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(57) The in-cylinder fuel injection engine is charac-
terized in that fuel is injected into the combustion cham-
ber in two directions. When the homogeneous charge
combustion is performed, a first spray block of fuel is

injected inside of the cavity and a second spray block of
fuel is injected outside of the cavity. When the stratified
charge combustion is performed, both spray blocks are
injected inside of the cavity.
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Description

[0001] The present invention relates to an in-cylinder
fuel injection engine in which homogeneous mixture
combustion or stratified charge combustion is selective-
ly performed according to operating conditions of the en-
gine and to the control method thereof.
[0002] The in-cylinder fuel injection engine is an en-
gine in which fuel is injected directly into the combustion
chamber and so-called lean burn is realized by rapidly
mixing fuel with air and forming combustible air-fuel mix-
ture around a spark plug, intending the improvement of
fuel economy and the stability of combustion in light
loads and low speeds condition of the engine.
[0003] JP-A-11-223127 (prior art 1) discloses an in-
cylinder fuel injection engine wherein a spark plug is dis-
posed in the midst of a combustion chamber of a pent-
house-roof type and a cavity is provided on a top face
of a piston in a state offset on the intake port side. In this
prior art, the direction of fuel injected from an fuel injec-
tor is inclined diagonally and downwardly with respect
to a center axis of a cylinder and the profile of spray
distribution of injected fuel is fan-shaped so as to rapidly
diffuse fuel into the combustion chamber.
[0004] On the other hand, JP-A-2000-265842 (prior
art 2) and JP-A-2000-248944 (prior art 3) disclose a pis-
ton structure in which an inner wall surface of a cavity
formed on the top face of a piston is shaped into an over-
hang configuration. In these prior arts, when a spray
block of fuel collides against the inner wall surface of
the cavity, a swirl is generated by the penetration of the
fuel injector. As a result, particularly under light loads,
the spray block of fuel is flung up towards an electrode
of a spark plug to form a locally rich air-fuel mixture
around the electrode of the spark plug, whereby misfir-
ing can be prevented and the combustion stability is en-
hanced.
[0005] The combustion strategy of the aforesaid in-
cylinder fuel injection engine has two modes, homoge-
neous mixture combustion and stratified charge com-
bustion either of which is selected according to operat-
ing conditions of the engine. When the engine operates
at heavy loads and high speeds, namely, in a stoichio-
metric air-fuel ratio condition, a uniform mixture is
formed in the combustion chamber and so-called homo-
geneous mixture combustion is performed. To enhance
the uniformity of mixture, fuel is sprayed during the in-
take stroke.
[0006] On the other hand, when the engine operates
at light loads and low speeds like idle speeds, namely,
in a lean air fuel ratio condition (lean burn zone of air-
fuel ratio), air-fuel mixture is stratified in the combustion
chamber and so-called stratified charge combustion
takes place. In this stratified charge combustion strate-
gy, fuel is sprayed at a latter stage of the compression
stroke. The fuel injected from the fuel injector is intro-
duced to the cavity formed on the top surface of the pis-
ton and streams towards the electrode of the spark plug.

