
anese Patent Laying-Open No. 2001-020837 described
above merely discloses that in the region where homo-
geneous combustion is carried out, a ratio of the quantity
of the fuel injected from the secondary fuel injection valve
injecting the fuel into the intake port with respect to the
total quantity of the fuel injected is increased in accord-
ance with an increase of the engine output (engine speed
and load), which cannot provide solutions to the above-
described problems.

Disclosure of the Invention

[0009] The present invention has been made to solve
the above-described problems. An object of the present
invention is to provide a control apparatus for an internal
combustion engine conducting fuel injection using one
or both of a first fuel injection mechanism for injecting a
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fuel into a cylinder and a second fuel injection mechanism
for injecting a fuel into an intake manifold, capable of
solving the problem associated with a combination of
stratified charge combustion and homogeneous com-
bustion, and also capable of solving the problem asso-
ciated with homogeneous combustion in the case of a
direct injection engine.
[0010] A control apparatus according to the present
invention controls an internal combustion engine having
a first fuel injection mechanism for injecting a fuel into a
cylinder and a second fuel injection mechanism for in-
jecting a fuel into an intake manifold. The control appa-
ratus includes a determination unit for determining
whether the internal combustion engine is in a normal
operation state, and a control unit for controlling the first
and second fuel injection mechanisms based on infor-
mation associated with an operation state of the internal
combustion engine such that homogeneous combustion
solely is carried out when it is determined that the internal
combustion engine is in the normal operation state.
[0011] According to this invention, when the first fuel
injection mechanism (for example, an in-cylinder injector)
and the second fuel injection mechanism (for example,
an intake manifold injector) are both used for fuel injec-
tion, the fuel injection ratio between the in-cylinder injec-
tor and the intake manifold injector is controlled based
on an operation state of the internal combustion engine
(determined, e.g., by the engine speed and the load
thereof) that is set separately for the warm state and the
cold state of the internal combustion engine, for example.
This can realize homogeneous combustion over the en-
tire region, so that the conventional problem is solved. It
is noted that an example of an operation state other than
the normal operation state is a catalyst warm-up opera-
tion during idling. As a result, it is possible to provide a
control apparatus for an internal combustion engine
where fuel injection is carried out using one or both of
the first fuel injection mechanism for injecting the fuel into
the cylinder and the second fuel injection mechanism for
injecting the fuel into the intake manifold, which can solve
the problem associated with the combination of the strat-
ified charge combustion and the homogeneous combus-
tion as well as the problem associated with the homoge-
neous combustion in the case of a direct injection engine.
[0012] Preferably, the information is set such that con-
trol regions of the first and second fuel injection mecha-
nisms change as a temperature of the internal combus-
tion engine changes. In this case, the control apparatus
further includes a detection unit for detecting the temper-
ature of the internal combustion engine, and the control
unit controls the fuel injection mechanisms based on the
detected temperature and the information.
[0013] According to this invention, the fuel injection ra-
tio between the in-cylinder injector and the intake mani-
fold injector is set based on the temperature of the internal
combustion engine (separately for the warm state and
the cold state of the internal combustion engine, for ex-
ample), or the fuel injection ratio therebetween is set us-

