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[57] ABSTRACT

A method comprising correcting the air/fuel ratio of a
mixture being supplied to an internal combustion en-
gine, by the use of a correction coefficient. determined
as a function of detected values of atmospheric absolute
pressure and intake pipe absolute pressure. A device is
also provided, which includes means for arithmetically
calculating the correction coefficient as a function of
outputs of sensors for sensing the two kinds of absolute
pressure or means storing predetermined values of the
correction coefficient for selective reading as a function
of the sensor outputs, and means for correcting the
valve opening period of a fuel injection valve by the
calculated or read coefficient value.

7 Claims, 11 Drawing Figures
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METHOD AND DEVICE FOR ATMOSPHERIC
PRESSURE-DEPENDENT CORRECTION OF
AIR/FUEL RATIO FOR INTERNAL
COMBUSTION ENGINES

BACKGROUND OF THE INVENTION

This invention relates to atmospheric pressure-
dependent correction of the air/fuel ratio of a mixture
being supplied to an internal combustion engine, and a
device for practicing the same method.

A fuel supply control system adapted for use with an
internal combustion engine, particularly a gasoline en-
gine has been proposed e.g. by U.S. Pat. No. 3,483,851,
which is adapted to determine the valve opening period
of a fuel injection device for control of the fuel injection
quantity, i.e. the air/fuel ratio of an air/fuel mixture
being supplied to the engine, by first determining a basic
value of the above valve opening period as a function of
engine rpm and intake pipe absolute pressure and then
adding to and/or multiplying same by constants and/or
coefficients being functions of engine rpm, intake pipe
absolute pressure, engine temperature, throttle valve
opening, exhaust gas ingredient concentration (oxygen
concentration), etc., by electronic computing means.

On the other hand, during operation of an engine at a
high altitude, etc., it is generally carried out to correct
the fuel supply quantity for the engine, in response to
changes in the atmospheric pressure, so as to obtain an
optimum air/fuel ratio best suited for the atmospheric
pressure, for improvements in the fuel consumption,
emission characteristics and driveability of the engine.

For instance, in a fuel supply control system adapted
for correction of the basic valve opening period of a fuel
injection valve by means of a correction coefficient as
mentioned above, an atmospheric pressure-dependent
correction coefficient is provided as one of the afore-
mentioned correction coefficients, for correction of the
air/fuel ratio of the mixture.

However, according to such conventional atmo-
spheric pressure-dependent correction of the air/fuel
ratio which is determined by intake pipe absolute pres-
sure as noted above, the air/fuel ratio is corrected in
dependence upon the atmospheric pressure alone. That

_is, the correction amount is not based upon the actual
operating condition of the engine per se, making it diffi-
cult to perform the air/fuel ratio correction in a perfect
manner.

OBJECT AND SUMMARY OF THE INVENTION

1t is the object of the invention to provide a method
and a device for atmospheric pressure-dependent air/f-
vel ratio correction, which is adapted to correct the
air/fuel ratio of a mixture being supplied to an internal
combustion engine, in dependence upon not only atmo-
spheric pressure but also intake pipe absolute pressure,
so as to always control the air/fuel ratio to an optimum
value irrespective of changes in the atmospheric pres-
sure, to thereby improve the fuel consumption, emission
characteristics and driveability of the engine.

The prevent invention is based upon the recognition
that the quantity of air sucked into the engine cylinders
is variable as a function of intake pipe absolute pressure
as well as atmospheric pressure.

The invention provides an air/fuel ratio correcting
method which comprises detecting absolute pressure of
the atmosphere encompassing an internal combustion
engine and also the absolute pressure in an intake pipe of
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the engine at a location downstream of a throttle valve
in the same pipe, determining the value of a correction
coefficient as a function of the detected absolute pres-
sure values, and correcting the air/fuel ratio of an air/f-
uel mixture being supplied to the engine, which has
been determined as a function of the operating condi-
tion of the engine, by an amount corresponding to the
correction coefficient value determined above.
Further, the invention provides an air/fuel ratio cor-
recting device which comprises a first pressure sensor
for detecting the absolute pressure of the encompassing
atmosphere, a second pressure sensor for detecting the
absolute pressure in the intake pipe, means for arithmeti-

~cally calculating the value of the correction coefficient

as a function of outputs of the first and second pressure
sensors, and means for correcting the valve opening
period of an electromagnetically operated fuel injection
valve, which has been determined as a function of the
operating condition of the engine, by an amount corre-
sponding to the correction coefficient value calculated
above.

