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(54) ENGINE CONTROLLER

(57) An engine controller (30) includes a cylinder de-
activation control unit and a valve stopping control unit.
When performing the valve stopping control, the valve
stopping control unit, in a case in which the cylinder de-
activation control unit executes the cylinder deactivation
with the deactivated cylinder fixed, stops the operation
for opening and closing the exhaust valve (21) of the
deactivated cylinder from a first combustion cycle after
starting the cylinder deactivation and stops the operation
for opening and closing the intake valve (20) of the de-

activated cylinder from a second combustion cycle after
starting the cylinder deactivation. The valve stopping
control unit, in a case in which the cylinder deactivation
control unit executes the cylinder deactivation without
fixing the deactivated cylinder, stops the operation for
opening and closing both the intake valve (20) and the
exhaust valve (21) of the deactivated cylinder from the
first combustion cycle after starting the cylinder deacti-
vation.
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Description

BACKGROUND

[0001] The present disclosure relates to an engine controller that performs cylinder deactivation by stopping the
operation for opening and closing the intake and exhaust valves.
[0002] Japanese Laid-Open Patent Publication No. 11-336577 discloses an engine including a valve stopping mech-
anism that stops the operation for opening and closing and the intake and exhaust valves. In the engine, when a reduced-
cylinder operation is performed to deactivate the combustion of some of the cylinders, the operation for opening and
closing the intake and exhaust valves of the deactivated cylinders is stopped. Japanese Laid-Open Patent Publication
No. 11-336577 also discloses that cylinder deactivation is performed with intake air enclosed in a deactivated cylinder
in order to limit oil rising in the cylinder. This is performed by stopping only the operation for opening and closing the
exhaust valve in the first combustion cycle after starting cylinder deactivation with the reduced-cylinder operation and
by stopping the operation for opening and closing the intake valve from the second combustion cycle.
[0003] U.S. Patent No. 9200575 discloses a technique for variably controlling the combustion cylinder ratio of an
engine, which is the ratio of the number of combustion cylinders to the total of the number of combustion cylinders and
the number of deactivated cylinders, by performing an intermittent combustion operation for intermittently performing
cylinder deactivation. U.S. Patent No. 9200575 also discloses that various combustion cylinder ratios can be achieved
by combining an intermittent combustion operation for fixing deactivated cylinders with an intermittent combustion op-
eration for dynamically changing deactivated cylinders instead of fixing deactivated cylinders. That is, the combustion
cylinder ratios that can be achieved by using a four-cylinder engine when only performing the intermittent combustion
operation for fixing deactivated cylinders are only four combustion cylinder ratios, namely, 100% (4/4) with all the cylinders
activated, 75% (3/4) with one cylinder deactivated, 50% (2/4) with two cylinders deactivated, and 25% (1/4) with three
cylinders deactivated. When the intermittent combustion operation is performed by changing deactivated cylinders,
combustion cylinder ratios other than the above-described four combustion cylinder ratios can be achieved. For example,
the combustion cylinder ratio becomes 67% (2/3) when a pattern in which combustion is consecutively performed in two
cylinders before the combustion of one cylinder is deactivated is repeated to perform the intermittent combustion operation
while switching the cylinder subject to cylinder deactivation each time the pattern is repeated.
[0004] In some cases, as in the combustion cylinder ratio variable control disclosed in U.S. Patent No. 9200575, both
a cylinder deactivation in which deactivated cylinders are fixed and a cylinder deactivation in which deactivated cylinders
are not fixed are performed. The procedures of stopping the operation for opening and closing the intake and exhaust
valves when the cylinder deactivation starts in Japanese Laid-Open Patent Publication No. 11-336577 require the
reduced-cylinder operation to be performed with deactivated cylinders fixed. Thus, in the conventional technique, there
is no proper valve stopping control in which both the cylinder deactivation in which deactivated cylinders are fixed and
the cylinder deactivation in which deactivated cylinders are not fixed are performed by stopping the operation for opening
and closing the intake and exhaust valves.