ing the temperature of the internal combustion engine as
a parameter. Thus, by making the regions of the fuel sup-
ply injectors of different characteristics variable in accord-
ance with the temperature of the internal combustion en-
gine, it is possible to provide a control apparatus for an
internal combustion engine of high performance having
dual injectors.
[0014] More preferably, the information is set such that
the control region of the second fuel injection mechanism
is expanded to include a region of higher engine speed
as the temperature of the internal combustion engine is
lower.
[0015] According to this invention, accumulation of de-
posits in the in-cylinder injector is further restricted as the
temperature of the internal combustion engine is lower.
It is thus possible to secure a large injection region for
the intake manifold injector (including the region where
both the intake manifold injector and the in-cylinder in-
jector are used), which can improve homogeneity of the
air-fuel mixture.
[0016] More preferably, the information is set such that
the first fuel injection mechanism alone is used in a pre-
determined, high engine speed region. More preferably,
the information is set such that the first fuel injection
mechanism alone is used in a predetermined, high en-
gine load region.
[0017] According to these inventions, in the high en-
gine speed region and the high engine load region where
the intake air quantity is sufficient, even the fuel injection
using only the in-cylinder injector can provide a homog-
enous air-fuel mixture. Thus, in the relevant regions, fuel
injection is carried out using only the in-cylinder injector
capable of generating high power, to thereby improve
performance of the internal combustion engine.
[0018] More preferably, the determination unit deter-
mines that the internal combustion engine is in an abnor-
mal operation state during a catalyst warm-up operation
upon idling. Then, the control unit controls the first fuel
injection mechanism to carry out stratified charge com-
bustion in the abnormal operation state.
[0019] According to this invention, during the catalyst
warm-up operation identified as the abnormal operation
state, warming up of the catalyst is promoted with the
stratified charge combustion, while homogeneous com-
bustion is carried out in the remaining, normal operation
states (both in the warm state and the cold state of the
internal combustion engine). This prevents the control
from being complicated.
[0020] As used herein, the stratified charge combus-
tion includes both the stratified charge combustion and
semi-stratified charge combustion. In the semi-stratified
charge combustion, an intake manifold injector injects
fuel in the intake stroke to generate a lean and homoge-
neous air-fuel mixture in the whole combustion chamber,
and then an in-cylinder injector injects fuel in the com-
pression stroke to generate a rich air-fuel mixture around
the spark plug, so as to improve the combustion state.
Such semi-stratified charge combustion is preferable in
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the catalyst warm-up operation for the following reasons.
In the catalyst warm-up operation, it is necessary to con-
siderably retard the ignition timing and maintain a good
combustion state (idling state) so as to cause a high-
temperature combustion gas to reach the catalyst. Fur-
ther, a certain quantity of fuel needs to be supplied. If the
stratified charge combustion is employed to satisfy these
requirements, the quantity of the fuel will be insufficient.
With the homogeneous combustion, the retarded amount
for the purpose of maintaining a good combustion state
is small compared to the case of stratified charge com-
bustion. For these reasons, the above-described semi-
stratified charge combustion is preferably employed in
the catalyst warm-up operation, although either of strat-
ified charge combustion and semi-stratified charge com-
bustion may be employed.
[0021] More preferably, the information is set such that
the first fuel injection mechanism alone is used in a pre-
determined, low engine load region when a temperature
of the internal combustion engine is high.
[0022] In the warm state of the internal combustion en-
gine, the temperature at the injection hole of the in-cyl-
inder injector is high, and deposits are likely to accumu-
late in the injection hole. According to the invention, how-
ever, injecting the fuel using the in-cylinder injector can
lower the temperature at the injection hole, thereby pre-
venting accumulation of the deposits therein. Further, the
minimum fuel injection quantity of the in-cylinder injection
can be guaranteed while preventing clogging of the in-
cylinder injector. Accordingly, homogeneous combustion
is realized in the relevant region using the in-cylinder in-
jector.
[0023] More preferably, the information is set such that
the second fuel injection mechanism alone is used in a
predetermined, low engine load region when the temper-
ature of the internal combustion engine is low.
[0024] In the cold state of the internal combustion en-
gine, if its load is low, the quantity of the intake air is
small, and the fuel is unlikely to be atomized. In such a
region, it is difficult to ensure good combustion with the
fuel injection using the in-cylinder injector. Further; par-
ticularly in the low-load and low-speed region, high output
using the in-cylinder injector is unnecessary. Therefore,
according to the invention, instead of the in-cylinder in-
jector, the intake manifold injector solely is used for fuel
injection in the relevant region, which can improve the
homogeneity of the air-fuel mixture.
[0025] More preferably, the information includes infor-
mation indicating a fuel injection ratio between the first
and second fuel injection mechanisms that is defied by
the engine speed and the load factor of the internal com-
bustion engine.
[0026] According to this invention, the fuel injection ra-
tio between the in-cylinder injector and the intake mani-
fold injector is determined based on the engine speed
and the load factor of the internal combustion engine,
and in a normal operation state, homogeneous combus-
tion is realized with any engine speed and any load factor.

[0027] More preferably, the first fuel injection mecha-
nism is an in-cylinder injector, and the second fuel injec-
tion mechanism is an intake manifold injector.
[0028] According to this invention, it is possible to pro-
vide a control apparatus for the internal combustion en-
gine in which fuel injection is carried out using the in-
cylinder injector as the first fuel injection mechanism and
the intake manifold injector as the second fuel injection
mechanism that are separately provided, capable of solv-
ing the problem associated with the combination of the
stratified charge combustion and the homogeneous com-
bustion as well as the problem associated with the ho-
mogeneous combustion in the case of a direct injection
engine.

Brief Description of the Drawings

[0029]

Fig. 1 a schematic configuration diagram of an en-
gine system controlled by a control apparatus ac-
cording to an embodiment of the present invention.
Fig. 2 shows a DI ratio map for a warm state that is
stored in an engine ECU implementing the control
apparatus according to an embodiment of the
present invention.
Fig. 3 shows a DI ratio map for a cold state that is
stored in the engine ECU implementing the control
apparatus according to the embodiment of the
present invention.
Fig. 4 is a flowchart illustrating a control structure of
a program that is executed by the engine ECU im-
plementing the control apparatus according to the
embodiment of the present invention.