Thus, an ignitable mixture gas is formed in the vicinity
of the electrode and is ignited by the spark plug at an
appropriate timing.
[0007] However, when the homogeneous charge
combustion takes place in a high load and high speed
operating region of the engine, the prior art 1 has a dif-
ficulty of enhancing a disperseability of fuel and an air
utilization ratio. As illustrated in Fig. 12, a fuel injector
12 is disposed on an intake side of a combustion cham-
ber 8 of an engine E and fuel is injected from the fuel
injector 12 in a spray block F. Further, a cavity 5 is
formed on a top face 4a of a piston 4 in a position offset
from a central axis of a cylinder 1 to the intake side. A
central axis Q of the spray block F shows an injection
direction of fuel of the fuel injector 12, being directed to
the cavity 5. Consequently, when the spray block F is
injected from the fuel injector 12, almost all quantity of
fuel is injected toward inside of the cavity 5.
[0008] When the piston 4 descends from the top dead
center in a state while an intake port 9a is opened by an
intake valve 10a and an exhaust port 9b is closed by an
exhaust valve 10b, the fuel spray block F is affected by
an air stream of the intake air (indicated by a bold arrow
of Fig. 12). Hence, when the piston 4 goes up from the
bottom dead center, the fuel spray block F is involved in
the air stream of the intake air, as illustrated in Fig. 13.
As a result, as shown in Fig.14, the spray block F stays
inside of the cavity 5 and more of the rich fuel tends to
exist on the intake side. As a result, since the disper-
seability of fuel and the air utilization ratio can not be
enhanced adequately, miscellaneous adverse effects
such as loss of thermal efficiency, power-downing and
exacerbated fuel economy and the like are caused.
[0009] On the other hand, when the stratified charge
combustion takes place in a low load and low speed op-
erating region of the engine, fuel is injected inside the
cavity 5 when the cavity 5 comes close to the fuel injec-
tor 12 at the latter stage of the compression stroke. At
this moment, as shown in Fig. 15, most of fuel is reflect-
ed as a main spray block F towards an inner wall surface
5a on the exhaust side of the cavity 5, however the rest
part of fuel is reflected as a residual spray block F0 to-
wards an inner wall surface 5b on the intake side of the
cavity 5. As a result, the residual spray block F0 is re-
flected in an opposite direction of the main spray block
F and both spray blocks are separated from each other.
When the spark plug is ignited in this state, the flame
propagation does not reach the residual spray block F0
and as a result the residual fuel spray F0 stays unburned
in the combustion chamber, this incurring exacerbated
exhaust emissions and fuel economy.
[0010] To solve the problem, it is considered that the
ignition timing is slightly retarded. That is, during the re-
tarded ignition timing, the main spray block F is diffused
towards the intake side and joins with the residual spray
block F0 in the vicinity of the intake port. The ignition
takes place when both spray blocks meet together.
However, when the main spray block F joins with the
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residual spray block F0, there is a possibility that a ring-
shaped stream of the mixture gas is generated by the
joining of both spray blocks. Then, a central portion of
the ring-shaped stream tends to remain unburned. Fur-
ther, the fuel diffused on the exhaust side also tends to
remain unburned. Further, since the main spray block
around the electrode 11a of the spark plug 11 has a
stream towards the intake side, the stability of ignition
and the stability of combustion are exacerbated.
[0011] On the other hand, when the stratified charge
combustion takes place in a high speed condition of the
engine, it is difficult to find an appropriate ignition timing
and as a result the thermal efficiency goes down.
[0012] Further, with respect to the prior arts 2 and 3,
as shown in Fig. 17, an inner wall surface 5a opposite
to the direction the fuel injection of the cavity 5 has an
overhang configuration. Hence, when the fuel spray
block F collides with the inner wall surface 5a of the cav-
ity 5, the greater part of the spray block F stays within
the cavity 5. As a result, the homogeneous charge com-
bustion tends to produce a lean fuel distribution on the
exhaust side.
[0013] It is an object of the present invention to pro-
vide an in-cylinder fuel injection engine enhanced in
thermal efficiency, combustion stability and emissions
performance when the stratified charge combustion is
perfomed, and improved in thermal efficiency, power
output performance and fuel economy when the homo-
geneous charge combustion is performed.
[0014] In order to attain the object, the in-cylinder fuel
injection engine comprises a cavity provided on a top
surface of a piston on an intake side, a fuel injector for
injecting fuel in two directions, a first injection direction
and a second injection direction and injection timing
control means. That is, the fuel injector forms two fuel
spray blocks, one spray block directed to the first injec-
tion direction and the other spray block directed to the
second injection direction. The injection timing control
means controls an injection timing so as to direct the
first injection direction to the cavity and to direct the sec-
ond injection direction to the top surface of the piston
outside of the cavity, when the piston is during the intake
stroke and positioned at a specified crank angle, pref-
erably between 130° and 160°, after top dead center on
a bottom dead center side and for controlling the injec-
tion timing so as to direct both of the first injection direc-
tion and the second injection direction to the cavity,
when the piston is at a latter stage of the compression
stroke.
[0015] According to a second aspect of the invention,
a fuel injector forms two groups of fuel spray blocks, a
first group of spray blocks including a plurality of spray
blocks and a second group of spray blocks including a
plurality of spray blocks. When the homogeneous
charge combustion is performed, the first group of spray
blocks is injected inside of the cavity and the second
group of spray blocks is injected outside of the cavity.
When the stratified charge combustion is performed,

both groups of spray blocks are injected inside of the
cavity.

