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Description

TECHNICAL FIELD

[0001] The present invention relates to an apparatus
for controlling idle speeds of vehicle engines, and more
particularly, to an apparatus for controlling idle speeds
of engines in accordance with a raised idle state of the
engine.

RELATED BACKGROUND ART

[0002] Idling, as the term is used herein, occurs when
the gas pedal is not depressed, regardless of whether
the vehicle is traveling or not. The idle speed normally
differs between when an external load (e.g., the load
produced by an air conditioning system) is applied to the
engine and when the engine is free from such load.
When the load is not applied, the engine idles at a nor-
mal speed. However, the engine speed is increased by
a predetermined amount when an external load is ap-
plied to improve the operation of the load source and to
prevent the engine from stalling. The state where the
idle speed is increased is referred to as a raised idle
state.
[0003] The engine enters the raised idle state and re-
turns to the normal idle state when certain conditions
are satisfied. For example, if the air conditioner switch
is turned on, the engine enters the raised idle state. If
the air conditioner switch is turned off, the engine returns
to the normal idle state. When shifting between idle
states, the engine is controlled to prevent the engine
speed from changing in a sudden manner due to sudden
changes in the load applied to the engine. Japanese Un-
examined Patent Publication No. 6-129292 describes a
controller that prevents sudden changes in the idle
speed.
[0004] With reference to the time charts of Figs. 12(a)
to 12(c) and Figs. 12(a) to 12(c), the processing per-
formed by the controller to control the engine's idle
speed will now be described. Figs. 12(a) and 13(b) show
the state of an air conditioner switch. Figs. 12(b) and 13
(b) show the change of a fuel compensation amount
used for correcting the amount of fuel injection. Figs. 12
(c) and 13(c) show the fluctuation of the engine speed.
[0005] As shown in Fig. 12(a), the air conditioner
switch is turned on at time point t1 thereby satisfying the
raised idle condition. This adds a compensation amount
NIP, which corresponds to the presumed fluctuation of
the load applied to the engine, to a fuel compensation
amount as shown in Fig. 12(b). The load fluctuation
compensation amount NIP is the amount of fuel injection
compensation that is necessary to maintain the same
engine speed when the load of the air conditioner sys-
tem is applied to the engine.
[0006] As time elapses from time point t1, the com-
pensation amount is increased by incremental amounts
∆NIPAC in a gradual manner. The total of the incremen-

tal amounts ∆NIPAC causes the engine speed to in-
crease by an idle compensation amount NIPACMX at
time point t2. As shown in Fig. 12(c), the engine speed
NE increases gradually from time point t1 in accordance
with the increasing compensation amount. At time point
t2, the engine speed NE reaches a target engine speed
NTRG1.
[0007] The engine starts to return to the normal idle
speed when the air conditioner switch is turned off at
time point t3, as shown in Fig. 13(a). The stopping of the
air conditioner system decreases the load applied to the
engine. Thus, as shown in Fig. 13(b), the fuel injection
compensation amount is decreased by the load fluctu-
ation compensation amount NIP, which is the amount
necessary to maintain the same engine speed.
[0008] As time elapses from time point t3, the com-
pensation amount is decreased by the incremental
amounts ∆NIPAC in a gradual manner until reaching the
compensation amount corresponding to the normal idle
state. As shown in Fig. 13(c), the engine speed NE de-
creases gradually in accordance with the decreasing
compensation amount. At time point t4, the engine
speed NE reaches a target engine speed NTRG2.
[0009] Accordingly, the idle speed changes are grad-
ed when the engine shifts between a normal idle state
and a raised idle state. Thus, shocks, which are pro-
duced when the engine speed changes suddenly, are
not experienced by passengers.
[0010] The incremental amount ∆NIPAC, or the grad-
ing rate for varying the engine speed when the engine
shifts between the normal idle state and the raised idle
state, has the same value regardless of whether the ve-
hicle is traveling or not. Therefore, the incremental
amount ∆NIPAC may be varied to optimize the grading
rate. However, if the grading rate is too high, sudden
acceleration or deceleration of the engine may be felt
by the passengers when the vehicle is traveling. On the
other hand, if the grading rate is too low, the change in
engine speed may become slow if the vehicle is not
moving, and the operator may experience an unusual
engine response.

DISCLOSURE OF THE INVENTION

[0011] Accordingly, it is an objective of the present in-
vention to provide an idle speed control apparatus that
smoothly shifts an engine between different idle states.
To achieve the above objective, the present invention
provides an idle speed control apparatus for an engine
including a controller for controlling the engine speed, a
load detector for detecting the application and removal
of an external engine load, and a vehicle state detector
for detecting whether the engine is idling and whether
the vehicle is moving. The controller gradually increases
the engine speed from a normal idle state by a prede-
termined amount to shift the engine to a raised idle state
when the external engine load is applied and gradually
returns the engine speed to the normal idle state when
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the external engine load is removed. The controller
changes the idle speed between the raised and normal
states at a first rate when the vehicle is stationary and
at a second, different rate when the vehicle is traveling.
[0012] Other aspects and advantages of the present
invention will become apparent from the following de-
scription, taken in conjunction with the accompanying
drawings, illustrating by way of example the principles
of the invention.

BRIEF DESCRIPTION OF THE DRAWINGS

[0013] The features of the present invention that are
believed to be novel are set forth with particularity in the
appended claims. The invention, together with objects
and advantages thereof, may best be understood by ref-
erence to the following description of the presently pre-
ferred embodiments together with the accompanying
drawings in which:

Fig. 1 is a schematic view showing a diesel engine
idle speed controller according to the present inven-
tion;

Fig. 2 is a cross-sectional schematic view showing
the fuel injection pump of Fig. 1;

Fig. 3 is a block diagram showing the circuit struc-
ture in the ECU of Fig. 1;

Fig. 4 is a flowchart showing an idle speed control
routine;

Fig. 5 is a continuation of the flowchart of Fig. 4;

Fig. 6 is a flowchart showing a fuel injection control
routine;

Fig. 7 is a flowchart showing an incremental amount
computation routine;

Fig. 8 is a graph showing the relationship between
the coolant temperature and the coolant tempera-
ture compensation coefficient;

Fig. 9 is a map showing the relationship between
the engine speed and the governor injection
amount;

Fig. 10(a) is a time chart showing the state of an air
conditioner switch;

Fig. 10(b) is a time chart showing changes in the
compensation amount;

Fig. 10(c) is a time chart showing the fluctuation of
the engine speed;

Fig. 11(a) is a time chart showing the state of an air
conditioner switch;

Fig. 11(b) is a time chart showing changes in the
compensation amount;

Fig. 11(c) is a time chart showing the fluctuation of
the engine speed;

Fig. 12(a) is a time chart showing the state of an air
conditioner switch in the prior art;

Fig. 12(b) is a time chart showing changes in the
compensation amount in the prior art;

Fig. 12(c) is a time chart showing the fluctuation of
the engine speed in the prior art;

Fig. 13(a) is a time chart showing the state of an air
conditioner switch in the prior art;

Fig. 13(b) is a time chart showing changes in the
compensation amount in the prior art; and

Fig. 13(c) is a time chart showing the fluctuation of
the engine speed in the prior art.