Best Modes for Carrying Out the Invention

[0030] Hereinafter, embodiments of the present inven-
tion will be described with reference to the drawings. In
the following description, the same parts have the same
reference characters allotted and also have the same
names and functions. Thus, detailed description thereof
will not be repeated.
[0031] Fig. 1 is a schematic configuration diagram of
an engine system that is controlled by an engine ECU
(Electronic Control Unit) implementing the control appa-
ratus for an internal combustion engine according to an
embodiment of the present invention. In Fig. 1, an in-line
4-cylinder gasoline engine is shown, although the appli-
cation of the present invention is not restricted to such
an engine.
[0032] As shown in Fig. 1, the engine 10 includes four
cylinders 112, each connected via a corresponding in-
take manifold 20 to a common surge tank 30. Surge tank
30 is connected via an intake duct 40 to an air cleaner
50. An airflow meter 42 is arranged in intake duct 40, and
a throttle valve 70 driven by an electric motor 60 is also
arranged in intake duct 40. Throttle valve 70 has its de-
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gree of opening controlled based on an output signal of
an engine ECU 300, independently from an accelerator
pedal 100. Each cylinder 112 is connected to a common
exhaust manifold 80, which is connected to a three-way
catalytic converter 90.
[0033] Each cylinder 112 is provided with an in-cylinder
injector 110 for injecting fuel into the cylinder and an in-
take manifold injector 120 for injecting fuel into an intake
port or/and an intake manifold. Injectors 110 and 120 are
controlled based on output signals from engine ECU 300.
Further, in-cylinder injector 110 of each cylinder is con-
nected to a common fuel delivery pipe 130. Fuel delivery
pipe 130 is connected to a high-pressure fuel pump 150
of an engine-driven type, via a check valve 140 that al-
lows a flow in the direction toward fuel delivery pipe 130.
In the present embodiment, an internal combustion en-
gine having two injectors separately provided is ex-
plained, although the present invention is not restricted
to such an internal combustion engine. For example, the
internal combustion engine may have one injector that
can effect both in-cylinder injection and intake manifold
injection.
[0034] As shown in Fig. 1, the discharge side of high-
pressure fuel pump 150 is connected via an electromag-
netic spill valve 152 to the intake side of high-pressure
fuel pump 150. As the degree of opening of electromag-
netic spill valve 152 is smaller, the quantity of the fuel
supplied from high-pressure fuel pump 150 into fuel de-
livery pipe 130 increases. When electromagnetic spill
valve 152 is fully open, the fuel supply from high-pressure
fuel pump 150 to fuel delivery pipe 130 is stopped. Elec-
tromagnetic spill valve 152 is controlled based on an out-
put signal of engine ECU 300.
[0035] Each intake manifold injector 120 is connected
to a common fuel delivery pipe 160 on a low pressure
side. Fuel delivery pipe 160 and high-pressure fuel pump
150 are connected via a common fuel pressure regulator
170 to a low-pressure fuel pump 180 of an electric motor-
driven type. Further, low-pressure fuel pump 180 is con-
nected via a fuel filter 190 to a fuel tank 200. Fuel pressure
regulator 170 is configured to return a part of the fuel
discharged from low-pressure fuel pump 180 back to fuel
tank 200 when the pressure of the fuel discharged from
low-pressure fuel pump 180 is higher than a preset fuel
pressure. This prevents both the pressure of the fuel sup-
plied to intake manifold injector 120 and the pressure of
the fuel supplied to high-pressure fuel pump 150 from
becoming higher than the above-described preset fuel
pressure.
[0036] Engine ECU 300 is implemented with a digital
computer, and includes a ROM (Read Only Memory)
320, a RAM (Random Access Memory) 330, a CPU (Cen-
tral Processing Unit) 340, an input port 350, and an output
port 360, which are connected to each other via a bidi-
rectional bus 310.
[0037] Airflow meter 42 generates an output voltage
that is proportional to an intake air quantity, and the output
voltage is input via an A/D converter 370 to input port