Fig. 1 is a schematic diagram showing an in-cylin-
der fuel injection engine according to the present
invention;
Fig. 2 is a schematic sectional view showing a com-
bustion chamber at an initial stage of the intake
stroke;
Fig. 3 is a schematic sectional view showing a com-
bustion chamber, particularly, a condition of fuel in-
jected in a high load and high speed operating re-
gion;
Fig. 4 is a schematic sectional view showing a com-
bustion chamber, particularly a behavior of a fuel
spray block at an initial stage of the compression
stroke in the homogeneous charge combustion;
Fig. 5 is a schematic sectional view showing a com-
bustion chamber, particularly a behavior of a fuel
spray block at a latter stage of the compression
stroke in the homogeneous charge combustion;
Fig. 6 is a schematic sectional view showing a com-
bustion chamber, particularly a condition of fuel in-
jected in the homogeneous charge combustion in a
low load and low speed operating region;
Fig. 7 is a schematic sectional view showing a com-
bustion chamber, particularly a behavior of a fuel
spray block at a stage immediately before the ex-
pansion stroke in the stratified charge combustion;
Fig. 8 is a plan view showing a fuel spray block;
Fig. 9 is an explanatory view showing a penetration
of a fuel spray block;
Fig. 10 is a side view showing two fuel spray blocks;
Figs. 11a and 11b are schematic sectional views
showing fuel spray blocks of Fig. 10 taken along a
plane perpendicular to a central axis of a fuel injec-
tor according to a first embodiment;
Figs. 11c to 11e are schematic sectional views
showing fuel spray blocks taken along a plane per-
pendicular to a central axis of a fuel injector accord-
ing to a second embodiment;
Fig. 12 is a schematic sectional view showing a
combustion chamber, particularly a condition of fuel
injected at a middle stage of the intake stroke in the
homogeneous charge combustion according to a
prior art;
Fig. 13 is a schematic sectional view showing a
combustion chamber, particularly a condition of fuel
diffused at an initial stage of the compression stroke
in the homogeneous charge combustion according
to a prior art;
Fig. 14 is a schematic sectional view showing a
combustion chamber, particularly a condition of fuel
diffused at a latter stage of the compression stroke
in the homogeneous charge combustion according
to a prior art;
Fig. 15 is a schematic sectional view showing a
combustion chamber, particularly a condition of fuel
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diffused at a latter stage of the compression stroke
in the stratified charge combustion according to a
prior art;
Fig. 16 is a schematic sectional view showing a
combustion chamber, particularly a condition of fuel
diffused at a stage immediately before the expan-
sion stroke in the stratified charge combustion ac-
cording to another prior art;
Fig. 17 is a schematic sectional view showing a
combustion chamber, particularly a condition of fuel
diffused at a stage immediately before the expan-
sion stroke in the stratified charge combustion ac-
cording to still another prior art;

[0016] Referring now to Figs. 1 and 2, an engine E is
primarily constituted by a cylinder 1, a cylinder block 2,
a cylinder head 3 and a piston 4. The piston 4 is recip-
rocatably provided in the cylinder 1 and has a cavity 5
on a top surface 4a thereof in a position offset on an
intake side. The piston 4 is interlocked with a crankshaft
7 through a connecting rod 6. In the cylinder 1, a com-
bustion chamber 8 of a penthouse-roof type is formed
between an inner wall of the cylinder head 3 and a top
surface 4a of the piston 4. There is provided an intake
valve 10a for opening and closing an intake port 9a on
a slanted roof surface 8a on an intake side of the com-
bustion chamber 8 and also there is provided an exhaust
valve 10b for opening and closing an exhaust port 9b
on a slanted roof surface 8b on an exhaust side of the
combustion chamber 8. A spark plug 11 is mounted on
a central roof surface between the intake valve 10a and
the exhaust valve 10b of the combustion chamber 8 with
an electrode 11a exposed to the combustion chamber
8. Further, a fuel injector 12 is mounted on the slanted
roof surface 8a of the combustion chamber 8 on the in-
take side to spray pressurized fuel (gasoline). The fuel
injector 12 is an electromagnetic valve and disposed in
the combustion chamber 8 such that a central axis Q
thereof is inclined downward to a central axis 0 of the
cylinder 1. As a result, fuel is injected directly into the
combustion chamber 8 from the intake port 9a side to
the exhaust port 9b side.
[0017] The intake port 9a is connected with an intake
manifold 13 for supplying air to the combustion chamber
8. The intake manifold 13 has a throttle valve 14 for reg-
ulating the quantity of air sucked through an air cleaner
(not shown) and has an air chamber 15 downstream of
the throttle valve 14. The throttle valve 14 is driven by
an electric motor (not shown) without having a mechan-
ical linkage with an accelerator pedal 16. An opening
angle of the throttle valve 14 is established by an output
signal from a control unit 21 of an engine control circuit
20 which will be described hereinafter. On the other
hand, the exhaust port 9b is connected with an exhaust
manifold 17 for discharging exhaust gas remaining in
the combustion chamber 8 after the combustion stroke.
The exhaust manifold 17 is connected with a catalytic
converter 18 to purify the exhaust gas. The air chamber