SUMMARY

[0005] It is an object of the present disclosure to provide an engine controller that properly performs cylinder deactivation
by stopping the operation for opening and closing the intake and exhaust valves.
[0006] An engine controller according to one aspect is configured to control an engine. The engine includes cylinders
each provided with an intake valve and an exhaust valve and a valve stopping mechanism capable of stopping an
operation for opening and closing the intake valve and the exhaust valve of each of the cylinders. The engine controller
includes a cylinder deactivation control unit configured to execute cylinder deactivation in at least one of the cylinders
and a valve stopping control unit configured to execute, during the execution of the cylinder deactivation, a valve stopping
control to control the valve stopping mechanism for stopping the operation for opening and closing the intake valve and
the exhaust valve of a deactivated cylinder subject to the cylinder deactivation. When performing the valve stopping
control, the valve stopping control unit is configured to, in a case in which the cylinder deactivation control unit executes
the cylinder deactivation with the deactivated cylinder fixed, stop the operation for opening and closing the exhaust valve
of the deactivated cylinder from a first combustion cycle after starting the cylinder deactivation and stop the operation
for opening and closing the intake valve of the deactivated cylinder from a second combustion cycle after starting the
cylinder deactivation, and in a case in which the cylinder deactivation control unit executes the cylinder deactivation
without fixing the deactivated cylinder, stop the operation for opening and closing both the intake valve and the exhaust
valve of the deactivated cylinder from the first combustion cycle after starting the cylinder deactivation.
[0007] When stopping the operation for opening and closing the exhaust valve of the deactivated cylinder from a first
combustion cycle after starting the cylinder deactivation and stopping the operation for opening and closing the intake
valve of the deactivated cylinder from a second combustion cycle after starting the cylinder deactivation, cylinder deac-
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tivation is performed with intake air enclosed in a cylinder. This limits oil rising when cylinder deactivation is performed.
However, in such a case, the intake air enclosed when combustion is resumed is emitted to the exhaust passage. This
causes the exhaust gas to become lean and deteriorates the emission or requires fuel injection that does not contribute
to the combustion in order to avoid the emission deterioration. Thus, when cylinder deactivation and combustion re-
sumption are repeatedly performed at a high frequency, the cylinder deactivation performed with intake air enclosed in
the cylinder causes considerable emission deterioration or increases in fuel consumption to avoid such emission dete-
rioration. When cylinder deactivation is performed during a short period, the amount of oil rising during the deactivation
is limited even without enclosing intake air in the deactivated cylinders. In the above-described engine controller, intake
air is enclosed in deactivated cylinders to limit oil rising only when cylinder deactivation is performed with deactivated
cylinders fixed, that is, when the same cylinders are consecutively deactivated. This allows cylinder deactivation to be
properly performed by stopping the operation for opening and closing the intake valve and the exhaust valve.
[0008] An engine controller according to another aspect is configured to control an engine. The engine includes
cylinders each provided with an intake valve and an exhaust valve, a valve stopping mechanism capable of stopping
an operation for opening and closing the intake valve and the exhaust valve of each of the cylinders, and a variable
valve mechanism that causes a timing of opening the exhaust valve to be variable. The engine controller includes a
cylinder deactivation control unit configured to execute cylinder deactivation in at least one of the cylinders, a valve
stopping control unit configured to execute, during the execution of the cylinder deactivation, a valve stopping control
to control the valve stopping mechanism for stopping the operation for opening and closing the intake valve and the
exhaust valve of a deactivated cylinder subject to the cylinder deactivation, and a valve-closing retardation control unit
configured to execute a valve-closing retardation control for controlling the variable valve mechanism to retard a timing
of closing the exhaust valve in a final operation for opening and closing the exhaust valve before stopping the operation
for opening and closing the intake valve and the exhaust valve through the valve stopping control. The valve-closing
retardation control unit is configured to execute the valve-closing retardation control when the cylinder deactivation
control unit executes the cylinder deactivation with the deactivated cylinder fixed and prohibit the valve-closing retardation
control when the cylinder deactivation control unit executes the cylinder deactivation without fixing the deactivated
cylinder.
[0009] To start cylinder deactivation, when stopping the operation for opening and closing the intake and exhaust
valves after performing the operation for opening and closing the exhaust valve with the valve-closing timing retarded,
cylinder deactivation is performed with exhaust gas enclosed in the cylinder. This limits oil rising in the deactivated
cylinder. However, in such a case, the exhaust gas in the cylinder needs to be scavenged by taking in air and discharging
gas. This disables immediate resumption of combustion. When cylinder deactivation is performed during a short period,
the amount of oil rising during the deactivation is limited even without enclosing exhaust gas in the deactivated cylinder.
In the above-described engine controller, intake air is enclosed in deactivated cylinders to limit oil rising only when
cylinder deactivation is performed with deactivated cylinders fixed, that is, when the same cylinders are consecutively
deactivated. This allows cylinder deactivation to be properly performed by stopping the operation for opening and closing
the intake and exhaust valves.
[0010] Other aspects and advantages of the present invention will become apparent from the following description,
taken in conjunction with the accompanying drawings, illustrating by way of example the principles of the invention.