DESCRIPTION OF SPECIAL EMBODIMENT

[0014] A control apparatus according to the present
invention for controlling the idle speed of a diesel engine
in a vehicle will now be described with reference to the
drawings. The controller controls the engine speed dif-
ferently when the vehicle is traveling from when the ve-
hicle is not traveling. More specifically, when the vehicle
is traveling, the controller gradually varies the idle speed
of the engine if the load applied to the engine by an ex-
ternal load source changes in a sudden manner. When
the vehicle is not traveling, the controller rapidly varies
the idle speed if the external drive source is connected
to or disconnected from the engine. This smoothly var-
ies the idle speed regardless of whether the vehicle is
traveling or not.
[0015] As shown in Fig. 1, the diesel engine 2 includes
a fuel injection pump 1. The fuel injection pump 1 has a
drive pulley 3 and a drive shaft 5. The drive pulley 3 is
connected to a crank shaft 40 of the engine 2 with, for
example, a belt. The fuel injection pump 1 is driven when
the drive shaft 5 is rotated with the drive pulley 3. As a
result, fuel is pumped from the fuel injection pump 1 to
fuel injection nozzles 4, which are provided in each cyl-
inder of the diesel engine 2. The fuel is then discharged
from the nozzles 4. An automatic transmission (not il-
lustrated) is connected to crankshaft 40 of the diesel en-
gine 2.
[0016] The diesel engine 2 has cylinder bores 41 and
pistons 42, which are accommodated in the cylinder
bores 41. The upper end of each cylinder bore 41 is
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closed by a cylinder head 43. A main combustion cham-
ber 44 is defined in each cylinder bore 41 between the
cylinder head 43 and the piston 42. The cylinder head
43 has a precombustion chamber 45, which is commu-
nicated with the main combustion chamber 44. The fuel
injection nozzle 4 injects fuel into the precombustion
chamber 45.
[0017] The diesel engine 2 further includes an intake
passage 47 and an exhaust passage 48. A compressor
50 and a turbine 51 of a turbocharger 49 are respectively
arranged in the intake passage 47 and the exhaust pas-
sage 48. A waste gate valve 52, which regulates boost
pressure, is further arranged in the exhaust passage 48.
As is known, the turbine 51 of the turbocharger 49 is
rotated by the exhaust gas to rotate the compressor 50,
which is coaxially arranged with the turbine 51. A large
amount of air is supplied to the main combustion cham-
ber 44 from the intake passage 47 through an intake
port 53 to promote combustion of fuel for increasing
power of the diesel engine 2.
[0018] The diesel engine 2 further includes an ex-
haust gas recirculation system (EGR). The EGR in-
cludes an EGR passage 54 and a diaphragm type EGR
valve 55, which is provided in the EGR passage 54.
Some of the exhaust gas in the exhaust passage 48 is
returned to the intake passage 47 through the EGR pas-
sage 54. An electric vacuum regulating valve (EVRV)
56 regulates pressure that is applied to the EGR valve
55 to regulate the opening of the EGR valve 55. With
this, the amount of exhaust gas, which is conducted
from the exhaust passage 48 to the intake passage 47
through the EGR passage 54, is regulated.
[0019] A throttle valve 58, which is operated based on
the depression amount of a gas pedal 57, is arranged
in the intake passage 47. A bypass passage 59, which
bypasses the throttle valve 58, is connected to the intake
passage 47. A flow-restricting valve 60 is arranged in
the bypass passage 59. The flow-restricting valve 60 is
driven by an actuator 63, which includes two diaphragm
chambers. The actuator 63 is controlled by two vacuum
switching valves (VSV) 61 and 62. The flow-restricting
valve 60 is controlled based on the current running con-
ditions of the engine 2. For example, the flow-restricting
valve 60 is half-opened to reduce noise and vibration
during idling of the engine, is fully opened during normal
running of the vehicle, and is fully closed when the en-
gine 2 is not operating.
[0020] The construction of the fuel injection pump 1
will now be described with reference to Fig. 2. The drive
shaft 5, which is connected to the drive pulley 3, has a
disc shaped pulser 7 at its inner end. The pulser 7 has
teeth arranged in segments, which are equally spaced
apart. The number of segments is equal to the number
of cylinders in the engine. Each segment has a number
of equally spaced teeth. A vane feed pump 6 (rotated
90 degrees to show details in Fig. 2) is arranged at the
middle of the drive shaft 5. A roller ring 9, which is ro-
tatable relative to the drive shaft 5, is supported on the

inner end of the drive shaft 5. The roller ring 9 can be
rotated or held stationary by a timing device 26 (rotated
90 degrees to show details in Fig. 2) while the drive shaft
5 is rotated. The details and functions of the timing de-
vice 26 will be described later. The roller ring 9 has cam
rollers 10, which are arranged in the circumferential di-
rection of the roller ring 9.
[0021] The fuel injection pump 1 includes a plunger
12, which is coaxial with the drive shaft 5. A cam plate
8 is attached to a proximal end of the plunger 12. The
cam plate 8 has a cam face 8a, which is opposed to the
roller ring 9. The cam face 8a has lobes. The number of
lobes is equal to the number of cylinders of the engine
2. A coupling (not shown) is accommodated in the roller
ring 9. The coupling couples the drive shaft 5 and the
cam plate 8 to rotate the cam plate 8 integrally with the
drive shaft 5. The coupling allows axial movement of the
cam plate 8 and the plunger 12. The cam plate 8 is urged
against the cam rollers 10 by a spring 11 to continuously
engage the cam face 8a with the cam rollers 10.
[0022] When the drive shaft 5 is rotated, the cam plate
8 is integrally rotated with the drive shaft 5 via the cou-
pling. During rotation of the cam plate 8, the cam plate
8 is also reciprocated axially by the engagement be-
tween the cam plate 8 and the cam rollers 10. The
number of reciprocations of the cam plate 8 per rotation
of the cam plate 8 is equal to the number of cylinders of
the engine 2. As the cam plate 8 is rotated and recipro-
cated, the plunger 12 is integrally rotated and recipro-
cated with the cam plate 8. More specifically, as the
lobes of the cam face 8a are rotated and are engaged
with corresponding cam rollers 10, the plunger 12 is
urged to move in the rightward direction of Fig. 2. Fur-
thermore, as the lobes of the cam face 8a are further
rotated to disengage from the cam rollers 10, the plung-
er 12 is urged to move in leftward direction of Fig. 2 by
the spring 11.
[0023] The plunger 12 is received in a cylinder 14,
which is defined in a pump housing 13. A pressure
chamber 15 is defined between a distal end face of the
plunger 12 and the inner wall of the cylinder 14. Intake
grooves 16 are defined around the periphery of the distal
end of the plunger 12. The number of intake grooves 16
is equal to the number of cylinders of the engine 2. Also,
a distribution port 17 is formed on the periphery of the
plunger 12. An intake port 19 is formed in the pump
housing 13. The intake port 19 is radially aligned with
each of the intake grooves 16 at various rotational po-
sitions of the plunger 12. Furthermore, distribution pas-
sages 18, which intermittently communicate with the
distribution port 17, are defined in the pump housing 13.
[0024] As the feed pump 6 is driven by rotation of the
drive shaft 5, fuel is supplied in the fuel chamber 21 from
a fuel tank (not shown) through a supply port 20. As the
plunger 12 is moved in the leftward direction of Fig. 2 (i.
e., as the plunger 12 performs a suction stroke) through
the rotation of the drive shaft 5, the pressure chamber
15 is depressurized. When one of the intake grooves 16
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is aligned with the intake port 19, fuel is drawn into the
pressure chamber 15 from the fuel chamber 21. As the
plunger 12 is moved in the rightward direction of Fig. 2
(i.e., as the plunger 12 performs a compression stroke),
the pressure chamber 15 is pressurized, so that fuel in
the pressure chamber 15 is forced into the fuel injection
nozzles 4 (Fig. 1) through the respective distribution
passage 18.
[0025] The pressure chamber 15 is communicated
with the fuel chamber 21 via a spill passage 22. An elec-
tromagnetic spill valve 23 is provided in the spill passage
22. The spill valve 23 is a normally opened valve, which
has a solenoid 24. That is, the spill valve 23 is held open
when no electric current is supplied to the solenoid 24.
When the spill valve 23 is open, fuel in the pressure
chamber 15 escapes into the fuel chamber 21 through
the spill passage 22. When electric current is supplied
to the solenoid 24, the spill valve 23 closes the spill pas-
sage 22 to prevent the escape of fuel from the pressure
chamber 15 into the fuel chamber 21.
[0026] When the spill valve 23 opens the spill passage
22 during the compression stroke of the plunger 12, the
pressure chamber 15 is depressurized, and fuel injec-
tion from the fuel injection nozzle 4 is terminated. There-
fore, the spill valve 23 regulates the cut-off timing of fuel
injection from the fuel injection nozzle 4. That is, the spill
valve 23 regulates the amount of fuel injected from the
fuel injection nozzle 4.
[0027] The timing device 26 (rotated 90 degrees for
illustrative purposes in Fig. 2) is provided at the bottom
of the pump housing 13. The timing device 26 controls
the injection timing of fuel from the fuel injection nozzle
4. The timing device 26 changes the rotational position
of the roller ring 9 about the axis of the drive shaft 5. In
accordance with positional changes of the roller ring 9,
the timing at which the lobes on the cam face 8a engage
the cam rollers 10 is changed. In other words, the timing
at which the compression stroke of the plunger 12 is in-
itiated is changed.
[0028] The timing device 26 is driven by hydraulic
pressure and includes a housing 27 and a piston 28,
which is accommodated in the housing 27. In the hous-
ing 27, a low pressure chamber 29 is defined at one side
of the piston 28, and a pressurizing chamber 30 is de-
fined at the other side of the piston 28. A spring 31, which
is positioned in the low pressure chamber 29, urges the
piston 28 against the pressurizing chamber 30. The pis-
ton 28 is connected to the roller ring 9 via a slide pin 32.
In accordance with movement of the piston 28, the roller
ring 9 is pivoted about its axis by the slide pin 32.
[0029] Fuel, which is pressurized by the feed pump 6,
is supplied to the pressurizing chamber 30. The axial
position of the piston 28 is changed in accordance with
the balance between fuel pressure in the pressurizing
chamber 30 and the urging force of the spring 31. The
rotational position of the roller ring 9 is changed in ac-
cordance with the axial position of the piston 28. In other
words, the timing at which the plunger 12 initiates recip-