15 of the intake manifold 13 communicates with the ex-
haust manifold 17 through an EGR valve 19 which is
driven by a stepper motor (not shown) . An opening an-
gle of the EGR valve 19 is established by an output sig-
nal from the control unit 21. The opening angle of the
EGR valve 19 is so regulated as to supply an appropri-
ate amount of inert gas to the intake manifold 13 and to
decrease the combustion temperature in the combus-
tion chamber 8 and as a result nitrogen oxides emission
can be reduced.
[0018] The engine E is connected with the engine
control circuit 20 having the control unit 21. The control
unit 21 is primarily constituted by a micro-computer in
which a fuel injection amount, a fuel injection timing, an
ignition timing, a throttle opening angle, an EGR open-
ing angle and the like, are calculated. Control signals
indicative of these calculated control variables are out-
putted from the control unit 21 to miscellaneous actua-
tors.
[0019] The control unit 21 inputs sensor signals from
miscellaneous sensors 22 to 29. A crank angle sensor
22 is disposed in the vicinity of an outer periphery of a
crank rotor 7a which rotates integrally with the crank-
shaft 7 to detect crank angles. The control unit 21 con-
trols a series of combustion stroke in the engine E based
on the sensor signal from the crank angle sensor 22. A
cam angle sensor 23 is disposed in the vicinity of a cam
mechanism 23a for opening and closing the intake valve
10a to detect a cam angle. The control unit 21 controls
valve opening and closing conditions of the intake
valves 10a based on the sensor signal from the cam an-
gle sensor 23. An accelerator opening angle sensor 24
is of a potentiometer type and is disposed in the vicinity
of the accelerator pedal 16 to detect load conditions of
the engine. The control unit 21 controls a load required
by a vehicle driver based on a sensor signal from the
accelerator opening angle sensor 24. Air flow sensor 25
is of a hot wire type or hot film type and is disposed im-
mediately downstream of the air cleaner (not shown) to
detect an intake air amount. Further, a throttle opening
angle sensor 26 is disposed in the neighborhood of the
throttle valve 14 to detect a throttle opening angle. A
manifold pressure sensor 27 is disposed in the air cham-
ber 15 to detect a pressure in the air chamber 15. An
EGR opening angle sensor 28 is disposed in the EGR
valve 19 provided between the air chamber 15 and the
exhaust manifold 17 to detect an EGR opening angle of
the EGR valve 19. The control unit 21 controls a mixing
rate of the inert gas to be supplied to the intake manifold
13. A coolant temperature sensor 29 is disposed in a
water jacket 2a formed around the combustion chamber
8 to detect a water temperature of the water jacket 2a.
The control unit 21 controls an injection quantity, an ig-
nition timing and the like based on a sensor signal from
the coolant temperature sensor 29.
[0020] According to a first embodiment of the present
invention, fuel is injected from an injection nozzle 12a
of the fuel injector 12 in two directions, Q1 and Q2.