BRIEF DESCRIPTION OF THE DRAWINGS

[0011] The invention, together with objects and advantages thereof, may best be understood by reference to the
following description of the presently preferable embodiments together with the accompanying drawings in which:

Fig. 1 is a schematic diagram of an engine controller according to a first embodiment;
Fig. 2 is a block diagram illustrating the flow of processes of variably controlling a combustion cylinder ratio that are
executed by the engine controller of Fig. 1;
Fig. 3 is a graph illustrating the relationship of a target combustion cylinder ratio, an engine rotation speed, and an
all-cylinder combustion required load ratio that are set by the engine controller of Fig. 1;
Fig. 4 is a time chart illustrating how a valve stopping control is performed in a negative-pressure deactivation control
mode in the engine controller of Fig. 1;
Fig. 5 is a time chart illustrating how the valve stopping control is performed in a positive-pressure deactivation
control mode in the engine controller of Fig. 1;
Fig. 6 is a flowchart illustrating a stopping control mode selection routine executed by the engine controller of Fig. 1;
Fig. 7 is a block diagram illustrating the flow of processes of variably controlling a combustion cylinder ratio that are
executed by an engine controller according to a second embodiment; and
Fig. 8 is a time chart illustrating how a valve stopping control and a valve-closing retardation control are performed
in the positive-pressure deactivation control mode in the engine controller of Fig. 7.
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DETAILED DESCRIPTION

[0012] An engine controller according to a first embodiment will now be described in detail with reference to Figs. 1 to 6.
[0013] Fig. 1 illustrates an engine 10 configured as an onboard inline-four engine provided with four cylinders 11, one
of which is shown in Fig. 1. In the following description, the four cylinders 11 are referred to as a cylinder #1, a cylinder
#2, a cylinder #3, and a cylinder #4 to distinguish one from another. In the cylinders 11 of the engine 10, ignition is
performed in the order of the cylinder #1, the cylinder #3, the cylinder #4, and the cylinder #2.
[0014] The engine 10 includes an intake passage 12 and an exhaust passage 13. Intake air flowing into each cylinder
11 flows through the intake passage 12. Exhaust gas discharged out of each cylinder 11 flows through the exhaust
passage 13. The intake passage 12 includes an airflow meter 14 that detects the flow rate of intake air flowing into the
intake passage 12 (intake air amount GA). The intake passage 12 also includes a throttle valve 15 that adjusts the intake
air amount GA.
[0015] Each cylinder 11 of the engine 10 includes a piston 16 in a manner allowing for reciprocation of the piston 16.
Each cylinder 11 further includes a combustion chamber 17 defined by the piston 16. The piston 16 of each cylinder 11
is coupled to a crankshaft 19, which is an output shaft of the engine 10, by a connecting rod 18 that converts reciprocating
movement of the piston 16 into rotating movement.
[0016] Each cylinder 11 of the engine 10 also includes an intake valve 20 and an exhaust valve 21. When the intake
valve 20 opens during the intake stroke, intake air is drawn into the combustion chamber 17 of each cylinder 11 from
the intake passage 12. When the exhaust valve 21 opens during the exhaust stroke, exhaust gas is discharged out of
the combustion chamber 17 to the exhaust passage 13. The valve system of the intake valve 20 includes an intake-side
valve stopping mechanism 22 that can stop the operation for opening and closing the intake valve 20 in each cylinder.
The valve system of the exhaust valve 21 includes an exhaust-side valve stopping mechanism 23 that can stop the
operation for opening and closing the exhaust valve 21 in each cylinder.
[0017] Additionally, each cylinder 11 of the engine 10 includes a fuel injection valve 24 and an ignition plug 25. The
fuel injection valve 24 injects fuel into the intake air drawn into the combustion chamber 17. The ignition plug 25 uses
spark discharge to ignite the mixture of the intake air and fuel drawn into the combustion chamber 17.
[0018] The above-described engine 10 is controlled by an engine controller 30. The engine controller 30 includes a
calculation processing circuit 31 that performs a calculation process for engine control and a storage device 32 that
stores programs and data for engine control. The calculation processing circuit 31 performs various types of processes
for engine control by reading and executing the programs stored in the storage device 32.
[0019] In addition to the airflow meter 14, a throttle sensor 33, an accelerator pedal sensor 34, and a vehicle-speed
sensor 35 are connected to the engine controller 30. The throttle sensor 33 detects the open degree of the throttle valve
15 (throttle open degree TA), the accelerator pedal sensor 34 detects the depression amount of an accelerator pedal
by the driver (accelerator operation amount ACCP), and the vehicle-speed sensor 35 detects the travelling speed of the
vehicle (vehicle speed V). Further, a crank angle sensor 36 that outputs a pulsed crank signal CRNK in accordance with
rotation of the crankshaft 19 is connected to the engine controller 30. The engine controller 30 calculates an engine
rotation speed NE based on the crank signal CRNK. In addition, the engine controller 30 calculates a required torque
TREQ, which is a required value of engine torque, based on the accelerator operation amount ACCP and the engine
rotation speed NE.
[0020] As part of the engine control, the engine controller 30 performs a combustion cylinder ratio variable control for
setting the combustion cylinder ratio of the engine 10 to be variable. The combustion cylinder ratio is the ratio of the
number of cylinders in which combustion is performed (combustion cylinders) to the total of the number of combustion
cylinders and the number of cylinders in which combustion is deactivated (deactivated cylinder). In an all-cylinder com-
bustion operation for performing combustion in all the cylinders entering the combustion stroke, the combustion cylinder
ratio is 100% (100% = 1). In an intermittent deactivation operation for deactivating combustion in some of the cylinders,
the combustion cylinder ratio is a value less than 100%.
[0021] In the all-cylinder combustion operation, the fuel injection of the fuel injection valve 24 and the spark discharge
of the ignition plug 25 are performed in each combustion cycle repeatedly in all the cylinders #1 to #4. In the intermittent
deactivation operation, while a cylinder is not subject to intermittent deactivation, the fuel injection of the fuel injection
valve 24 and the spark discharge of the ignition plug 25 in the cylinder are performed in each combustion cycle repeatedly.
When a cylinder is subject to combustion deactivation, the fuel injection of the fuel injection valve 24 and the spark
discharge of the ignition plug 25 in the cylinder are stopped in one combustion cycle. When the intermittent deactivation
operation is performed, the operation for opening and closing the intake valve 20 and the exhaust valve 21 of a cylinder
subject to combustion deactivation is stopped by the valve stopping mechanisms 22 and 23.
[0022] Fig. 2 shows the flow of processes of the combustion cylinder ratio variable control performed by the engine
controller 30. As shown in Fig. 2, when performing the combustion cylinder ratio variable control, the engine controller
30 executes a target combustion cylinder ratio setting process P100, a cylinder deactivation pattern determination
process P200, an injection ignition stopping control process P300, and a valve stopping control process P400. The target
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combustion cylinder ratio setting process P100 involves the setting of a target combustion cylinder ratio yt, which is the
target value of the combustion cylinder ratio. The cylinder deactivation pattern determination process P200 involves the
determination of a cylinder deactivation pattern in accordance with the target combustion cylinder ratio yt, which is set
in the target combustion cylinder ratio setting process P100. In the engine control process P300, the fuel injection valve
24 and the ignition plug 25 are controlled so that combustion and deactivation are performed in each cylinder in accordance
with the cylinder deactivation pattern, which is determined in the cylinder deactivation pattern determination process
P200. In the valve stopping control process P400, the valve stopping mechanisms 22 and 23 are controlled so as to
stop the operation for opening and closing the intake valve 20 and the exhaust valve 21 of a cylinder subject to combustion
deactivation in the cylinder deactivation pattern, which is determined in the cylinder deactivation pattern determination
process P200.