rocation is determined based on the position of the pis-
ton 28.
[0030] The pressurizing chamber 30 and the low pres-
sure chamber 29 are connected by a communication
passage 34. A timing control valve (TCV) 33, which is
an electromagnetic valve, is arranged in the communi-
cation passage 34. Opening and closing of the TCV 33
are controlled by a duty signal. The TCV 33 regulates
the flow rate of fuel in the communication passage 34
to regulate the fuel pressure in the pressuring chamber
30. The position of the piston 28 changes in accordance
with the changes of fuel pressure in the pressurizing
chamber 30, so that the injection timing of fuel from re-
spective fuel injection nozzle 4 is changed.
[0031] An engine speed sensor 35, which includes an
electromagnetic pickup coil, is arranged to face the cir-
cumferential surface of the pulser 7. The engine speed
sensor 35 outputs a pulse signal as each tooth of the
pulser 7 passes the engine speed sensor 35. The pulse
signal is output when the crank shaft 40 of the engine 2
is rotated for a predetermined rotational angle. As a re-
sult, the engine speed NE can be measured based on
the time interval between subsequent pulse signals. The
engine speed sensor 35 is integrally pivoted with the roll-
er ring 9. Therefore, the phase of the pulse signal, which
is output from the sensor 35, has a constant relationship
with the reciprocal phase of the plunger 12, even though
the roller ring 9 is pivoted by the timing device 26.
[0032] The engine 2 has sensors other than the en-
gine speed sensor 35 to measure running conditions of
the engine 2. More specifically, as shown in Fig. 1, an
intake air temperature sensor 72, which measures in-
take air temperature THA, is arranged near an air clean-
er 64, which is positioned at an air inlet of the intake
passage 47. A gas pedal sensor 73, which measures
the opening amount of the throttle valve 58 as the de-
pression amount ACCP of the gas pedal 67, is arranged
near the throttle valve 58. The depression amount AC-
CP indicates the amount of engine load. An intake air
pressure sensor 74, which measures pressure PM of
the intake air after pressurization by the turbocharger
49, is arranged near the intake port 53. A coolant tem-
perature sensor 75, which measures circulating coolant
temperature THW, is arranged in a water jacket of the
engine 2. A crank angle sensor 76, which measures a
reference rotational position of the crank shaft 40, is ar-
ranged near the crank shaft 40. The vehicle speed sen-
sor 77 includes a magnet 77a, which is rotated by a gear
of the transmission, and a reed switch 77b, which is
switched between ON and OFF states by the magnet
77a. The vehicle speed sensor 77 measures vehicle
speed SPD based on the changes in the state (ON/OFF)
of the reed switch 77b.
[0033] An idle switch 36 is connected to the gas pedal
57 and activated when the gas pedal 57 is not de-
pressed at all. A neutral switch 66 is connected to the
transmission and actuated when the gear position is in
neutral.
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[0034] An air conditioner switch 65 for actuating or de-
actuating an air conditioner 37, which serves as an ex-
ternal load source, is installed in the vehicle. The air con-
ditioner switch 65 selectively connects and disconnects
an air conditioner compressor (not shown) and a crank
shaft 40. Accordingly, the actuated and de-actuated
states of the air conditioner 37 are determined by the air
conditioner switch 65.
[0035] The electromagnetic spill valve 23, the TCV
33, the EVRV 56, the VSV 61, 62, the sensors 35, 72-77
and the switches 36, 65, 66 are connected to an elec-
tronic control unit (ECU) 71. The ECU 71 adequately
controls the electromagnetic spill valve 23, the TCV 33,
EVRV 56 and VSVs 61, 62 based on signals, which are
transmitted from the sensors 35,72-77 and the switches
36, 65, 66.
[0036] The construction of the ECU 71 will now be de-
scribed with reference to Fig. 3. The ECU 71 includes a
central processing unit (CPU) 81, a read only memory
(ROM) 82, which stores various control programs and
function data, a random access memory (RAM) 83,
which temporarily stores data, such as, computations of
the CPU 81 and the engine speed NE, and a backup
RAM 84, which is a nonvolatile RAM that is backed up
by a battery
[0037] The ECU 71 is constructed as a logic circuit,
in which respective components 81-84 are connected
to an input port 85 and an output port 86 via a bus 87.
[0038] The intake air temperature sensor 72, the gas
pedal sensor 73, the intake air pressure sensor 74, and
the coolant temperature sensor 75 are connected to the
input port 85 via buffers 88, 89, 90, 91, a multiplexer 93
and an A/D converter 94. Furthermore, the engine
speed sensor 35, the starter switch 38a, the crank angle
sensor 76, and the vehicle speed sensor 77 are con-
nected to the input port 85 via a waveform shaping cir-
cuit 95.
[0039] The idle switch 36, the air conditioner switch
65, and the neutral switch 66 are connected to the input
port 85 via buffers 102, 103, 104, respectively.
[0040] The CPU 81 receives signals transmitted from
the sensors 35, 72-77 and the switches 36, 65, 66 via
the input port 85. The electromagnetic spill valve 23, the
TCV 33, EVRV 56 and VSV 61, 62 are connected to the
output port 86 via drive circuits 96, 97, 99, 100, 101.
[0041] The idle speed control (hereafter referred to as
ISC) performed by the ECU 71 will now be described
with reference to Figs. 4 to 9. The steps of the routine
executed to perform ISC are illustrated in the flowchart
of Figs. 4 and 5. The routine is executed in a cyclic and
interrupting manner for every predetermined time inter-
val (e.g., 64 milliseconds).
[0042] When the ECU 71 enters the routine, the ECU
71 performs step 101 and reads the engine speed NE.
The engine speed NE is computed based on the signals
sent from the engine speed sensor 35.
[0043] At step 102, the ECU 71 checks an actuation
flag XAC to determine whether or not the air conditioner