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The first injection direction Q1 is directed downward with
respect to the central axis Q of the fuel injector 12 and
the second injection direction Q2 is directed upward with
respect to the central axis Q.
[0021] Fig. 3 is a sectional view showing a condition
of injected fuel in the homogeneous charge combustion
available in high loads and high speeds operating re-
gion. The timing of fuel injection is established to an in-
stance at the initial through middle stage of the intake
stroke. This timing of the middle stage of the intake
stroke corresponds to 100 ° to 180°, preferably 130° to
160°, for example 130° in terms of the crank angle. In
other words, the crank angle of 130° indicates a position
where the piston 4 is located on the bottom dead center
side. Further, the fuel injected from the injection nozzle
12a of the fuel injector 12 is divided into two spray
blocks, a main spray block F1 injected in the direction
of the central axis Q1 and a subsidiary spray block F2
injected in the direction of the central axis Q2. The cen-
tral axis Q1 is directed to the inner wall of the cavity 5
at a relatively sharp angle and the central axis Q2 is di-
rected to the top surface 4a of the piston 4 at a relatively
dull angle. That is, the main spray block F1 is sprayed
towards the inner surface of the cavity 5 rather perpen-
dicularly thereto and the subsidiary spray block F2 is
sprayed over the cavity 5 obliquely towards the top sur-
face 4a of the piston 4 on the exhaust side of the com-
bustion chamber 8.
[0022] Fig. 4 is a sectional view showing a behavior
of a fuel spray block in the homogeneous charge com-
bustion and Fig. 5 is a sectional view showing a behavior
of a fuel spray block at a latter stage of the compression
stroke in the homogeneous charge combustion. As il-
lustrated in Fig. 4, when fuel is injected to the combus-
tion chamber 8 at the middle stage of the intake stroke,
the main spray block F1 is diffused in the cavity 5 and
in an upper space of the cavity 5, thereby a rich air-fuel
mixture is formed on the intake side with respect to a
central axis O of the cylinder 1.
[0023] On the other hand, the subsidiary spray block
F2 sprayed to the exhaust side of the combustion cham-
ber 8 is caught by an air stream (illustrated by a bold
arrow of Fig. 4) towards the central part of the combus-
tion chamber 8 and diffused. Further, since the fuel in-
jection takes place at a rather early stage, the mixing of
air and fuel is expedited. As a result, a rich air-fuel mix-
ture is formed also on the exhaust side with respect to
the central axis O of the cylinder 1. Accordingly, as
shown in Fig. 5, a rich uniform air-fuel mixture is formed
in the overall combustion chamber 8 by the main spray
block F1 and the subsidiary spray block F2 at the latter
stage of the compression stroke. As a result, the diffu-
seability of fuel and the air utilization ratio are enhanced
and power output performance and fuel economy can
be improved due to the elimination of a loss of thermal
efficiency.
[0024] Fig. 6 is a sectional view showing a condition
of fuel injection in the stratified charge combustion avail-