Alternatively of 'the above arithmetically calculating
means, the air/fuel ratio correcting device according to
the invention may include means storing a plurality of
predetermined values of the correction coefficient
which are given as a function of the absolute pressure of
the encompassing atmosphere and the absolute pressure
in the intake pipe, and means responsive to outputs of
the first and second pressure sensors for selectively
reading a corresponding one of the predetermined coef-
ficient values from the above storage means.

The above and other objects, features and advantages
of the invention will be more apparent from the ensuing
detailed description taken in connection will the accom-
panying drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1is a pressure volume diagram of an Otto cycle
engine;

FIG. 2 is a view illustrating quantities of state of
residual exhaust gas, fresh air, and a mixture thereof
available, respectively, at state points 5, 6 and 0 in FIG.
1L

FIG. 3 is a block diagram illustrating the whole ar-
rangement of a fuel supply control system to which the
present invention is applicable;

FIG. 4 is a block diagram illustrating a whole pro-
gram for control of the valve opening periods TOUTM
and TOUTS of the main injectors and the subinjector,
which is incorporated in the electronic control unit
(ECU) in FIG. 1;

FIG. 5 is a timing chart showing the relationship
between a cylinder-discriminating signal and a TDC
signal inputted to the ECU, and driving signals for the
main injectors and the subinjector, outputted from the
ECU;

FIG. 6 is a flow chart showing a main program for
control of the valve opening periods TOUTM and
TOUTS;

FIG. 7 is a block diagram illustrating the internal
arrangement of the ECU, including a circuit for deter-
mining the value of an atmospheric pressure-dependent
correction coefficient KPA;

FIG. 8 is a block diagram illustrating in detail the
coefficient KPA determining circuit in FIG. 7;

FIG. 9 is a block diagram illustrating another em-
bodiment of the correction coefficient KPA determin-
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ing circuit, which can be used in place of the circuit of
FIG. §;

FIG. 10 is a view showing an atmospheric pressure-
intake pipe absolute pressure map for determining the
value of the correction coefficient KPA; and

FIG. 11 is a timing chart showing the relationship
between a pulse signal So inputted to the sequential
clock generator in FIG. 7 and clock pulses generated
therefrom.

DETAILED DESCRIPTION

The present invention will now be described in detail
with reference to the drawings.

FIG. 1 is a pressure volume diagram of an Otto cycle
engine. 0—1 designates an adiabatic compression step,
1—2 an isochoric combustion step, 2—3 an adiabatic
expansion step, and 3—4—5 an exhaust step, respec-
tively. According to the diagram, when the exhaust
valve is closed and simultaneously the intake valve is
opened at state point 5, the pressure in the engine cylin-
der instantaneously drops from a value corresponding
to exhaust pipe pressure Pr to a value corresponding to
intake pipe pressure PB (step 5—6). In the diagram,
6—0 designates a suction step where the piston is
moved from its top dead center to its bottom dead cen-
ter.

It will now be explained how the suction gas amount
Ga is determined during the step 5—6-—0 where fresh
air is sucked into the engine cylinder. In the explana-
tion, let it be assumed that first, during the step 5—6 the
residual gas in the engine cylinder is adiabatically ex-
panded back into the intake pipe, while simultaneously
reducing its own pressure from a value corresponding
to pressure Pr to a value corresponding to pressure PB,
and during the following step 6—0, the flowing-back
residual gas and fresh air are sucked into the cylinder,
while simultaneously exchanging heat with each other.
Further, the heat exchange between the cylinder wall
and the intake pipe wall, and the residual gas and fresh
air is not taken into account in the assumption. Let it be
also assumed as a second assumption that the residual
gas and fresh air behave as ideal fluid and assume identi-
cal values with each other with respect to gas constant
Ra, specific heat at constant pressure Cp, specific heat
at constant volume Cv, and ratio of specific heat k.