37 has been actuated. The actuation flag XAC is set at
one when the air conditioner switch 65 is turned on and
set at zero when the switch 65 is turned off. If the value
of the actuation flag XAC indicates that the air condition-
er switch 65 has been turned on, the ECU 71 proceeds
to step 103.
[0044] At step 103, the ECU 71 computes a target en-
gine speed NTRG1, which is the target engine speed
when the air conditioner switch 65 is turned on. The tar-
get engine speed NTRG1 may be set in accordance with
the coolant temperature THW, which is detected by the
coolant temperature sensor 75, and the gear range (i.
e., drive range or neutral range), which is determined
from the signal sent from the neutral switch 66, and com-
puted using function data, which is stored in the ROM
80. The target engine speed NTRG1 is higher than the
target value set when the air conditioner switch 65 is
turned off.
[0045] At step 104, the ECU 71 judges whether or not
the engine 2 is idling while the vehicle is stationary. This
may be determined by confirming whether the idle
switch 36 is turned on, whether the vehicle speed SPD
detected by the vehicle speed sensor 77 indicates zero
kilometers per hour, and whether the depression
amount ACCP detected by the gas pedal sensor 73 in-
dicates zero percent. If all three of these conditions are
satisfied, the vehicle is stationary and the engine 2 is
idling.
[0046] If it is determined that the engine 2 is stationary
and idling in step 104, the ECU 71 proceeds to step 105.
At step 105, the ECU 71 computes an engine speed dif-
ference NEDL, which is the difference between the tar-
get engine speed NTRG1 and the engine speed NE
read in step 101 (NTRG1-NE).
[0047] At step 106, the ECU 71 computes an integral
compensation amount ∆QII in accordance with the dif-
ference NEDL computed in step 105. Function data,
which is stored in the ROM 80, is used to compute the
integral compensation amount ∆QII.
[0048] At step 107, the ECU 71 adds the integral com-
pensation amount ∆QII, which was computed in step
106, to the previous integral compensation amount QII
(i-1), which was computed in the preceding cycle, and
computes the current integral compensation amount QII
(i). The ECU 71 stores the current integral compensa-
tion amount QII(i) as an integral compensation amount
QII in the RAM 83.
[0049] If it is determined that the engine 2 is not idling
while stationary in step 104, the ECU 71 proceeds di-
rectly to step 108. The current integral compensation
amount QII(i) is thus not computed in this case.
[0050] At step 108, the ECU 71 computes the com-
pensation amount QIPB, which corresponds to the pre-
sumed increase of the load applied to the engine 2. The
load fluctuation compensation amount QIPB is comput-
ed in accordance with the gear range (i.e., drive range
or neutral range), which is determined in accordance
with the signal sent from the neutral switch 66, using
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function data, which is stored in the ROM 80. The load
fluctuation compensation amount QIPB increases the
fuel injection amount in a relatively sudden manner
when the air conditioner switch 65 is turned on. The in-
creased fuel injection amount (increased by QIPB) off-
sets the load added by the air conditioner 37 and pre-
vents the engine speed NE from fluctuating. The ECU
71 stores the load fluctuation compensation amount
QIPB in the RAM 83 and then proceeds to step 109,
which is illustrated in Fig. 5.
[0051] At step 109, the ECU 71 computes a maximum
compensation amount QIPACMX of a raised idle state
when the air conditioner switch 65 is turned on. The
maximum compensation amount QIPACMX is comput-
ed using compensation factors tKQPA, tKQPAC and a
coolant temperature compensation coefficient MNTTW
from the equation described below.

Predetermined values corresponding to the current gear
range (i.e., drive range or neutral range) are selected as
the compensation factors tKQPA, tKQPAC. The prede-
termined values are each stored in the ROM 80. The
coolant temperature compensation coefficient MNTTW
is obtained from the graph of Fig. 8 based on the detect-
ed coolant temperature THW.
[0052] The compensation factor tKQPA represents
the additional amount of fuel injection that is necessary
to enter the raised idle state when the engine 2 is warm.
However, the engine 2 is controlled such that the engine
speed NE becomes high when the engine is cool, or
when the engine temperature is relatively low. When the
engine is cool, the compensation amount need not be
as high as when the engine 2 is warm. Thus, a compen-
sation amount corresponding to the coolant tempera-
ture THW (tKQPAC3MNTTW) is subtracted from the
compensation amount that corresponds to a warm en-
gine state (tKQPA) in the above equation.
[0053] After computing the maximum compensation
amount QIPACMX in step 109, the ECU 71 proceeds to
step 110. At step 110, the ECU 71 computes an incre-
mental amount ∆QIPAC by executing a further routine
(refer to Fig. 7), which will be described later.
[0054] At step 111, the ECU 71 adds the incremental
amount ∆QIPAC, which was computed in step 110, to
the previous compensation amount QIPAC(i-1), which
was obtained in the preceding cycle, to compute the cur-
rent compensation amount QIPAC(i). The ECU 71 then
stores the current compensation amount QIPAC(i) in the
RAM 83.
[0055] At step 112, the ECU 71 judges whether or not
the current compensation amount QIPAC(i) is equal to
or greater than the maximum compensation amount QI-
PACMX, which was computed in step 109. If it is deter-
mined that the current compensation amount QIPAC(i)
is smaller than the maximum compensation amount QI-