Target Combustion Cylinder Ratio Setting Process

[0023] In the target combustion cylinder ratio setting process P100, the target combustion cylinder ratio yt is determined
based on an all-cylinder combustion required load ratio KLA and the engine rotation speed NE. The all-cylinder combustion
required load ratio KLA represents an engine load ratio KL necessary for generating torque by an amount of required
torque when the engine 10 performs the all-cylinder combustion operation. The value of the all-cylinder combustion
required load ratio KLA is calculated based on the engine rotation speed NE and the required torque TREQ. The engine
load ratio KL represents the ratio of a cylinder inflow air amount to a maximum cylinder inflow air amount. The cylinder
inflow air amount is an intake air amount per cycle of one cylinder. The maximum cylinder inflow air amount is a cylinder
inflow air amount when the open degree of the throttle valve 15 is the maximum open degree.
[0024] Fig. 3 shows the mode of setting the target combustion cylinder ratio yt in the present embodiment. In the
present embodiment, the target combustion cylinder ratio yt is set to any of 0%, 50%, 67%, 75%, 80%, and 100%. As
shown in Fig. 3, the value of the target combustion cylinder ratio yt is set to 100% in a region where the engine rotation
speed NE is less than or equal to a preset value NE1 regardless of the all-cylinder combustion required load ratio KLA.
The value of the target combustion cylinder ratio γt is variably set in a range from 50% to 100% in a region where the
engine rotation speed NE exceeds the preset value NE1 in accordance with the all-cylinder combustion required load
ratio KLA. More specifically, the target combustion cylinder ratio γt in the region where the engine rotation speed NE
exceeds the preset value NE1 is set to 50% when the all-cylinder combustion required load ratio KLA is less than the
preset value NE1 and set to 67% when the all-cylinder combustion required load ratio KLA is greater than or equal to
the preset value NE1 and less than a preset value KL2 (KL2 > KL1). The target combustion cylinder ratio yt in the region
where the engine rotation speed NE exceeds the preset value NE1 is set to 75% when the all-cylinder combustion
required load ratio KLA is greater than or equal to the preset value KL2 and less than a preset value KL3 (KL3 > KL2),
set to 80% when the all-cylinder combustion required load ratio KLA is greater than or equal to the preset value KL3
and less than a preset value KL4 (KL4 > KL3), and set to 100% when the all-cylinder combustion required load ratio
KLA is greater than or equal to the preset value KL4.
[0025] When the speed of the vehicle is reduced, fuel cut-off is performed to temporarily stop the combustion of all
the cylinders. When the fuel cut-off is performed, the value of the target combustion cylinder ratio yt is set to 0%.