350. A coolant temperature sensor 380 is attached to
engine 10, and generates an output voltage proportional
to a coolant temperature of the engine, which is input via
an A/D converter 390 to input port 350.
[0038] A fuel pressure sensor 400 is attached to fuel
delivery pipe 130, and generates an output voltage pro-
portional to a fuel pressure within fuel delivery pipe 130,
which is input via an A/D converter 410 to input port 350.
An air-fuel ratio sensor 420 is attached to an exhaust
manifold 80 located upstream of three-way catalytic con-
verter 90. Air-fuel ratio sensor 420 generates an output
voltage proportional to an oxygen concentration within
the exhaust gas, which is input via an A/D converter 430
to input port 350.
[0039] Air-fuel ratio sensor 420 of the engine system
of the present embodiment is a full-range air-fuel ratio
sensor (linear air-fuel ratio sensor) that generates an out-
put voltage proportional to the air-fuel ratio of the air-fuel
mixture burned in engine 10. As air-fuel ratio sensor 420,
an O2 sensor may be employed, which detects, in an
on/off manner, whether the air-fuel ratio of the air-fuel
mixture burned in engine 10 is rich or lean with respect
to a theoretical air-fuel ratio.
[0040] Accelerator pedal 100 is connected with an ac-
celerator press-down degree sensor 440 that generates
an output voltage proportional to the degree of press
down of accelerator pedal 100, which is input via an A/D
converter 450 to input port 350. Further, an engine speed
sensor 460 generating an output pulse representing the
engine speed is connected to input port 350. ROM 320
of engine ECU 300 prestores, in the form of a map, values
of fuel injection quantity that are set in association with
operation states based on the engine load factor and the
engine speed obtained by the above-described acceler-
ator press-down degree sensor 440 and engine speed
sensor 460, and correction values thereof set based on
the engine coolant temperature.
[0041] Referring to Figs. 2 and 3, maps each indicating
a fuel injection ratio between in-cylinder injector 110 and
intake manifold injector 120, identified as information as-
sociated with an operation state of engine 10, will now
be described. Herein, the fuel injection ratio between the
two injectors will also be expressed as a ratio of the quan-
tity of the fuel injected from in-cylinder injector 110 to the
total quantity of the fuel injected, which is referred to as
the "fuel injection ratio of in-cylinder injector 110", or, a
"DI (Direct Injection) ratio (r)". The maps are stored in
ROM 320 of engine ECU 300. Fig. 2 shows the map for
the warm state of engine 10, and Fig. 3 shows the map
for the cold state of engine 10.
[0042] In the maps shown in Figs. 2 and 3, with the
horizontal axis representing an engine speed of engine
10 and the vertical axis representing a load factor, the
fuel injection ratio of in-cylinder injector 110, or the DI
ratio r, is expressed in percentage.
[0043] As shown in Figs. 2 and 3, the DI ratio r is set
for each operation region that is determined by the engine
speed and the load factor of engine 10. "DI RATIO r =
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100%" represents the region where fuel injection is car-
ried out using only in-cylinder injector 110, and "DI RATIO
r = 0%" represents the region where fuel injection is car-
ried out using only intake manifold injector 120. "DI RA-
TIO r ≠ 0%", "DI RATIO r ≠ 100%" and "0% < DI RATIO
r < 100%" each represent the region where fuel injection
is carried out using both in-cylinder injector 110 and in-
take manifold injector 120. Generally, in-cylinder injector
110 contributes to an increase of output performance,
while intake manifold injector 120 contributes to uniform-
ity of the air-fuel mixture. These two kinds of injectors
having different characteristics are appropriately select-
ed depending on the engine speed and the load factor
of engine 10, so that only homogeneous combustion is
conducted in the normal operation state of engine 10
(other than the abnormal operation state such as a cat-
alyst warm-up state during idling, for example) (which
corresponds to claim 1).
[0044] Further, as shown in Figs. 2 and 3, the fuel in-
jection ratio between in-cylinder injector 110 and intake
manifold injector 120 is defined as the DI ratio r, individ-
ually in the maps for the warm state and the cold state
of the engine. The maps are configured to indicate dif-
ferent control regions of in-cylinder injector 110 and in-
take manifold injector 120 as the temperature of engine
10 changes. When the temperature of engine 10 detect-
ed is equal to or higher than a predetermined temperature
threshold value, the map for the warm state shown in Fig.
2 is selected; otherwise, the map for the cold state shown
in Fig. 3 is selected. One or both of in-cylinder injector
110 and intake manifold injector 120 are controlled based
on the selected map and according to the engine speed
and the load factor of engine 10 (which corresponds to
claim 2).
[0045] The engine speed and the load factor of engine
10 set in Figs. 2 and 3 will now be described. In Fig. 2,
NE(1) is set to 2500 rpm to 2700 rpm, KL(1) is set to 30%
to 50%, and KL(2) is set to 60% to 90%. In Fig. 3, NE(3)
is set to 2900 rpm to 3100 rpm. That is, NE(1) < NE(3).
NE(2) in Fig. 2 as well as KL(3) and KL(4) in Fig. 3 are
also set as appropriate.
[0046] When comparing Fig. 2 and Fig. 3, NE(3) of the
map for the cold state shown in Fig. 3 is greater than NE
(1) of the map for the warm state shown in Fig. 2. This
shows that, as the temperature of engine 10 is lower, the
control region of intake manifold injector 120 is expanded
to include the region of higher engine speed (which cor-
responds to claim 3). That is, when engine 10 is cold,
deposits are unlikely to accumulate in the injection hole
of in-cylinder injector 110 (even if the fuel is not injected
from in-cylinder injector 110). Thus, the region where the
fuel injection is to be carried out using intake manifold
injector 120 can be expanded, to thereby improve homo-
geneity.
[0047] When comparing Fig. 2 and Fig. 3, "DI RATIO
r = 100%" in the region where the engine speed of engine
10 is NE(1) or higher in the map for the warm state, and
in the region where the engine speed is NE(3) or higher

