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Development of DOHC VTC 0.66 L Gasoline Engine for New K-car
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A lightweight, compact DOHC VTC 0.66-L
3-cylinder gasoline engine was developed for use
in K-cars, achieving a balance of environmental
performance (low fuel consumption and low
emissions) and high power output. The new model
engine was developed on the assumption that it would
be combined with a newly developed continuously
variable transmission (CVT) for k-cars. It was
accordingly given a long-stroke structure and variable
timing control (VTC) on the intake side as well as
technology for enhancement of combustion and friction
reduction. These measures achieved high power with
maximum torque of 65 Nm and maximum power of
43 kW in the naturally aspirated engine together with
10% enhancement in specific fuel consumption over
the previous engine model. In the turbocharged engine,
use of a higher compression ratio in addition to fuel
consumption enhancement technology in common with
that of the naturally aspirated engine achieved a 10%
enhancement in specific fuel consumption over the
previous engine model as well as maximum torque at
the high level of 104 Nm.
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462 mm (-13)

Table 1 Engine specifications
Developed model Previous model
Air intake system Normal aspiration Turbo charged Normal aspiration Turbo charged
Cylinder configuration In-line 3-cylinder In-line 3-cylinder In-line 3-cylinder In-line 3-cylinder
Bore x stroke (mm) 64 x 68.2 64 x 68.2 71 x55.4 71 x55.4
Displacement (cm?®) 658 658 658 658
Compression ratio 11.2 9.2 11.2 8.5
Valve train DOHC intake VTC | DOHC intake VTC SOHC i-DSI SOHC i-DSI
Number of valves 4 per cylinder 4 per cylinder 2 per cylinder 2 per cylinder
Valve diameter (mm) in. 24.5 24.5 35.5 35.5
ex. 20.5 20.5 30 30
guonsysan | Sgepant | Srdepant | Dupent | O
Max. power (kKW/rpm) 43/7300 47/6000 38/7000 47/6000
Max. torque (Nm) 65/3500 104/2600 60/3600 93/4000
3 4. HO%M

-

648 mm (-10)

&

Fig. 3 View of new engine and comparison of engine

Fig. 5 Comparison of combustion chamber configuration
of previous and developed engine
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