Cylinder Deactivation Pattern Determination Process

[0026] In the cylinder deactivation pattern determination process P200, a cylinder deactivation pattern that is to be
performed subsequent to a cylinder deactivation pattern that is currently being performed is determined in accordance
with the target combustion cylinder ratio yt. Table 1 shows the order of combustion and deactivation of the cylinders in
cylinder deactivation patterns corresponding to the target combustion cylinder ratios yt of 0%, 50%, 67%, 75%, 80%,
and 100%. The cylinder deactivation pattern corresponding to each of the four target combustion cylinder ratios γt,
namely, 50%, 67%, 75%, and 80%, which are set when the intermittent combustion operation is performed, is a pattern
in which combustion is consecutively performed in N cylinders in the order of cylinders entering the combustion stroke
before the combustion of one cylinder 11 is deactivated.
[0027] In the cylinder deactivation patterns corresponding to the target combustion cylinder ratios yt of 67% and 80%,
cylinders in which combustion is deactivated are changed each time the cylinder deactivation patterns are repeated. In
the cylinder deactivation patterns corresponding to the target combustion cylinder ratios γt of 50% and 75%, cylinders
in which combustion is deactivated are not changed by the repetition of the cylinder deactivation patterns. That is, in
these cylinder deactivation patterns, as long as these cylinder deactivation patterns continue to be repeated, the same
cylinders remain deactivated.
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Injection Ignition Stopping Control Process

[0028] As described above, in the injection ignition stopping control process P300, the fuel injection valve 24 and the
ignition plug 25 are controlled so that combustion and deactivation are performed in each cylinder in accordance with
the cylinder deactivation pattern determined in the cylinder deactivation pattern determination process P200. That is,
the injection ignition stopping control process P300 involves the execution of the process of stopping the fuel injection
of the fuel injection valve 24 of a cylinder subject to combustion deactivation (hereinafter referred to as deactivated
cylinder) and the ignition of the ignition plug 25 until combustion of the cylinder is resumed.

Valve Stopping Control Process

[0029] The valve stopping control process P400 performs the valve stopping control to stop the operation for opening
and closing the intake valve 20 and the exhaust valve 21 of a deactivated cylinder in accordance with the cylinder
deactivation pattern determined in the cylinder deactivation pattern determination process P200. The valve stopping
control includes two control modes, namely, a negative-pressure deactivation control mode and a positive-pressure
deactivation control mode, as control modes for stopping the operation for opening and closing the intake valve 20 and
the exhaust valve 21 when starting cylinder deactivation.