in the map for the cold state. In terms of load factor, "DI
RATIO r = 100%" in the region where the load factor is
KL(2) or greater in the map for the warm state, and in the
region where the load factor is KL(4) or greater in the
map for the cold state. This shows that in-cylinder injector
110 solely is used in a predetermined, high engine speed
region and in a predetermined, high engine load region
(which correspond to claims 4 and 5). That is, in the high
speed region or the high load region, even if fuel injection
is carried out using only in-cylinder injector 110, the en-
gine speed and the load of engine 10 are high, ensuring
a sufficient intake air quantity, so that it is readily possible
to obtain a homogeneous air-fuel mixture even using only
in-cylinder injector 110. In this manner, the fuel injected
from in-cylinder injector 110 is atomized within the com-
bustion chamber involving latent heat of vaporization (or,
absorbing heat from the combustion chamber). This de-
creases the temperature of the air-fuel mixture at the
compression end, so that the antiknock performance is
improved. Further, since the temperature in the combus-
tion chamber is decreased, intake efficiency improves,
ensuring high power.
[0048] In the map for the warm state in Fig. 2, fuel
injection is also carried out using only in-cylinder injector
110 when the load factor is KL(1) or less. This shows that
in-cylinder injector 110 solely is used in a predetermined,
low engine load region when the temperature of engine
10 is high (which corresponds to claim 7). When engine
10 is in the warm state, deposits are likely to accumulate
in the injection hole of in-cylinder injector 110. However,
when fuel injection is carried out using in-cylinder injector
110, the temperature of the injection hole can be lowered,
which may prevent accumulation of deposits. Further,
clogging of in-cylinder injector 110 may be prevented
while ensuring the minimum fuel injection quantity there-
of. Thus, in-cylinder injector 110 solely is used in the rel-
evant region.
[0049] When comparing Fig. 2 and Fig. 3, there is the
region of "DI RATIO r = 0%" only in the map for the cold
state in Fig. 3. This shows that fuel injection is carried
out using only intake manifold injector 120 in a predeter-
mined, low engine load region (KL(3) or less) when the
temperature of engine 10 is low (which corresponds to
claim 8). When engine 10 is cold and low in load and the
intake air quantity is small, atomization of the fuel is un-
likely to occur. In such a region, it is difficult to ensure
favorable combustion with the fuel injection from in-cyl-
inder injector 110. Further, particularly in the low-load
and low-speed region, high output using in-cylinder in-
jector 110 is unnecessary. Accordingly, fuel injection is
carried out using only intake manifold injector 120, rather
than in-cylinder injector 110, in the relevant region.
[0050] Further, in an operation other than the normal
operation, or, in an abnormal operation state such as the
catalyst warm-up state during idling of engine 10, in-cyl-
inder injector 110 is controlled to carry out stratified
charge combustion (which corresponds to claim 6). By
causing the stratified charge combustion during the cat-

9 10 



EP 1 769 152 B1

7

5

10

15

20

25

30

35

40

45

50

55

alyst warm-up operation, warming up of the catalyst is
promoted, so that exhaust emission is improved.
[0051] In engine 10, homogeneous combustion is
achieved by setting the fuel injection timing of in-cylinder
injector 110 in the intake stroke, while stratified charge
combustion is achieved by setting it in the compression
stroke. That is, when the fuel injection timing of in-cylinder
injector 110 is set in the compression stroke, a rich air-
fuel mixture can be located locally around the spark plug,
so that a lean air-fuel mixture in the combustion chamber
as a whole is ignited to realize the stratified charge com-
bustion. Even if the fuel injection timing of in-cylinder in-
jector 110 is set in the intake stroke, stratified charge
combustion can be realized if it is possible to locate a
rich air-fuel mixture locally around the spark plug.
[0052] As used herein, the stratified charge combus-
tion includes both the stratified charge combustion and
semi-stratified charge combustion. In the semi-stratified
charge combustion, intake manifold injector 120 injects
fuel in the intake stroke to generate a lean and homoge-
neous air-fuel mixture in the whole combustion chamber,
and then in-cylinder injector 110 injects fuel in the com-
pression stroke to generate a rich air-fuel mixture around
the spark plug, so as to improve the combustion state.
Such semi-stratified charge combustion is preferable in
the catalyst warm-up operation for the following reasons.
In the catalyst warm-up operation, it is necessary to con-
siderably retard the ignition timing and maintain favorable
combustion state (idling state) so as to cause a high-
temperature combustion gas to reach the catalyst. Fur-
ther, a certain quantity of fuel needs to be supplied. If the
stratified charge combustion is employed to satisfy these
requirements, the quantity of the fuel will be insufficient.
With the homogeneous combustion, the retarded amount
for the purpose of maintaining favorable combustion is
small compared to the case of stratified charge combus-
tion. For these reasons, the above-described semi-strat-
ified charge combustion is preferably employed in the
catalyst warm-up operation, although either of stratified
charge combustion and semi-stratified charge combus-
tion may be employed.
[0053] Referring to Fig. 4, a control structure of a pro-
gram that is executed by engine ECU 300 implementing
the control apparatus according to an embodiment of the
present invention will be described.
[0054] In step (hereinafter, abbreviated as "S") 100,
engine ECU 300 detects an engine coolant temperature
THW based on data input from coolant temperature sen-
sor 380. In S 110, engine ECU 300 determines whether
the detected engine coolant temperature THW is equal
to or higher than a predetermined temperature threshold
value THW(TH), which may be set to 70°C to 90°C, for
example. If engine coolant temperature THW is equal to
or higher than temperature threshold value THW(TH)
(YES in S 110), the process goes to S 120. If not (NO in
S110), the process goes to S130.
[0055] In S120, engine ECU 300 selects the map for
the warm state (Fig. 2).