able in low loads and low speeds operating region. The
timing of fuel injection in this stratified charge combus-
tion is established to an instance at the latter stage of
the compression stroke. Therefore, when fuel is injected
from the injection nozzle 12a of the fuel injector 12 at
this timing, the main spray block F1 and the subsidiary
spray block F2 are directed to the inner wall of the cavity
5 along the central axis Q1 and the central axis Q2, re-
spectively.
[0025] Fig. 7 is a sectional view showing a behavior
of a fuel spray block immediately before the combustion
stroke in the stratified charge combustion. When fuel is
injected to the combustion chamber 8 at the latter stage
of the combustion stroke, Since the main spray block F1
collides with the inner wall of the cavity 5 at an acute
angle, atomization and vaporization of fuel is expedited.
The greater part of the main spray block F1 is diffused
toward the upper space of the combustion chamber 8
on the intake side along the inner wall surface 5b on the
intake side of the cavity 5. As a result, a rich air-fuel mix-
ture is formed on the intake side with respect to the cen-
tral axis C of the cylinder 1.
[0026] On the other hand, the greater part of the sub-
sidiary spray block F2 is diffused towards the upper
space of the central combustion chamber 8 along the
inner wall surface 5a of the cavity 5 and a rich air-fuel
mixture is formed around the electrode 11a of the spark
plug 11. The rest main spray block F1 and subsidiary
spray block F2 are overlapped with each other and stay
in the cavity 5 in a state of stratified air-fuel mixture.
Thus, the combustion chamber 8 on the intake side in-
cluding an area around the electrode 11a of the spark-
plug 11 is filled with a rich air-fuel mixture and the strat-
ified air-fuel mixture is formed in the cavity 5. Further,
the combustion chamber 8 on the exhaust side is filled
with a lean air-fuel mixture. As a result, when the spark
plug 11 is ignited, a smooth flame propagation takes
place, thereby misfirings can be prevented. Further-
more, since an unburned fuel caused in the prior art can
be eliminated in the present invention. As a result, emis-
sions of good quality and improved fuel economy can
be obtained. Further, as described above, since the
main spray block F1 collides with the inner wall of the
cavity 5 at an acute angle, atomization and vaporization
of fuel is expedited and even in the stratified charge
combustion on a high speed region side, a good com-
bustion takes place.
[0027] Fig. 8 is a plan view showing a fuel spray block
and Fig. 9 is an explanatory view showing a penetration
of the fuel spray block. As shown in Fig. 8, the main and
subsidiary spray blocks F1, F2 have a fan shaped con-
figuration spreading towards the central axis O of the
cylinder 1 from the injection nozzle 12a of the fuel injec-
tor 12 in a symmetrical manner with respect to the center
axis Q of the fuel injector 12. As shown in Fig. 9, the
main spray block F1 has a correlation expressed by the
following formulas (1), (2) with the subsidiary spray
block F2:
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where L1 is a penetration of the main spray block, L2 is
a penetration of the subsidiary spray block, α1 is an in-
jection angle of the main spray block, α 2 is an injection
angle of the subsidiary spray block, β1 is a spray angle
of the main spray block and β2 is a spray angle of the
subsidiary spray block.
[0028] In the above formulas, the penetration L1 is a
reach of the main spray block or a distance along the
central axis Q1 from the injection nozzle 12a to a hori-
zontal plane X corresponding to the top surface 4a of
the piston 4 and the penetration L2 is a reach of the sub-
sidiary spray block or a distance along the central axis
Q2 from the injection nozzle 12a to a horizontal plane X
corresponding to the top surface 4a of the piston 4. The
injection angle α 1 is an angle of the central axis Q1 of
the main spray block F1 with respect to a vertical axis
Y passing through the injection nozzle 12a of the fuel
injector 12 in parallel with the central axis of the cylinder
1. The injection angle α2 is an angle of the central axis
Q2 of the subsidiary spray block F2 with respect to a
vertical axis Y passing through the injection nozzle 12a
of the fuel injector 12 in parallel with the central axis of
the cylinder 1. The spray angle β1 is a spread angle of
the main spray block F1 directed to the central axis O
of the cylinder 1 and the spray angle β2 is a spread angle
of the subsidiary spray block F2 directed to the central
axis O of the cylinder 1.
[0029] The main spray block F1 and the subsidiary
spray block F2 are so designed as to reach the top sur-
face 4a of the piston 4 simultaneously. The reason is as
follows. The reach L1 of the main spray block F1 is short-
er than the reach L2 of the subsidiary spray block F2
(L1 < L2). If the main spray block F1 reaches the top
surface 4a of the piston 4 earlier than the subsidiary
spray block F2 under the same injection quantity ratio,
the main spray block F1 supplies excess fuel to the cav-
ity 5 and fuel is distributed heterogeneously around the
cavity 5. To prevent the main spray block F1 from reach-
ing the top surface 4a earlier than the subsidiary spray
block 4a, the spray angle β1 of the main spray block F1
is established to be larger than the spray angle β1 of the
subsidiary spray block F2 (β1>β2). As a result, the main
spray block F1 and the subsidiary spray block F2 can
reach the top surface 4a of the piston 4 simultaneously
and the excessive fuel supply to the cavity 5 can be pre-
vented.
[0030] The ratio of injection quantity of the main spray
block F1 to that of the subsidiary spray block F2 is es-
tablished according to a ratio of the volume of the cavity
5 to the volume excepting the cavity 5 of the combustion
chamber 8 at the top dead center. In this case, the def-
inition of the volume of the cavity 5 and the volume ex-