[0030] Fig. 4 shows how the valve stopping control is performed in the negative-pressure deactivation control mode.
Fig. 4 shows how the operation for opening and closing the intake valve 20 and the exhaust valve 21 is performed prior
to and subsequent to cylinder deactivation in a cylinder in which valve stopping is performed in the negative-pressure
deactivation control mode to perform the cylinder deactivation in one combustion cycle before combustion is resumed.
[0031] In the negative-pressure deactivation control mode, the operation for opening and closing both the intake valve
20 and the exhaust valve 21 of a deactivated cylinder is stopped from the first combustion cycle after starting cylinder
deactivation. In this case, cylinder deactivation is performed with the inside of the cylinder 11 scavenged in the exhaust
stroke immediately before starting the cylinder deactivation. Thus, in the deactivated cylinder in which deactivation is
started in the negative-pressure deactivation control mode, the pressure in the cylinder 11 becomes negative as the
piston 16 falls in the intake stroke and the expansion stroke during the cylinder deactivation.
[0032] Fig. 5 shows how the valve stopping control is performed in the positive-pressure deactivation control mode.
Fig. 5 shows how the operation for opening and closing the intake valve 20 and the exhaust valve 21 is performed prior
to and subsequent to cylinder deactivation in a cylinder in which valve stopping is performed in the positive-pressure
deactivation control mode so that cylinder deactivation is continuously performed in the cylinder.
[0033] In the positive-pressure control mode, the operation for opening and closing the exhaust valve 21 of a deactivated
cylinder is stopped from the first combustion cycle after cylinder deactivation is started. The operation for opening and
closing the intake valve 20 of the deactivated cylinder is stopped from the second combustion cycle after starting the
cylinder deactivation. In such a case, in the first combustion cycle after starting the cylinder deactivation, the operation
for opening and closing the intake valve 20 is performed so that intake air is drawn into the cylinder 11. The cylinder
deactivation is performed with the intake air enclosed. This limits decreases in the pressure in the cylinder 11 that occur
as the piston 16 falls to a greater extent when deactivation is started in the positive-pressure control mode than when
deactivation is started in the negative-pressure control mode.
[0034] Fig. 6 shows the flowchart of a deactivation control mode selection routine for selecting the control mode when
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cylinder deactivation is started in the valve stopping control process P400. This routine is performed by the engine
controller 30 when cylinder deactivation is started.
[0035] When the deactivation control mode selection routine is started, it is determined first in step S300 whether the
current combustion cylinder ratio γ is 0%, 50%, or 75%. When the combustion cylinder ratio γ is 0%, combustion is
deactivated in all the cylinders. When the combustion cylinder ratio γ is 50% or 75%, an intermittent combustion operation
is performed with deactivated cylinders changed. That is, in these cases, cylinder deactivation is performed without
fixing deactivated cylinders. In these cases, i.e., when the combustion cylinder ratio γ is 0%, 50%, or 75% (S300: YES),
the positive-pressure deactivation control mode is selected as the control mode for starting cylinder deactivation (S310).
[0036] When the combustion cylinder ratio γ is 67% or 80%, an intermittent combustion operation is performed while
changing deactivated cylinders each time the cylinder deactivation pattern is repeated. In this case, i.e., when the
combustion cylinder ratio γ is 67% or 80% (S300: NO), the negative-pressure deactivation control mode is selected as
the control mode for starting cylinder deactivation (S320).
[0037] When resuming the combustion of a cylinder deactivated by the positive-pressure deactivation control mode,
it is desired that the operation for opening and closing the exhaust valve 21 be resumed from the exhaust stroke of a
deactivated cylinder immediately before combustion is resumed so that the intake air enclosed in the cylinder is scavenged
before the combustion is resumed. In such a case, scavenging the intake air causes the exhaust gas of the exhaust
passage 13 to become lean. When the emission deterioration resulting from such leaning of exhaust gas is intolerable,
the leaning of exhaust gas can be limited by performing fuel injection that does not contribute to the combustion, for
example, fuel injection on deactivated cylinders.

Operation and Advantages of Present Embodiment

[0038] The operation and advantages of the present embodiment will now be described.
[0039] When the positive-pressure control mode is used to start cylinder deactivation, the cylinder deactivation is
performed with intake air enclosed in each cylinder 11. This limits decreases in the pressure in the deactivated cylinder
11 and limits oil rising in the combustion chamber 17 caused by the negative pressure in the cylinder. However, in such
a case, the intake air enclosed when combustion is resumed is emitted to the exhaust passage 13. This causes the
exhaust gas to become lean and deteriorates the emission or requires fuel injection that does not contribute to the
combustion in order to avoid the emission deterioration. Thus, when cylinder deactivation and combustion resumption
are repeatedly performed at a high frequency, the cylinder deactivation performed with intake air enclosed in the cylinder
causes considerable emission deterioration or increases in fuel consumption to avoid such emission deterioration. When
cylinder deactivation is performed during a short period, the amount of oil rising during the deactivation is limited even
without enclosing intake air in the deactivated cylinders. In the engine controller 30 of the present embodiment, intake
air is enclosed in deactivated cylinders to limit oil rising only when cylinder deactivation is performed with deactivated
cylinders fixed, that is, when the same cylinders are consecutively deactivated. This allows cylinder deactivation to be
properly performed by stopping the operation for opening and closing the intake valve 20 and the exhaust valve 21.

