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Fuel Control Method using Simple Intake System Model
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ABSTRACT

There is a strong requirement still exist to further
reduce the automobile exhaust emissions. One of the
technologies to meet such requirement involves with
a precise control of air-fuel ratios. A main issue in
this control technology is how best to measure
accurately the intake air volume in cylinders with the
feed-forward system. In this study, a simple model
to observe the dynamic behavior of intake air was
formulated. The model has enabled us to accurately
predict the intake air amount and was suitably
applicable for determining the amount of fuel to be
supplied to the engine. Furthermore, the model with
combination of a conventional speed density method
has allowed us to make a real-time calculation of the
amount of fuel injected which can be applied to
actual engines. This method has not only improved
the controllability of air-fuel ratio but also
substantially reduced the number of items required
for the transient fuel compensation.
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