[0056] In S130, engine ECU 300 selects the map for
the cold state (Fig. 3).
[0057] In S140, engine ECU 300 calculates DI ratio r
from the engine speed and the load factor of engine 10,
based on the selected map. The engine speed of engine
10 is calculated based on the data input from engine
speed sensor 460, and the load factor is calculated based
on the data input from accelerator press-down degree
sensor 440 as well as the running state of the vehicle.
[0058] In S150, engine ECU 300 calculates the fuel
injection quantity and the injection timing of in-cylinder
injector 110 if DI ratio r = 100%, calculates the fuel injec-
tion quantity and the injection timing of intake manifold
injector 120 if DI ratio r = 0%, or calculates the fuel injec-
tion quantities and the injection timings of in-cylinder in-
jector 110 and intake manifold injector 120 ifDI ratio r ≠
0% or DI ratio r ≠ 100% (0% < DI ratio r < 100%).
[0059] In S160, engine ECU 300 controls in-cylinder
injector 110 and intake manifold injector 120 based on
the fuel injection quantity(ies) and the injection timing(s)
calculated, to effect the fuel injection.
[0060] An operation of engine 10 controlled by engine
ECU 300 implementing the control apparatus for an in-
ternal combustion engine of the present embodiment
based on the above-described structure and flowchart
will now be described.

[At Engine Start]

[0061] For example, immediately after start-up of en-
gine 10 where engine 10 is cold, engine ECU 300 controls
engine 10 assuming that it is in the abnormal operation
state that does not correspond to any of Figs. 2-4. In this
state, the catalyst is inactive, and emission of the exhaust
gas into the atmosphere should be suppressed. Thus,
the engine enters a stratified charge combustion mode,
and the fuel is injected from in-cylinder injector 110 to
realize stratified charge combustion. The stratified
charge combustion in this case lasts for from some sec-
onds to some tens of seconds.
[0062] It is noted that the stratified charge combustion
herein includes both the stratified charge combustion and
the semi-stratified charge combustion, as described
above.

[In Cold State of Engine]

[0063] The temperature of engine 10 increases after
start-up thereof. The map for the cold state (Fig. 3) is
selected until the temperature of engine 10 (engine cool-
ant temperature THW) reaches a predetermined temper-
ature threshold value (of 80°C, for example) (NO in
S110).
[0064] The fuel injection ratio of in-cylinder injector
100, i.e., DI ratio r, is calculated based on the selected
map for the cold state (Fig. 3) and the engine speed and
the load factor of engine 10. The DI ratio r obtained is
used to calculate the fuel injection quantity(ies) and the
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injection timing(s) (S150), and based thereon, in-cylinder
injector 110 and intake manifold injector 120 are control-
led to carry out the fuel injection. In this state, homoge-
neous combustion is effected in any region shown in Fig.
3.

[In Warm State of Engine]

[0065] With a further increase, when temperature of
engine 10 (engine coolant temperature THW) becomes
equal to or higher than the predetermined temperature
threshold value (of 80°C, for example) (YES in S 110),
the map for the warm state (Fig. 2) is selected.
[0066] The fuel injection ratio of in-cylinder injector
110, i.e., DI ratio r, is calculated based on the selected
map for the warm state (Fig. 2) and the engine speed
and the load factor of engine 10. Based on the calculated
DI ratio r, the fuel injection quantity(ies) and the injection
timing(s) are calculated (S150), and based thereon, in-
cylinder injector 110 and intake manifold injector 120 are
controlled to carry out the fuel injection. In this state, ho-
mogeneous combustion is effected in any region shown
in Fig. 2.
[0067] As described above, in the engine controlled by
the engine ECU of the present embodiment, when the
fuel injection is being carried out using both the in-cylinder
injector and the intake manifold injector, the fuel injection
ratio therebetween is controlled based on the maps that
are separately prepared, e.g., for the warm state and the
cold state of the internal combustion engine and are set
according to the engine speed and the load factor of the
engine. At this time, the control of the fuel injection ratio
is carried out based on the maps such that homogeneous
combustion is realized over the entire region. According-
ly, the conventional problem associated with control of
switching between the stratified charge combustion and
the homogeneous combustion, as well as the conven-
tional problem associated with control of the homogene-
ous combustion in the case of a direct injection engine,
can be solved.
[0068] In engine 10 described above, the fuel injection
timing of in-cylinder injector 110 is set in the intake stroke
in a basic region corresponding to the almost entire re-
gion (herein, the basic region refers to the region other
than the region where semi-stratified charge combustion
is conducted by causing intake manifold injector 120 to
inject the fuel in the intake stroke and causing in-cylinder
injector 110 to inject the fuel in the compression stroke,
which is conducted only in the catalyst warm-up state).
The fuel injection timing of in-cylinder injector 110, how-
ever, may be set temporarily in the compression stroke
for the purpose of stabilizing combustion, for the following
reasons.
[0069] When the fuel injection timing of in-cylinder in-
jector 110 is set in the compression stroke, the air-fuel
mixture is cooled by the injected fuel while the tempera-
ture in the cylinder is relatively high. This improves the
cooling effect and, hence, the antiknock performance.