FIG. 2 shows the quantities of state of the residual
gas, the fresh air and a mixture thereof, respectively, at
state points 5, 6 and 0. The relationships between these
quantities of state can be represented by the following
equations. Symbols used in the equations are interpreted
as follows:

P=pressure (Kg/cm2abs.),

T=temperature (°K.),

G =quantity of air (Kg),

V =volume (m3),

¢=compression ratio of the engine,

Kk =ratio of specific heat of air,

C=Vo/Ro, which is constant,

r,r’ =as of residual gas,

B=as in the intake pipe,

a=as of fresh air, and

o=as at state point 0 in FIG. 1

According to the above second assumption that all
the gases have the same value Cv and to the principle of
conservation of energy,
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4

Go-Cv-To=Gr-Cv-7T¢7 + Ga-Cyv- TB [68)]

According to the equation of adiabatic change,

TY = Tr (PB/Prc—1Vk @)
Vr = (Vo/€) X (Pr/PB)l/ K’ 3)

According to the equation of state,
Pr- Vo/e =Gr-Ra-Tr @)
PB.Vr = Gr-Ra -T¢ (%)
PB.-Va= Ga-Ra-TB (6)
PB.-Vo=Go-Ra-To %)

From the equations (1), (5) and (6),
®

PB(Vr + Va) = Ra - Go- To

If the equation (7) is substituted into the equation (8),

Vr+ Va = Vo 9
The equation (9) shows that the mixture does not

change in volume so long as its own pressure is con-

stant. :

If the equations (3) and (6) are applied to the equation
®,

Ga = C- PB/TB {1 — (1/e)(Pr/PB)V¥} (10)

The equation (10) forms the basic principle of the
present invention, showing that the quantity of suction
air Ga is given as a function of intake pipe pressure PB,
intake pipe temperature TB, and exhaust pipe pressure
Pr. ' ‘

In the event that there occures -a change in the back
pressure or exhaust pipe pressure Pr at the step 3-4-5 in
FIG. 1, in order to control the actual air/fuel ratio
Ga/Gf (Gf=fuel quantity) to an air/fuel ratio Gao/Gfo
at standard atmospheric pressure, that is, in order to
satisfy the following equation: -

Ga/Gf = Gas/Gfo, an
a quantity of fuel has to be supplied to the engine, which
is determined by the following equation:

{1 — /éPr/PB)V/¥} (12)

{1 — 1/¢e(Pro/PB)/*}

Gf = Gfo X Ga/Gao = Gfo X

provided with TB remains constant. In an internal com-
bustion engine which does not inciude an element re-
quiring high exhaust pressure, such as a turbocharger,
the difference between the pressure Pr and the pressure
PA is ignorably small, as compared with the difference
between the pressure Pr and the intake pipe pressure
PB. Therefore, from the equation (12), the following
equations can be reached:

Gf = KP4 X Gfo (13)
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-continued

- 1/k .
KpPd = L=1/a(PA/PB)\/x
1 — (1/€}(PAo/PR)\/ ¢

14
where Pa designates actual atmospheric pressure (abso-
lute pressure), PAo standard atmospheric pressure, and
KPA an .atmospheric pressure-dependent - correction
coefficient, hereinlater referred. to, respectively.

As is learned from the above, the value of the correc-

tion coefficient KPA can be determined as a function.of

atmospheric pressure PA and intake pipe absolute pres-
sure PB. According to the equation (14), the coefficient
KPA has a value larger than 1 when the actual atmo-
spheric pressure PA is smaller than the standard atmo-
spheric pressure PAo. This means that the mixture be-
comes leaner when . the atmospheric pressure drops
below the standard value, at a high altitude, etc., unless
atmospherlc pressure-dependent correction of the air/f-
uel ratio is effected.

Embodiments of the mventlon for atmospheric pres-
sure-dependent air/fuel ratio correction by means of the
correction coefficient KPA will now be described with
reference to FIGS. 3 through 11.

Referring first to FIG. 3, there is illustrated the whole
arrangement of a fuel injection control system for inter-
nal combustion engines, to which the present invention
is applied. Reference numeral 1 designates an internal
combustion engine which may be a four-cylinder type,
for instance. This engine 1 has main combustion cham-
bers which may be four in number and sub combustion
chambers communicating with the main combustion
chambers, none of which is shown. An intake pipe 2 is
connected to the engine 1, which compnses a main
intake pipe communicating with each main combustion
chamber, and a sub intake pipe with each sub combus-
tion chamber, respectively, nexther of which is shown.
Arranged across the intake plpe 2 is a throttle body 3
which accommodates a main throttle valve and a sub
thiottle valve mounted in the main intake pipe and the
sub intake pipe, respectlvely, for synchronous opera-
tion. Neither of the two throttle’ valves is shown. A
throttle valve opening sensor 4 is connected to the main
throttle valve for detecting its valve opemng ‘and con-
verting same into an electrical s1gnal which is supplied
to an electronic control umt (heremafter called “ECU”)
5