L1cosα1 = L2cosα2 (1)

β1 > β2 (2)

cepting the cavity 5 of the combustion chamber 8 varies
depending upon the configuration of the cavity 5. For
example, as shown in Fig. 3, the cavity whose inner wall
surface 5a on the exhaust side is outwardly open is re-
ferred to as an. open wall type cavity. Further, as shown
in Fig. 17, the cavity whose inner wall surface 5a on the
exhaust side is shaped into an overhang configuration
is referred to as an overhung wall type cavity. In case of
the open wall type cavity, the volume of the cavity 5 is
defined as a volume of the cavity 5 itself plus a volume
of an upper space of the cavity 5 up to the roof surface
8a on the intake side and the volume excepting the cav-
ity is defined as a volume of the other space of the com-
bustion chamber 8 . On the other hand, in case of the
overhung wall type cavity, when the spray block F col-
lides with the inner wall surface 5a, the greater part of
the spray block F flows towards the intake side and stays
in the cavity 5. Hence, the volume of the cavity is defined
as a volume of the cavity 5 itself and the volume except-
ing the cavity is defined as a volume of all other space
of the combustion chamber 8 . Thus, the ratio of injec-
tion quantity of the main spray block F1 to that of the
subsidiary spray block F2 is established according to a
ratio of the defined volume of the cavity 5 to the defined
volume excepting the cavity 5.
[0031] Further, the space between the main spray
block F1 and the subsidiary spray block F2 plays an im-
portant role to expedite mixing of fuel and air. In this em-
bodiment, as shown in Fig. 9, the injection angle α1 of
the main spray block F1 is established according to the
configuration of the combustion chamber 8 so as to
maintain a spacing angle θ of the space between the
main spray block F1 and the subsidiary spray block F2
at 10° and more.
[0032] Fig. 10 is a side view showing a fuel injection.
In the drawing, Z denotes a plane perpendicular to the
central axis Q of the fuel injector 12. Further, Figs. 11a
and 11b are sectional views of examples of fuel injection
modes taken along the plane Z of Fig. 10 as viewed from
an arrow A according to the first embodiment. That is,
in this embodiment, fuel injected from the fuel injector
12 forms two spray blocks, the main spray block F1 and
the subsidiary spray block F2. Specifically, Fig. 11a
shows a fuel injection mode in which the main spray
block F1 and the subsidiary spray block F2 have a sim-
ilar belt-shaped section, respectively. Fig. 11b shows a
fuel injection mode in which the main spray block F1 and
the subsidiary spray block F2 have a belt-shaped sec-
tion differing in length and width from each other, re-
spectively.
[0033] Figs. 11c to 11e are sectional views of exam-
ples of fuel injection modes taken along the plane Z of
Fig. 10 as viewed from an arrow A according to the sec-
ond embodiment. In this embodiment, respective spray
blocks, main spray block F1 and subsidiary spray block
F2, are divided into a plurality of spray blocks, forming
a first group of fuel spray blocks and a second group of
fuel splay blocks. Specifically, Fig. 11c shows a fuel in-
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jection mode in which the main spray block F1 or the
first group of spray blocks is divided into three spray
blocks having round sections (elliptic sections as viewed
from Z plane) arranged in line and the subsidiary spray
block F2 or the second group of spray blocks has a belt-
shaped section. Fig. 11d shows a fuel injection mode in
which the main spray block F1 or the first group of spray
blocks and the subsidiary spray block F2 or the second
group of spray blocks is divided into three spray blocks
having round sections arranged in line, respectively.
Further, Fig. 11e shows a fuel injection mode in which
the main spray block F1 or the first group of spray blocks
is divided into two spray blocks having round sections
and the subsidiary spray block F2 or the second group
of spray blocks is divided into three spray blocks having
round sections.
[0034] The entire contents of Japanese Patent Appli-
cation No. Tokugan 2002-171480 filed June 12, 2002,
is incorporated herein by reference.
[0035] While the present invention has been dis-
closed in terms of the preferred embodiments in order
to facilitate better understanding of the invention, it
should be appreciated that the invention can be embod-
ied in various ways without departing from the principle
of the invention. Therefore, the invention should be un-
derstood to include all possible embodiments which can
be embodied without departing from the principle of the
invention set out in the appended claims.

Claims

1. An in-cylinder fuel injection engine for injecting fuel
directly into a cylinder, comprising:

a cavity provided on a top surface of a piston
on an intake side;
a fuel injector for forming two fuel spray blocks,
a first fuel spray block and a second fuel spray
block; and
injection timing control means for controlling an
injection timing so as to direct said first fuel
spray block to said cavity and to direct said sec-
ond fuel spray block to said top surface of said
piston outside of said cavity, when said piston
is during the intake stroke and positioned at a
specified crank angle after top dead center on
a bottom dead center side and for controlling
said injection timing so as to direct both of said
first and second fuel spray blocks to said cavity,
when said piston is at a latter stage of the com-
pression stroke.

2. The in-cylinder fuel injection engine according to
claim 1, wherein said specified crank angle is be-
tween 100°and 180°, preferably 130° and 160°.