Further, when the fuel injection timing of in-cylinder in-
jector 110 is set in the compression stroke, the time from
the fuel injection to the ignition is short, which ensures
strong penetration of the injected fuel, so that the com-
bustion rate increases. The improvement in antiknock
performance and the increase in combustion rate can
prevent variation in combustion, and thus, combustion
stability is improved.
[0070] It should be understood that the embodiments
disclosed herein are illustrative and non-restrictive in
every respect. The scope of the present invention is de-
fined by the terms of the claims, rather than the descrip-
tion above, and is intended to include any modifications
within the scope and meaning equivalent to the terms of
the claims.

Claims

1. A control apparatus for an internal combustion en-
gine having a first fuel injection mechanism for in-
jecting a fuel into a cylinder and a second fuel injec-
tion mechanism for injecting a fuel into an intake
manifold or an intake port, the first and second fuel
injection mechanisms being provided for each cylin-
der, comprising:

a determination unit for determining whether
said internal combustion engine is in a catalyst
warm-up state during idling; and
a control unit for controlling said first and second
fuel injection mechanisms, based on information
associated with an operation state of said inter-
nal combustion engine, such that homogeneous
combustion solely is carried out when it is de-
termined that said internal combustion engine
is not in an abnormal operation state such as
catalys warm-up state during idling.

2. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
is set such that control regions of said first and sec-
ond fuel injection mechanisms change as a temper-
ature of said internal combustion engine changes,
the control apparatus further comprising:

a detection unit for detecting the temperature of
said internal combustion engine,
said control unit controlling the fuel injection
mechanisms based on said detected tempera-
ture and said information.

3. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
is set such that a control region of said second fuel
injection mechanism is expanded to include a region
of higher engine speed as a temperature of said in-
ternal combustion engine is lower.

13 14 



EP 1 769 152 B1

9

5

10

15

20

25

30

35

40

45

50

55

4. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
is set such that said first fuel injection mechanism
alone is used in a predetermined, high engine speed
region.

5. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
is set such that said first fuel injection mechanism
alone is used in a predetermined, high engine load
region.

6. The control apparatus for an internal combustion en-
gine according to claim 1, wherein
said control unit controls said first fuel injection
mechanism to carry out stratified charge combustion
during a catalyst warm-up operation at idle.

7. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
is set such that said first fuel injection mechanism
alone is used in a predetermined, low engine load
region when a temperature of said internal combus-
tion engine is high.

8. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
is set such that said second fuel injection mechanism
alone is used in a predetermined, low engine load
region when a temperature of said internal combus-
tion engine is low.

9. The control apparatus for an internal combustion en-
gine according to claim 1, wherein said information
includes information indicating a fuel injection ratio
between said first and second fuel injection mecha-
nisms that is defined by an engine speed and a load
factor of said internal combustion engine.

10. The control apparatus for an internal combustion en-
gine according to any of claims 1-9, wherein
said first fuel injection mechanism is an in-cylinder
injector, and
said second fuel injection mechanism is an intake
manifold injector.

Patentansprüche

1. Steuerungsvorrichtung für einen Verbrennungsmo-
tor mit einem ersten Kraftstoffeinspritzmechanismus
zum Einspritzen eines Kraftstoffs in einen Zylinder
und einem zweiten Kraftstoffeinspritzmechanismus
zum Einspritzen eines Kraftstoffs in einen Ansaug-
krümmer oder einen Ansaugkanal, wobei der erste
und der zweite Kraftstoffeinspritzmechanismus für
einen jeden Zylinder vorgesehen sind, mit:

einer Bestimmungseinheit zum Bestimmen, ob
der Verbrennungsmotor sich während des Leer-
laufs in einem Katalysatoraufwärmzustand be-
findet; und
einer Steuerungseinheit zum Steuern des er-
sten und des zweiten Kraftstoffeinspritzmecha-
nismus, basierend auf Informationen, die einem
Betriebszustand des Verbrennungsmotors zu-
geordnet sind, so dass eine homogene Verbren-
nung nur ausgeführt wird, wenn bestimmt wird,
dass der Verbrennungsmotor sich nicht in einem
anomalen Betriebszustand wie einem Katalysa-
toraufwärmzustand während des Leerlaufs be-
findet.

2. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen so ein-
gestellt sind, dass Steuerbereiche des ersten und
des zweiten Kraftstoffeinspritzmechanismus sich
mit einer Änderung der Temperatur des Verbren-
nungsmotors verändern,
wobei die Steuerungsvorrichtung ferner aufweist:

eine Erfassungseinheit zum Erfassen der Tem-
peratur des Verbrennungsmotors,
wobei die Steuerungseinheit die Kraftstoffein-
spritzmechanismen basierend auf der erfassten
Temperatur und den Informationen steuert.

3. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen so ein-
gestellt sind, dass ein Steuerbereich des zweiten
Kraftstoffeinspritzmechanismus so erweitert wird,
dass er einen Bereich einer höheren Motordrehzahl
umfasst, wenn eine Temperatur des Verbrennungs-
motors niedriger ist.

4. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen so ein-
gestellt sind, dass der erste Kraftstoffeinspritzme-
chanismus alleine in einem vorbestimmten hohen
Motordrehzahlbereich verwendet wird.

5. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen so ein-
gestellt sind, dass der erste Kraftstoffeinspritzme-
chanismus alleine in einem vorbestimmten hohen
Motorlastbereich verwendet wird.

6. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Steuerungseinheit
den ersten Kraftstoffeinspritzmechanismus so steu-
ert, dass eine Schichtladungsverbrennung während
eines Katalysatoraufwärmbetriebs im Leerlauf aus-
geführt wird.

7. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen so ein-
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gestellt sind, dass der erste Kraftstoffeinspritzme-
chanismus alleine in einem vorbestimmten niedrigen
Motorlastbereich verwendet wird, wenn eine Tem-
peratur des Verbrennungsmotors hoch ist.

8. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen so ein-
gestellt sind, dass der zweite Kraftstoffeinspritzme-
chanismus alleine in einem vorbestimmten niedrigen
Motorlastbereich verwendet wird, wenn eine Tem-
peratur des Verbrennungsmotors niedrig ist.

9. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach Anspruch 1, wobei die Informationen Infor-
mationen enthalten, die ein Kraftstoffeinspritzver-
hältnis zwischen dem ersten und dem zweiten Kraft-
stoffeinspritzmechanismus anzeigen, das durch ei-
ne Motordrehzahl und einen Lastfaktor des Verbren-
nungsmotors definiert ist.

10. Steuerungsvorrichtung für einen Verbrennungsmo-
tor nach einem der Ansprüche 1 bis 9, wobei
es sich bei dem ersten Kraftstoffeinspritzmechanis-
mus um eine Zylinder-Inneneinspritzdüse handelt,
und
es sich bei dem zweiten Kraftstoffeinspritzmecha-
nismus um eine Ansaugkrümmer-Einspritzdüse
handelt.

Revendications

1. Appareil de commande pour un moteur à combus-
tion interne ayant un premier mécanisme d’injection
de carburant pour injecter un carburant dans un cy-
lindre et un deuxième mécanisme d’injection de car-
burant pour injecter un carburant dans un collecteur
d’admission ou un orifice d’admission, le premier et
le deuxième mécanismes d’injection de carburant
étant prévus pour chaque cylindre, comprenant :

une unité de détermination pour déterminer si
ledit moteur à combustion interne est dans un
état de réchauffage de catalyseur pendant un
fonctionnement au ralenti ; et
une unité de commande pour commander les-
dits premier et deuxième mécanismes d’injec-
tion de carburant, sur la base d’une information
associée avec un état opérationnel dudit moteur
à combustion interne, de sorte qu’une combus-
tion homogène n’est réalisée que lorsqu’il est
déterminé que ledit moteur à combustion interne
n’est pas dans un état de fonctionnement anor-
mal tel qu’un état de réchauffage de catalyseur
pendant un fonctionnement au ralenti.

2. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-

dite information est fixée de telle manière que des
régions de commande desdits premier et deuxième
mécanismes d’injection de carburant changent lors-
qu’une température dudit moteur à combustion in-
terne change,
l’appareil de commande comprenant en outre :

une unité de détection pour détecter la tempé-
rature dudit moteur à combustion interne,
ladite unité de commande commandant les mé-
canismes d’injection de carburant sur la base
de ladite température détectée et de ladite in-
formation.

3. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-
dite information est fixée de telle manière qu’une ré-
gion de commande dudit deuxième mécanisme d’in-
jection de carburant est étendue pour inclure un ré-
gion de régime moteur plus élevé lorsqu’une tempé-
rature dudit moteur à combustion interne est plus
basse.

4. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-
dite information est fixée de telle manière que ledit
premier mécanisme d’injection de carburant est seul
utilisé dans une région prédéterminée de régime mo-
teur élevé.

5. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-
dite information est fixée de telle manière que ledit
premier mécanisme d’injection de carburant est seul
utilisé dans une région prédéterminée de charge mo-
teur élevée.

6. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel
ladite unité de commande commande ledit premier
mécanisme d’injection de carburant pour exécuter
une combustion de charge stratifiée pendant une
opération de réchauffage de catalyseur au ralenti.

7. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-
dite information est fixée de telle manière que ledit
premier mécanisme d’injection de carburant est seul
utilisé dans une région prédéterminée de faible char-
ge moteur lorsqu’une température dudit moteur à
combustion interne est élevée.

8. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-
dite information est fixée de telle manière que ledit
deuxième mécanisme d’injection de carburant est
seul utilisé dans une région prédéterminée de faible
charge moteur lorsqu’une température dudit moteur

17 18 



EP 1 769 152 B1

11

5

10

15

20

25

30

35

40

45

50

55

à combustion interne est basse.

9. Appareil de commande pour un moteur à combus-
tion interne selon la revendication 1, dans lequel la-
dite information inclut une information indiquant un
rapport d’injection de carburant entre lesdits premier
et deuxième mécanismes d’injection de carburant
qui est définie par un régime moteur et un facteur de
charge dudit moteur à combustion interne.

10. Appareil de commande pour un moteur à combus-
tion interne selon l’une quelconque des revendica-
tions 1 à 9, dans lequel
ledit premier mécanisme d’injection de carburant est
un injecteur dans le cylindre, et
ledit deuxième mécanisme d’injection de carburant
est un injecteur de collecteur d’admission.
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