QIPACMX=tKQPA-tKQPAC3MNTTW

PACMX, the ECU 71 proceeds to step 114. At step 114,
the ECU 71 sets the value of the current compensation
amount QIPAC(i) as the raised idle compensation
amount QIPAC and then temporarily terminates subse-
quent processing.
[0056] If it is determined that the current compensa-
tion amount QIPAC(i) is equal to or greater than the
maximum compensation amount QIPACMX in step 112,
the ECU 71 proceeds to step 113. At step 113, the ECU
71 sets the value of the maximum compensation
amount QIPACMX as the raised idle compensation
amount QIPAC and then terminates subsequent
processing.
[0057] At step 102, if it is determined that the actua-
tion flag XAC is set at zero, which indicates that the air
conditioner switch 65 is not turned on, the ECU 71 pro-
ceeds to step 115. At step 115, the ECU 71 computes a
target engine speed NTRG2, which is the target engine
speed when the air conditioner switch 65 is turned off.
In the same manner as the target engine speed NTRG1,
the target engine speed NTRG2 may be set in accord-
ance with the coolant temperature THW, which is de-
tected by the coolant temperature sensor 75, and the
gear range (i.e., drive range or neutral range), which is
determined from the signal sent from the neutral switch
66, and computed using function data, which is stored
in the ROM 80. The target engine speed NTRG2 is lower
than the target value set when the air conditioner switch
65 is turned on. The ECU 71 then proceeds to step 116.
[0058] At step 116, the ECU 71 judges whether or not
the engine 2 is in an idle state and the vehicle is station-
ary. In the same manner as step 104, this may be de-
termined by confirming whether the idle switch 36 is
turned on, whether the vehicle speed SPD detected by
the vehicle speed sensor 77 indicates zero kilometers
per hour, and whether the depression amount ACCP de-
tected by the gas pedal sensor 73 indicates zero per-
cent. If all three of these conditions are satisfied, the ve-
hicle is deemed to be stationary and idling.
[0059] If it is determined that the vehicle is stationary
and the engine 2 is idling in step 116, the ECU 71 pro-
ceeds to step 117. At step 117, the ECU 71 computes
the engine speed difference NEDL, which is the differ-
ence between the target engine speed NTRG2 and the
engine speed NE read in step 101 (NTRG1-NE).
[0060] At step 118, the ECU 71 computes an integral
compensation amount ∆QII in accordance with the dif-
ference NEDL computed in step 117. Function data,
which is stored in the ROM 80, is used to compute the
integral compensation amount ∆QII.
[0061] At step 119, the ECU 71 adds the integral com-
pensation amount ∆QII, which was computed in step
118, to the previous integral compensation amount QII
(i-1), which was computed in the preceding cycle, and
computes the current integral compensation amount QII
(i). The ECU 71 stores the current integral compensa-
tion amount QII(i) as the integral compensation amount
QII in the RAM 83.
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[0062] If it is determined that the engine 2 is not idling
in step 116, the ECU 71 proceeds directly to step 120.
The current integral compensation amount QII(i) is thus
not computed in this case.
[0063] At step 120, in the same manner as step 108,
the ECU 71 computes the compensation amount QIPB,
which corresponds to the presumed decrease of the
load applied to the engine 2. The load fluctuation com-
pensation amount QIPB decreases the fuel injection
amount in a relatively sudden manner when the air con-
ditioner switch 65 is turned off. The decreased fuel in-
jection amount (decreased by the load fluctuation com-
pensation amount QIPB) offsets the decrease of the
load caused by the de-actuation of the air conditioner
and prevents the engine speed NE from fluctuating. The
ECU 71 stores the load fluctuation compensation
amount QIPB in the RAM 83 and then proceeds to step
121, which is illustrated in Fig. 5.
[0064] At step 121, the ECU 71 computes an incre-
mental amount ∆QIPAC by executing the routine illus-
trated in Fig. 7. The ECU 71 then proceeds to step 122.
[0065] At step 122, the ECU 71 subtracts the incre-
mental amount ∆QIPAC, which was computed in step
121, from the previous compensation amount QIPAC(i-
1), which was obtained in the preceding cycle, and com-
putes the current compensation amount QIPAC(i). The
ECU 71 then stores the current compensation amount
QIPAC(i) in the RAM 83.
[0066] At step 123, the ECU 71 judges whether or not
the value of the current compensation amount QIPAC(i)
is equal to or smaller than zero. If it is determined that
the current compensation amount QIPAC(i) is greater
than zero, the ECU 71 proceeds to step 125. At step
125, the ECU 71 sets the value of the current compen-
sation amount QIPAC(i) as the raised idle compensation
amount QIPAC and then temporarily terminates subse-
quent processing.
[0067] If it is determined that the current compensa-
tion amount QIPAC(i) is equal to or smaller than zero in
step 123, the ECU 71 proceeds to step 124. At step 124,
the ECU 71 sets zero as the value of the raised idle com-
pensation amount QIPAC.
[0068] The fuel injection amount control that is per-
formed in accordance with the integral compensation
amount QII, the load fluctuation compensation amount
QIPB, and the raised idle compensation amount QIPAC
will now be described with reference to Fig. 6. The rou-
tine is executed in an interrupting manner for every pre-
determined crank angle.
[0069] The ECU 71 first performs step 201 when en-
tering the routine and reads the current engine speed
NE, the gas pedal depression amount ACCP, the inte-
gral compensation amount QII, the load fluctuation com-
pensation amount QIPB, and the raised idle compensa-
tion amount QIPAC from the RAM 83. The ECU 71 then
proceeds to step 202.
[0070] At step 202, the ECU 71 obtains an idle gov-
ernor injection amount tQGOV1 and a drive governor