Second Embodiment

[0040] An engine controller according to a second embodiment will now be described in detail with reference to Figs.
7 and 8. In the second embodiment, like or same reference numerals are given to those components that are the same
as the corresponding components of the first embodiment. Such components will not be described in detail. In the second
embodiment, the engine 10 includes a variable valve mechanism 26, which is shown by the dotted line in Fig. 1. The
variable valve mechanism 26 is arranged at the valve system of the exhaust valve 21 to cause the timing of opening
and closing the exhaust valve 21 to be variable. The exhaust valve 21 of each cylinder 11 is opened and closed by
receiving pressing force of the cam of an exhaust-side camshaft (not shown) that is rotated by rotation of the crankshaft
19. In the second embodiment, the variable valve mechanism 26 is employed as a mechanism that evenly changes the
timing of opening and closing the exhaust valve 21 of each cylinder 11 by changing the rotation phase of the exhaust-
side camshaft relative to the rotation phase of the crankshaft 19.
[0041] Fig. 7 shows the flow of processes for variably controlling a combustion cylinder ratio in the engine controller
of the second embodiment. As shown in Fig. 7, when variably controlling the combustion cylinder ratio, the engine
controller of the second embodiment executes the target combustion cylinder ratio setting process P100, the cylinder
deactivation pattern determination process P200, and the injection ignition stopping control process P300 in the same
manner as the first embodiment. Further, the engine control of the second embodiment includes the execution of a valve
stopping control process P500 and a valve-closing retardation control process P600 when variably controlling the com-
bustion cylinder ratio.
[0042] In the valve stopping control process P500 of the present embodiment, regardless of the current combustion
cylinder ratio γ, the operation for opening and closing the intake valve 20 and the exhaust valve 21 is stopped from the
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first combustion stroke after starting cylinder deactivation. In the second embodiment, in the valve-closing retardation
control process P600 instead of the valve stopping control process P500, the deactivation control mode selection routine
in Fig. 6 is used to select the deactivation control mode. In the valve-closing retardation control process P600, only when
the positive-pressure deactivation control mode is selected, a valve-closing retardation control is executed to control the
variable valve mechanism 26 in order to retard the timing of opening the exhaust valve 21 in the exhaust stroke of a
deactivated cylinder immediately before starting cylinder deactivation.
[0043] Fig. 8 shows how the engine controller of the second embodiment performs the valve stopping control and the
valve-closing retardation control in the pressure-positive deactivation control mode. Fig. 8 shows how the operation for
opening and closing the intake valve 20 and the exhaust valve 21 is performed prior to and subsequent to cylinder
deactivation in a cylinder in which valve stopping is performed in the positive-pressure deactivation control mode so that
cylinder deactivation is continuously performed in the cylinder.
[0044] As shown in Fig. 8, in the positive-pressure control mode, the timing of closing the exhaust valve 21 in the final
operation for opening and closing the exhaust valve 21 before stopping the operation for opening and closing the intake
valve 20 and the exhaust valve 21 is retarded to the intake stroke. Then, the operation for opening and closing both the
intake valve 20 and the exhaust valve 21 of a deactivated cylinder is stopped from the first combustion cycle after starting
the cylinder deactivation. As a result, the exhaust gas returns into the cylinder, causing cylinder deactivation to be
performed with the exhaust gas enclosed in the cylinder. This limits the pressure loss in the deactivated cylinder and
consequently limits oil rising in the deactivated cylinder. In the negative-pressure control mode, the valve-closing retar-
dation control is not performed, that is, the valve-closing retardation control is prohibited, and the valve stopping control
is performed in the same manner as the first embodiment, which is shown in Fig. 4.
[0045] When cylinder deactivation is performed in the positive-pressure deactivation mode, in order to avoid the
deterioration of combustion caused by the resumption of the combustion in a state in which exhaust gas remains in the
cylinder, it is desired that the operation for opening and closing the intake valve 20 and the exhaust valve 21 be resumed
prior to resuming the combustion to scavenge the exhaust gas in the cylinder. When cylinder deactivation in the cylinder
is ended only in one combustion cycle, there is no opportunity to scavenge the exhaust gas enclosed in the cylinder.
This makes it difficult to avoid the deterioration of combustion when the combustion is resumed. When cylinder deacti-
vation is performed during a short period, the amount of gas rising during the deactivation is limited even without enclosing
intake air in the deactivated cylinders. In the engine controller of the second embodiment, only when the combustion
cylinder ratio γ is any one of 0%, 50%, and 75% and cylinder deactivation is performed with deactivated cylinders fixed,
that is, only when the same cylinders are consecutively deactivated, the exhaust gas is enclosed in the deactivated
cylinders to limit oil rising. Thus, cylinder deactivation can be properly performed by stopping the operation for opening
and closing the intake valve 20 and the exhaust valve 21.
[0046] It should be apparent to those skilled in the art that the present disclosure may be embodied in many other
specific forms without departing from the spirit or scope of the disclosure. Particularly, it should be understood that the
present disclosure may be embodied in the following forms.
[0047] In the second embodiment, the variable valve mechanism 26 is used as a mechanism that causes the timing
of closing the exhaust valve 21 to be variable by changing the rotation phase of the camshaft. Instead, even when using
other types of variable valve mechanisms such as a mechanism that causes the timing of closing the exhaust valve 21
to be variable by changing the lifting period of the exhaust valve 21, cylinder deactivation can be properly executed in
the same manner as the second embodiment as long as the valve-closing retardation control of the second embodiment
is performed.
[0048] In the above-described embodiment, the variable control of the combustion cylinder ratio is performed to achieve
six types of combustion cylinder ratios γ, namely, 0%, 50%, 67%, 75%, 80%, and 100%. However, the variable control
may be performed to achieve other combustion cylinder ratios γ.
[0049] In some cases, when performing the reduced-cylinder operation in which some of the cylinders in the engine
are deactivated, the reduced-cylinder operation with a cylinder deactivation in which deactivated cylinders are fixed and
the reduced-cylinder operation with a cylinder deactivation in which deactivated cylinders are not fixed are switched
depending on the running state of the engine (refer to, for example, Japanese Laid-Open Patent Publication No.
11-336577). Even in such a case, the cylinder deactivation by stopping the operation for opening and closing the intake
and exhaust valves can be properly performed through the cylinder deactivation in the positive-pressure deactivation
control mode when performing the reduced-cylinder operation by fixing deactivated cylinders and through the cylinder
deactivation in the negative-pressure deactivation control mode when performing the reduced-cylinder operation without
fixing deactivated cylinders.
[0050] In the above-described embodiment, the engine controller 30 does not have to be a device that includes a CPU
and a ROM and executes software processing. For example, at least part of the processes executed by the software in
the above-described embodiment may be executed by hardware circuits dedicated to executing these processes (such
as ASIC). That is, the engine controller 30 may be modified as long as it has any one of the following configurations (a)
to (c). (a) A configuration including a processor that executes all of the above-described processes according to programs
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and a program storage device such as a ROM that stores the programs. (b) A configuration including a processor and
a program storage device that execute part of the above-described processes according to the programs and a dedicated
hardware circuit that executes the remaining processes. (c) A configuration including a dedicated hardware circuit that
executes all of the above-described processes. There may be one or more software processing circuits each including
a processor and a program storage device and one or more dedicated hardware circuits. That is, the above processes
may be executed in any manner as long as the processes are executed by processing circuitry that includes at least
one of a set of one or more software processing circuits and a set of one or more dedicated hardware circuits.
[0051] Therefore, the present examples and embodiments are to be considered as illustrative and not restrictive and
the disclosure is not to be limited to the details given herein, but may be modified within the scope and equivalence of
the appended claims.

