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ABSTRACT

A lightweight, compact,and 1.3L 4-cylinder engine was
developed as the new-generation i-Series power plant.

This engine has twin plugs for each cylinder, and
achieves rapid combustion by means of high-precision
dual-point phased ignition control that depends on the
engine's operating conditions. In addition, reducing
friction and using the newly developed CVT have yielded
low fuel consumption of 23 km/L in 10-15 mode.

The engine has achieved “Low-Emissions Excellence
certification in Japan” by reducing exhaust emissions
50% from the fiscal year 2000 emission standards.

gooodd

0000000000000 oooomuoooomao
pooooooOoOoOoOOOOOOODODOODOODOOOOO
ooO0onooogooooooovrTeEcooooooooono
oooooooooOoOoOo-vTECEPDDOOOODODOO
0oo00o0oOoi-0ooooooooooooooooon
ooo0oooooooooooooooOoooooooo
ooo

oomi-ocooobooooooooooooooogo
O0000o0o0o0oooooooogi3LsoHcoooooOo
gooooo-bsitooooooOooOoOoOoOoOoOO

O DSIO Dual and Sequential Ignition[

gooooooo

ooooOOooOo0ooDooOoOoOoDoRttbooobDoog
omooooobooOoooooooobooomooog
gbooboooooooboobobobobobobooonoo
gboboooobooboooboooobobobobooo
gboobooooooobooboboboboboooboooo

gooooo

https://doi.org/10.69239/hondatechnicalreview.2001 13 2 6

gboboooooboobobobooobooog
goboboboooooboobobooboon
O0Mooooooomioedls 00000023km/L0
gbmooooo
gioMo12000oooogoosomogoooogg
gbmoooboboboobooobooobooboobooo

uobooooboboooboo

Fig.10ODODOOOOOOOTable1tOOOOODODODO

000000000 00000Rg.2 00000000
gbobobobobooooooooobobobobo
goboobooboobooboobooboobooooboao
00 13LD1B 0 0O0OO0O0OD0OODOODOODO 118mmO 0
ooemmOO000D0O0O0000O00oooooDoo
00000000000 Fg 10000000 DODDOCODODO
goboobooboobooboobooboobooooboao
gbobooooooboobobobooobooog

gbobobobobobobobooooooooo
O00Fg3MOODODOOOOOOO0OODDODODODO
oooboomez2-108M0dboooooooooOO

0 430



Honda R&D Technical

Review Vol.13 No.2 (October 2001)

ooooooooo

Fig.40DOODOOOOODOOOCOODOODOODOODO
goboooooobobooooooboobooooboooooo
gbobooooooobooboboboboboooooo

gbobooboobDooDoogon 4e°

oo30 0oogo

Fig. 1 View of 2002 model i-DSI engine
Table 1 Engine specification

2002model i-DSI | 1999model Logo
Engine code L13A D13B
Cylinder configuration In-line 4-cylinder | In-line 4-cylinder
Bore x stroke (mm) 73 x 80 75X 76
Displacement (cm?®) 1339 1343
Compression ratio 10.8 : 1 9.2:1
Valve train SOHC 2Valves SOHC 2Valves

Number of valves

2 per cylinder

2 per cylinder

Valve diameter (mm)

Inlet 32 30
Exhaust 28 26
Fuel supply svstem Programmed Programmed
PPly Sy fuel injection fuel injection
- Dual point Single point
Ignition system sequential ignition ignition
Max. power (kW/rpm) 63/5700 49/5500
Max. torque (N-m/rpm) 119/2800 103/2500
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Fig. 4 Section view of cylinder head

Engine side and down view
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Fig. 5 Engine performance
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Fig. 7 Comparison of BSFC, NOx and combustion
characteristics between modified combustion
chamber and conventional combustion chamber
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