injection amount tQGOV2 by referring to the two dimen-
sional function data shown in Fig. 9. The two dimension-
al function data is related to the engine speed NE and
the depression amount ACCP. The idle governor injec-
tion amount tGOV1 is plotted along the dashed lines in
Fig. 9 and indicates the amount of fuel injection when
the engine speed NE is in a low speed range, that is,
when the engine is in a normal idle state. The drive gov-
ernor injection amount tQGOV2 is indicated by the solid
lines in Fig. 9 and indicates the amount of fuel injection
when the engine speed NE is outside the low speed
range, that is, mainly when the vehicle is traveling.
[0071] At step 203, the ECU 71 compares the sum of
the idle governor injection amount tQGOV1, the integral
compensation amount QII, the load fluctuation compen-
sation amount QIPB, and the raised idle compensation
amount QIPAC with the sum of the drive governor injec-
tion amount tGOV2 and the load fluctuation compensa-
tion amount QIPB. The larger of the two sums is set as
a governor injection amount QGOV. If the engine speed
NE is in the low speed range, that is, if the engine 2 is
in the normal idle state, the governor injection amount
QGOV tends to be the sum of the idle governor injection
amount tQGOV1, the integral compensation amount
QII, the load fluctuation compensation amount QIPB,
and the raised idle compensation amount QIPAC. On
the other hand, if the engine speed NE is outside the
low speed range, that is, if the vehicle is traveling, the
governor injection amount QGOV tends to be the sum
of the drive governor injection amount tGOV2 and the
load fluctuation compensation amount QIPB.
[0072] At step 204, the ECU 71 computes the maxi-
mum injection amount QFULL. The maximum injection
amount QFULL indicates the upper limit value of the
amount of fuel that is to be sent to each combustion
chamber 21. The maximum injection amount QFULL al-
so indicates the upper limit value of the amount of fuel
that suppresses a sudden increase in smoke exhausted
from the combustion chamber, while also suppressing
the generation of excessive torque.
[0073] At step 205, the ECU 71 sets the value of the
smaller of the maximum injection amount QFULL and
the governor injection amount QGOV as a final fuel in-
jection amount QFIN. The ECU 71 then proceeds to step
206.
[0074] At step 206, the ECU 71 computes an injection
amount command value (value converted to time, or in-
jection time) TSP that corresponds to the final injection
amount QFIN. At step 207, the ECU 71 outputs the in-
jection amount command value TSP and then tempo-
rarily terminates processing. The electromagnetic spill
valve 23 of the fuel injection pump 1 is controlled to per-
form fuel injection in accordance with the injection
amount command value TSP.
[0075] An incremental amount computation routine
will now be described with reference to Fig. 7. This rou-
tine is executed to compute and determine the incre-
mental amount ∆QIPAC.
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[0076] When entering this routine, the ECU 71 first
carries out step 301 and reads the value of an idle sta-
bility flag XISTBL. The idle stability flag XISTBL is set
at one when the vehicle is stationary and set at zero
when the vehicle is traveling. More specifically, the idle
stability flag XISTBL is set at one when the neutral
switch 66 indicates that the transmission is in the neutral
range, while the idle switch 36 is in an actuated state.
The idle stability flag XISTBL is also set at one when the
neutral switch 36 indicates that the transmission is in the
drive range with the idle switch 36 in an actuated state
and the vehicle speed SPD detected by the vehicle
speed sensor 77 indicating zero kilometers per hour.
Under other conditions, the idle stability flag XISTBL is
set at zero.
[0077] At step 302, the ECU 71 judges whether or not
the idle stability flag XISTBL is set at one. If the ECU 71
determines that the idle stability flag XISTBL is set at
one, the vehicle is deemed to be stationary, and step
303 follows. At step 303, the ECU 71 selects a relatively
large value (in the preferred embodiment, 1.172) as the
incremental amount ∆QIPAC.
[0078] If the ECU 71 determines that the idle stability
flag XISTBL is set at zero in step 302, the vehicle is
deemed to be traveling. In this case, the ECU 71 pro-
ceeds to step 304 and selects a relatively small value
(in the preferred embodiment, 0.078) as the incremental
amount ∆QIPAC.
[0079] The operation of the ISC in correspondence
with each of the above routines will now be described
with reference to Figs. 10(a), (b), (c) and Figs. 11(a), 11
(b), 11(c). Figs. 10(a) to 10(c) show the state of the idle
switch 65, the variation of the compensation amount,
and the fluctuation of the engine speed NE when the
vehicle is stationary. Figs. 11(a) to 11(c) show the state
of the idle switch 65, the changes in the compensation
amount, and the fluctuation of the engine speed NE
when the vehicle is traveling.
[0080] The operation of the ISC when the vehicle is
stationary will first be described with reference to Figs.
10(a) to 10(c). As shown in Fig. 10(a), the air conditioner
switch 65 is turned on at time point t11 thereby shifting
the engine 2 to a raised idle state from the normal idle
state. The actuation of the air conditioner switch 65 adds
the load fluctuation compensation amount QIPB, which
corresponds to the presumed increase of the load ap-
plied to the engine, to the fuel compensation amount as
shown in Fig. 10(b). The load fluctuation compensation
amount QIPB is the amount of fuel injection compensa-
tion that is necessary to maintain the same engine
speed NE when the load of the air conditioner 37 is ap-
plied to the engine 2.
[0081] As time elapses from time point t11, the com-
pensation amount is increased by the incremental
amount ∆QIPAC in a gradual manner. As shown in Fig.
10(c), the engine speed NE increases gradually from
time point t11 in accordance with the increasing com-
pensation amount. In this state, the vehicle is stationary.

Thus, the incremental amount ∆QIPAC is set at a value
(1.172) greater than that used when the vehicle is
traveling.
[0082] As shown in Fig. 10(b), the compensation
amount reaches its maximum compensation amount
QIPACMX at time point t12 and is maintained at this val-
ue until the air conditioner switch 65 is turned off. As
shown in Fig. 10(c), the engine speed NE reaches its
target engine speed NTRG1 at time point t12 and is
maintained at the same speed until the air conditioner
switch 65 is turned off.
[0083] Since the value used as the increment value
∆QIPAC when the vehicle is stationary is greater than
that used when the vehicle is traveling, the engine speed
NE reaches the target engine speed NTRG1 within a
relatively short period of time. Accordingly, the integral
compensation amount QII when the vehicle is stationary
and the engine 2 is idling varies the engine speed NE
within a relatively short period of time when the air con-
ditioner 37 is turned on.
[0084] Furthermore, the driver of the vehicle can im-
mediately notice the increase in the engine speed NE.
Thus, the driver does not notice unusual engine speed
NE behavior.
[0085] When the air conditioner switch 65 is turned off
at time point t13 as shown in Fig. 10(a), the engine 2
shifts from the raised idle state to the normal idle state.
As shown in Fig. 10(b), the stopping of the air condition-
er 37 causes the fuel compensation amount to be de-
creased by the load fluctuation compensation amount
QIPB, which corresponds to the presumed decrease of
the load when the air conditioner 37 is turned off. The
load fluctuation compensation amount QIPB is the
amount of fuel injection compensation that is necessary
to maintain the same engine speed NE when the load
applied to the engine 2 decreases due to the de-actua-
tion of the air conditioner 37.
[0086] As time elapses from time point t13 to time
point t14, the compensation amount is decreased by the
incremental amounts ∆QIPAC in a gradual manner. As
shown in Fig. 10(c), the engine speed NE decreases
gradually in accordance with the decreasing compensa-
tion amount. In this state, the vehicle is stationary. Thus,
the incremental amount ∆QIPAC is set at a value (1.172)
greater than that used when the vehicle is traveling.
[0087] The compensation amount reaches the value
of zero at time point t14 and is maintained at this value
afterward. Furthermore, the engine speed NE reaches
its target engine speed NTRG2 at time t14 and main-
tains the same speed afterward.
[0088] As described above, the engine speed NE
reaches the target engine speed NTRG2 within a rela-
tively short period of time since the value of the incre-
mental amount ∆QIPAC when the vehicle is stationary
is greater than that used when the vehicle is traveling.
Accordingly, the computation of the integral compensa-
tion amount QII when the vehicle is stationary and the
engine 2 is idling results in the engine speed NE chang-
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ing within a short period when the air conditioner 37 is
turned off.
[0089] Furthermore, the driver of the vehicle can im-
mediately notice the decrease in the engine speed NE.
Thus, the driver does not notice unusual engine speed
NE behavior.
[0090] The operation of the ISC when the vehicle is
traveling will now be described with reference to Figs.
11(a) to 11(c). As shown in Fig. 11(a), the air conditioner
switch 65 is turned on at time point t21 thereby shifting
the engine 2 to the raised idle state from the normal idle
state. The actuation of the air conditioner switch 65 adds
the load fluctuation compensation amount QIPB, which
corresponds to the presumed increase of the load ap-
plied to the engine, to the fuel compensation amount as
shown in Fig. 11(b). The load fluctuation compensation
amount QIPB is the amount of fuel injection compensa-
tion that is necessary to maintain the same engine
speed NE when load of the air conditioner 37 is applied
to the engine 2.
[0091] As time elapses from time point t21, the com-
pensation amount is increased by the incremental
amounts ∆QIPAC in a gradual manner. As shown in Fig.
11(c), the engine speed NE increases gradually from
time point t11 in accordance with the increasing com-
pensation amount. In this state, the vehicle is traveling.
Thus, the incremental amount ∆QIPAC is set at a value
(0.078), which is smaller than that used when the vehicle
is stationary.
[0092] As shown in Fig. 11(b), the compensation
amount reaches its maximum compensation amount
QIPACMX at time point t22 and is maintained at this val-
ue afterward. As shown in Fig. 11(c), the engine speed
NE thus reaches its target engine speed NTRG1 at time
point t22 and maintains the same speed afterward.
[0093] Since the incremental amount ∆QIPAC used
when the vehicle is traveling is smaller than that used
when the vehicle is stationary, the engine speed NE
reaches the target engine speed NTRG1 in a relatively
slow manner. Accordingly, the driver does not feel sud-
den acceleration when the actuation of the air condition-
er 37 increases the engine speed NE.
[0094] When the air conditioner switch 65 is turned off
at time point t23 as shown in Fig. 11(a), the engine 2
shifts from the raised idle state to the normal idle state.
As shown in Fig. 11(b), the stopping of the air conditioner
37 causes the fuel compensation amount to be de-
creased by the load fluctuation compensation amount
QIPB, which corresponds to the presumed decrease of
the load when the air conditioner 37 is turned off. Thus,
the engine speed NE is maintained at the same speed
regardless of the stoppage of the air conditioner 37.
[0095] As time elapses from time point t23 to time
point t24, the compensation amount is decreased by the
incremental amounts ∆QIPAC in a gradual manner. As
shown in Fig. 11(c), the engine speed NE decreases
gradually in accordance with the decreasing compensa-
tion amount. In this state, the vehicle is traveling. Thus,