Claims

1. An engine controller (30) configured to control an engine (10), the engine (10) including
cylinders (11) each provided with an intake valve (20) and an exhaust valve (21), and
a valve stopping mechanism (22, 23) capable of stopping an operation for opening and closing the intake valve (20)
and the exhaust valve (21) of each of the cylinders (11),
the engine controller (30) comprising:

a cylinder deactivation control unit configured to execute cylinder deactivation in at least one of the cylinders
(11); and
a valve stopping control unit configured to execute, during the execution of the cylinder deactivation, a valve
stopping control to control the valve stopping mechanism (22, 23) for stopping the operation for opening and
closing the intake valve (20) and the exhaust valve (21) of a deactivated cylinder subject to the cylinder deac-
tivation,
wherein when performing the valve stopping control, the valve stopping control unit is configured to:

in a case in which the cylinder deactivation control unit executes the cylinder deactivation with the deactivated
cylinder fixed, stop the operation for opening and closing the exhaust valve (21) of the deactivated cylinder
from a first combustion cycle after starting the cylinder deactivation and stop the operation for opening and
closing the intake valve (21) of the deactivated cylinder from a second combustion cycle after starting the
cylinder deactivation; and
in a case in which the cylinder deactivation control unit executes the cylinder deactivation without fixing the
deactivated cylinder, stop the operation for opening and closing both the intake valve (20) and the exhaust
valve (21) of the deactivated cylinder from the first combustion cycle after starting the cylinder deactivation.

2. An engine controller (30) configured to control an engine (10), the engine (10) including
cylinders (11) each provided with an intake valve (20) and an exhaust valve (21),
a valve stopping mechanism (22, 23) capable of stopping an operation for opening and closing the intake valve (20)
and the exhaust valve (21) of each of the cylinders (11), and
a variable valve mechanism (26) that causes a timing of opening the exhaust valve (21) to be variable,
the engine controller (30) comprising:

a cylinder deactivation control unit configured to execute cylinder deactivation in at least one of the cylinders (11);
a valve stopping control unit configured to execute, during the execution of the cylinder deactivation, a valve
stopping control to control the valve stopping mechanism (22, 23) for stopping the operation for opening and
closing the intake valve (20) and the exhaust valve (21) of a deactivated cylinder subject to the cylinder deac-
tivation; and
a valve-closing retardation control unit configured to execute a valve-closing retardation control for controlling
the variable valve mechanism (26) to retard a timing of closing the exhaust valve (21) in a final operation for
opening and closing the exhaust valve (21) before stopping the operation for opening and closing the intake
valve (20) and the exhaust valve (21) through the valve stopping control,
wherein the valve-closing retardation control unit is configured to:

execute the valve-closing retardation control when the cylinder deactivation control unit executes the cylinder
deactivation with the deactivated cylinder fixed; and
prohibit the valve-closing retardation control when the cylinder deactivation control unit executes the cylinder
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deactivation without fixing the deactivated cylinder.

3. The engine controller (30) according to claim 1 or 2, wherein the cylinder deactivation control unit (31) is configured
to execute an intermittent cylinder deactivation in order to cause a combustion cylinder ratio of the engine (10) to
be variable.
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