3. The in-cylinder fuel injection engine according to

claim 1 or 2, wherein said first fuel spray block is
spaced from said second fuel spray block by more
than 10°.

4. An in-cylinder fuel injection engine capable of se-
lecting a homogeneous charge combustion or a
stratified charge combustion according to an engine
operating condition, comprising:

a cavity provided on a top surface of a piston
on an intake side;
a fuel injector for forming two fuel spray blocks,
a first spray block and a second fuel spray
block; and
injection timing control means for controlling an
injection timing so as to direct said first fuel
spray block to said cavity and to direct said sec-
ond fuel spray block to said top surface of said
piston outside of said cavity, when said homo-
geneous charge combustion takes is per-
formed and for controlling said injection timing
so as to direct both of said first and second fuel
spray blocks to said cavity, when said stratified
charge combustion is performed.

5. A method of controlling an in-cylinder fuel injection
engine having a cavity on a top surface of a piston
and a fuel injector for injecting fuel into a cylinder,
said engine capable of selecting a homogeneous
charge combustion or a stratified charge combus-
tion according to an engine operating condition,
comprising the steps of:

forming two fuel spray blocks, a first fuel spray
block and a second fuel spray block; and
controlling an injection timing so as to direct
said first fuel spray block to said cavity and to
direct said second fuel spray block to said top
surface of said piston outside of said cavity,
when said homogeneous charge combustion is
performed and for controlling said injection tim-
ing so as to direct both of said first and second
fuel spray blocks to said cavity, when said strat-
ified charge combustion is performed.

6. An in-cylinder fuel injection engine for injecting fuel
directly into a cylinder, comprising:

a cavity provided on a top surface of a piston
on an intake side;
a fuel injector for forming two groups of fuel
spray blocks, a first group of fuel spray blocks
including a plurality of spray blocks and a sec-
ond group of fuel spray blocks including a plu-
rality of spray blocks; and
injection timing control means for controlling an
injection timing so as to direct said first group
of fuel spray blocks to said cavity and to direct
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said second group of fuel spray blocks to said
top surface of said piston outside of said cavity,
when said piston is during the intake stroke and
positioned at a specified crank angle after top
dead center on a bottom dead center side and
for controlling said injection timing so as to di-
rect both of said first and second groups of fuel
spray blocks to said cavity, when said piston is
at a latter stage of the compression stroke.

7. The in-cylinder fuel injection engine according to
claim 6, wherein said specified crank angle is be-
tween 100°and 180°, preferably 130° and 160°.

8. The in-cylinder fuel injection engine according to
claim 6 or 7, wherein said first group of fuel spray
blocks is spaced from said second group of fuel
spray blocks by more than 10°.

9. An in-cylinder fuel injection engine capable of se-
lecting a homogeneous charge combustion or a
stratified charge combustion according to an engine
operating condition, comprising:

a cavity provided on a top surface of a piston
on an intake side;
a fuel injector for forming two groups of fuel
spray blocks, a first group of spray blocks in-
cluding a plurality of spray blocks and a second
group of fuel spray blocks including a plurality
of spray blocks; and
injection timing control means for controlling an
injection timing so as to direct said first group
of fuel spray blocks to said cavity and to direct
said second group of fuel spray blocks to said
top surface of said piston outside of said cavity,
when said homogeneous charge combustion is
performed and for controlling said injection tim-
ing so as to direct both of said first and second
groups of fuel spray blocks to said cavity, when
said stratified charge combustion is performed.

10. A method of controlling an in-cylinder fuel injection
engine having a cavity on a top surface of a piston
and a fuel injector for injecting fuel into a cylinder,
said engine capable of selecting a homogeneous
charge combustion or a stratified charge combus-
tion according to an engine operating condition,
comprising the steps of:

forming two groups of fuel spray blocks, a first
group of fuel spray blocks including a plurality
of spray blocks and a second group of fuel
spray blocks including a plurality of spray
blocks; and
controlling an injection timing so as to direct
said first group of fuel spray blocks to said cav-
ity and to direct said second group of fuel spray

blocks to said top surface of said piston outside
of said cavity, when said homogeneous charge
combustion is performed and for controlling
said injection timing so as to direct both of said
first and second groups of fuel spray blocks to
said cavity, when said stratified charge com-
bustion is performed.
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