the incremental amount ∆QIPAC is set at a value
(0.078), which is smaller than that used when the vehicle
is stationary.
[0096] The compensation amount reaches the value
of zero at time point t24 and is maintained at this value
afterward. Furthermore, the engine speed NE reaches
the target engine speed NTRG2 at time t24 and is main-
tained at this value afterward.
[0097] As described above, the engine speed NE
reaches the target engine speed NTRG2 in a relatively
slow manner since the value of the incremental amount
∆QIPAC when the vehicle is traveling is smaller than that
when the vehicle is stationary. Accordingly, the driver
does not feel sudden deceleration when the de-actua-
tion of the air conditioner 37 decreases the engine
speed NE.
[0098] It should be apparent to those skilled in the art
that the present invention may be embodied in many
other specific forms without departing from the spirit or
scope of the invention. More particularly, the present in-
vention may be embodied as described below.
[0099] In the preferred and illustrated embodiment,
the incremental amount ∆QIPAC is selected from the
values of 1.172 and 0.078 depending on whether the
vehicle is stationary or traveling. However, the incre-
mental amount ∆QIPAC is not limited to these values
and may take other arbitrary values as long as the value
selected when the vehicle is stationary is greater than
that selected when the vehicle is traveling.
[0100] In the preferred embodiment, the gas pedal
sensor 73 may be employed in lieu of the idle switch 36
to determine whether the vehicle is in a still state.
[0101] The engine 2 is connected to an automatic
transmission in the preferred embodiment. Further-
more, the target engine speeds NTRG1, NTRG2, the
load fluctuation compensation amount QIPB, and the
compensation factors tKQPA, tKQPAC are obtained in
accordance with the gear range (drive range or neutral
range) detected by the neutral switch 66. However, the
engine 2 may be connected to a manual transmission
instead of an automatic transmission. In such case, the
target engine speeds NTRG1, NTRG2, the load fluctu-
ation compensation amount QIPB, and the compensa-
tion factors tKQPA, tKQPAC are set at values that are
inherent to the vehicle. Furthermore, it can be deter-
mined that the vehicle is not moving when the vehicle
speed SPD detected by the speed sensor 77 indicates
zero km/h with the idle switch 36 in an actuated state.
[0102] In the preferred embodiment, the engine 2 is
shifted between a normal idle state and a raised idle
state in accordance with the operation of the air condi-
tioner switch 65, that is, in accordance with whether the
air conditioner 37 and engine 2 are connected to or dis-
connected from each other. However, the idle state of
the engine 2 may also be shifted when other external
load sources are connected to or disconnected from the
engine 2. Such external load sources include a power
steering system, which produces loads when turning the
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steering wheel.
[0103] In the preferred embodiment, the fuel injection
amount undergoes compensation to adjust the idle
speed. However, the idle speed may be changed by
compensating other parameters, which are capable of
changing the engine speed NE.
[0104] The present invention may be applied to a
gasoline engine. In such case, the engine speed can be
adjusted by controlling the amount of air sent to the en-
gine.
[0105] Therefore, the present examples and embod-
iments are to be considered as illustrative and not re-
strictive, and the invention is not to be limited to the de-
tails given herein, but may be modified within the scope
and equivalence of the appended claims.
[0106] An apparatus for controlling the idle speed of
an engine (2) is disclosed. The apparatus includes an
electric control unit (ECU) (71) for controlling the engine
speed, an air conditioner switch (65) for detecting appli-
cation and removal of an external engine load, or air
conditioner (37), and sensors (36, 66, 77) for detecting
that the engine (2) is idling when the vehicle is stationary
and when the vehicle is moving. The ECU (71) gradually
increases the engine speed by a predetermined amount
to shift the engine (2) to a raised idle state when the
external engine load (37) is applied and gradually de-
creases the engine speed by the predetermined amount
when the external engine load (37) is removed. The
ECU (71) adjusts the engine speed at a certain rate
when the vehicle is stationary and at a different rate
when the vehicle is traveling.

Claims

1. An idle speed control apparatus for an engine (2)
including a controller (71) for controlling the engine
speed, a load detector (65) for detecting the appli-
cation and removal of an external engine load (37),
a vehicle state detector (36, 66, 77) for detecting
whether the engine (2) is idling and whether the ve-
hicle is moving, wherein the controller (71) gradu-
ally increases the engine speed from a normal idle
state by a predetermined amount to shift the engine
(2) to a raised idle state when the external engine
load (37) is applied and gradually returns the engine
speed to the normal idle state when the external en-
gine load (37) is removed, the apparatus being
characterized in that:

the controller (71) changes the idle speed be-
tween the raised and normal states at a first rate
when the vehicle is stationary and at a second,
different rate when the vehicle is traveling.

2. The apparatus according to claim 1 characterized
in that the rate of the engine speed change be-
tween the raised and normal states when the vehi-

cle is stationary is greater than that when the vehicle
is traveling.

3. The apparatus according to claim 2 characterized
by an injection nozzle (4) for injecting fuel into the
engine (2), wherein the controller (71) gradually
changes the amount of fuel injection to gradually
adjust the engine speed.

4. The apparatus according to claim 3 characterized
in that the controller (71) varies the amount of fuel
injection in a sudden manner in response to remov-
al or application of the load to offset the effect of the
application or removal of the external engine load
(37) on the engine speed, and in that the controller
(71) gradually varies the amount of fuel injection af-
ter the sudden variation to change the engine
speed.

5. The apparatus according to claim 2 characterized
by an air amount adjustor for adjusting the amount
of air supplied to the engine (2), wherein the con-
troller controls the air amount adjustor such that the
amount of air supplied to the engine is varied grad-
ually to adjust the engine speed gradually.

6. The apparatus according to any one of the preced-
ing claims characterized in that the external load
is applied by an air conditioner (37).

7. The apparatus according to claim 6 characterized
in that the load detector includes a switch (65) op-
erated by a driver to actuate the air conditioner.

8. The apparatus according to any one of the preced-
ing claims characterized in that the vehicle state
detector includes an idle state detector (36) for de-
tecting when a gas pedal (57) is not depressed at
all.

9. The apparatus according to claim 8 characterized
in that the vehicle state detector includes a vehicle
speed sensor for detecting the vehicle speed.

10. The apparatus according to claim 8 characterized
in that the engine is operably connected to an au-
tomatic transmission, and that the vehicle state de-
tector includes a sensor for detecting the gear po-
sition of the automatic transmission.

Patentansprüche

1. Leerlaufdrehzahlsteuergerät für einen Motor (2),
mit einer Steuereinheit (71) zur Steuerung der Mo-
tordrehzahl, einem Lastdetektor (65) zur Erfassung
der Anlegung und Entfernung einer externen Mo-
torlast (37), einem Fahrzeugzustandsdetektor (36,
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66, 77) zur Erfassung, ob der Motor (2) leer läuft
und ob das Fahrzeug sich bewegt, wobei die Steu-
ereinheit (71) die Motordrehzahl aus einem norma-
len Leerlaufzustand allmählich um einen vorgege-
benen Betrag erhöht und in einen angehobenen
Leerlaufzustand versetzt, wenn die externe Motor-
last (37) angelegt wird, und die Motordrehzahl in
den normalen Leerlaufzustand zurückversetzt,
wenn die externe Motorlast (37) entfernt wird,
dadurch gekennzeichnet, dass die Steuereinheit
(71) die Leerlaufdrehzahl zwischen den erhöhten
und den normalen Leerlaufzuständen mit einer er-
sten Rate ändert, wenn sich das Fahrzeug im Still-
stand befindet, und mit einer zweiten,
unterschiedlichen Rate ändert, wenn sich das Fahr-
zeug bewegt.

2. Gerät nach Anspruch 1, dadurch gekennzeichnet,
dass die Rate der Motordrehzahlveränderung zwi-
schen den erhöhten und den normalen Zuständen
im Stillstand des Fahrzeugs größer ist, als wenn
sich das Fahrzeug bewegt.

3. Gerät nach Anspruch 2, gekennzeichnet durch ei-
ne Kraftstoffeinspritzdüse (4) zum Einspritzen von
Kraftstoff in den Motor (2), wobei die Steuereinheit
(71) allmählich die Kraftstoffeinspritzmenge ändert,
um die Motordrehzahl allmählich zu steuern.

4. Gerät nach Anspruch 3, dadurch gekennzeichnet,
dass die Steuereinheit (71) die Kraftstoffeinspritz-
menge in einer plötzlichen Weise in Reaktion auf
das Anlegen oder Entfernen der Last variiert, um
den Effekt des Anlegens oder Entfernens der exter-
nen Motorlast (37) auf die Motordrehzahl auszuglei-
chen, und dass die Steuereinheit (71) die Kraftstof-
feinspritzmenge nach der plötzlichen Veränderung
zur Änderung der Motordrehzahl allmählich variiert.

5. Gerät nach Anspruch 2, gekennzeichnet durch
ein Luftmengenstellglied zur Einstellung der dem
Motor (2) zugeführten Luftmenge, wobei die Steu-
ereinheit das Luftmengenstellglied in der Weise
steuert, dass dem Motor (2) zugeführte Luftmenge
allmählich verändert wird, um die Motordrehzahl all-
mählich einzustellen.

6. Gerät nach zumindest einem der vorstehenden An-
sprüche, dadurch gekennzeichnet, dass die ex-
terne Last von einer Klimaanlage (37) angelegt
wird.

7. Gerät nach Anspruch 6, dadurch gekennzeichnet,
dass der Lastdetektor über einen Schalter (65) auf-
weist, der von einem Fahrer zur Betätigung der Kli-
maanlage bedient wird.

8. Gerät nach zumindest einem der vorstehenden An-

sprüche, dadurch gekennzeichnet, dass der
Fahrzeugzustandsdetektor einen Leerlaufzu-
standsdetektor (36) für die Feststellung aufweist,
dass keine Betätigung eines Gaspedals (57) vor-
liegt.

9. Gerät nach Anspruch 8, dadurch gekennzeichnet,
dass der Fahrzeugzustandsdetektor einen Fahr-
zeuggeschwindigkeitssensor zur Ermittlung der
Fahrzeuggeschwindigkeit aufweist.

10. Gerät nach Anspruch 8, dadurch gekennzeichnet,
dass der Motor mit einem Automatikgetriebe in
Wirkverbindung steht und dass der Fahrzeugzu-
standsdetektor einen Sensor zur Erfassung der
Gangstufe des Automatikgetriebes aufweist.

Revendications

1. Dispositif de commande de régime de ralenti pour
un moteur (2) comprenant un contrôleur (71) desti-
né à commander le régime du moteur, un détecteur
de charge (65) destiné à détecter l'application et la
suppression d'une charge externe du moteur (37),
un détecteur d'état du véhicule (36, 66, 77) destiné
à détecter si le moteur (2) est au ralenti et si le vé-
hicule se déplace, dans lequel le contrôleur (71)
augmente progressivement le régime du moteur
depuis un état de ralenti normal d'une quantité pré-
déterminée pour faire passer le moteur (2) à un état
de ralenti augmenté lorsque la charge externe du
moteur (37) est appliquée et ramène progressive-
ment le régime du moteur à l'état de ralenti normal
lorsque la charge externe du moteur (37) est sup-
primée, le dispositif étant caractérisé en ce que :

le contrôleur (71) modifie le régime de ralenti
entre les états augmenté et normal à une pre-
mière vitesse lorsque le véhicule est immobile
et à une seconde vitesse différente lorsque le
véhicule se déplace.

2. Dispositif selon la revendication 1, caractérisé en
ce que la vitesse de la modification de régime du
moteur entre les états augmenté et normal, lorsque
le véhicule, est immobile est supérieure à celle lors-
que le véhicule se déplace.

3. Dispositif selon la revendication 2, caractérisé par
une buse d'injection (4) destinée à injecter du car-
burant dans le moteur (2), dans lequel le contrôleur
(71) modifie progressivement la quantité d'injection
de carburant afin d'ajuster progressivement le régi-
me du moteur.

4. Dispositif selon la revendication 3, caractérisé en
ce que le contrôleur (71) modifie la quantité d'injec-
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tion de carburant d'une manière brusque en répon-
se à la suppression ou à l'application de la charge
pour reporter l'effet de l'application ou de la sup-
pression de la charge externe du moteur (37) sur le
régime du moteur, et en ce que le contrôleur (71)
modifie progressivement la quantité d'injection de
carburant après la variation brusque pour modifier
le régime du moteur.

5. Dispositif selon la revendication 2, caractérisé par
un dispositif d'ajustement de la quantité d'air desti-
né à ajuster la quantité d'air fournie au moteur (2),
dans lequel le contrôleur commande le dispositif
d'ajustement de la quantité d'air de sorte que la
quantité d'air fournie au moteur soit amenée à varier
progressivement pour ajuster progressivement le
régime du moteur.

6. Dispositif selon l'une quelconque des revendica-
tions précédentes, caractérisé en ce que la charge
externe est appliquée par un conditionneur d'air
(37).

7. Dispositif selon la revendication 6, caractérisé en
ce que le détecteur de charge comprend un com-
mutateur (65) mis en oeuvre par un conducteur
pour actionner le conditionneur d'air.

8. Dispositif selon l'une quelconque des revendica-
tions précédentes, caractérisé en ce que le détec-
teur d'état du véhicule comprend un détecteur d'état
de ralenti (36) destiné à détecter quand une pédale
d'accélérateur (57) n'est pas enfoncée du tout.

9. Dispositif selon la revendication 8, caractérisé en
ce que le détecteur d'état du véhicule comprend un
capteur de vitesse du véhicule destiné à détecter la
vitesse du véhicule.

10. Dispositif selon la revendication 8, caractérisé en
ce que le moteur est relié de façon fonctionnelle à
une transmission automatique, et en ce que le dé-
tecteur d'état du véhicule comprend un capteur des-
tiné à détecter la position du rapport de la transmis-
sion automatique.
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