A fuel injection devrce 6is arranged ifi the intake pipe
2 at a location between the engme 1 and the throttle
body 3, which comprises main i
tor, all formed by electromagnetrcally operated fuel
injection valves, none of which is shown. The main
injectors correspond in number to the engme cylinders
and are each arranged in the main intake pipe at a loca-
tion slightly upstream of an intake valve, not shown, of
a correspondmg engine cylmder, while the subinjector,
which is single in number, is arranged in the sub intake
pipe at a location slightly downstream of the sub throt-
tle valve, for supplying fuel to all the engine cylinders.
The fuel injection device 6 is connected to a fuel pump,
not shown. The main injectors and the subinjector are
electrically connected to the ECU 5 in a manner having
their valve opening perlods or fuel injection quantities
controlled by driving signals supplied from the ECU 5.

On the other hand, an absolute pressure sensor 8
communicates through a conduit 7 with the interior of
the main intake pipe at a location immediately down-
stream of the main throttle valve of the throttle body 3.
The absolate pressure sensor 8 is adapted to detect
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absolute pressure.in the intake pipe 2 and apply an elec-
trical signal indicative of detected absolute pressure to
the ECU 5. An intake air temperature sensor 9 is ar-
ranged in the intake pipe 2 at a location downstream of
the absolute pressure sensor 8 and also electrically con-
nected to the ECU 5 for supplying thereto an electrical
signal indicative of detected intake air temperature.

An engine temperature sensor 10, which may. be
formed of a thermistor or the like, is mounted on the
main body of the engine 1 in a manner embedded in the
peripheral wall of an engine cylinder having its interior
filled with cooling water, an electrical output signal of
which is supplied to the ECU 5.

An engine rpm sensor (hereinafter called “Ne sen-
sor”) 11 and a cylinder-discriminating sensor 12 are
arranged in facing relation to a camshaft, not shown, of
the engine 1 or a crankshaft of same, not shown. The
former 11 is adapted to generate one pulse at a particu-
lar crank angle each time the engine crankshaft rotates
through 180 degrees, i.e., a pulse of the top-dead-center
position (TDC) signal, while the latter is adapted to
generate one pulse at a particular crank angle of a par-
ticular engine cylinder. The above pulses generated by
the sensors 11, 12 are supplied to the ECU 5.

A three-way catalyst 14 is arranged in.an exhaust pipe
13 extending from:the main body of the engine 1 for
purifying ingredients HC, COand NOx contained in the
exhaust gases. An O sensor 15 is inserted in the exhaust
pipe 13 at a location upstream of the three-way catalyst
14 for detecting the concentration of oxygen in the
exhaust gases and supplying an electrical signal indica-
tive of a detected concentration value to the ECU 5.

Further connected to the ECU § are a sensor 16 for
detecting atmospheric pressure and a starting switch 17
of the engine, respectively, for supplying an electrical
signal indicative of detected atmospheric pressure and
an electrical signal indicative of its own -on and off
positions to the ECU 5. .

FIG. 4 shows a block diagram showing the whole
program for air/fuel ratio control, i.e:, control of the
valve opening periods TOUTM and TOUTS of the
main injectors and the subinjector, which.is executed by
the ECU 5. The program comprises a first program 1
and a s€cond program 2. The first program 1 is used for
fuel quantity control in synchronism with the TDC
signal, hereinafter merely called “synchronous control”
unless otherwise specified, and comprises a start control
subroutine 3 and a basic control subroutine 4, while the
second program 2 comprises an asynchronous control
subroutine 5 which is carried out.in asynchronism wrth
or independently of the TDC signal.

In the start control subroutine 3, the valve opening
periods TOUTM and TOUTS are determined by the
following basic equations:

TOUTM = TiCRM X KNe + (TV + ATV) (15)

TOUTS = TiCRS X KNe + TV (16)
where TiCRM and TiCRS represent basic values of the
valve opening periods for the main injectors and the
subinjector, respectively, which are determined from a
TiCRM table 6 and a TiCRS table 7, respectively, KNe
represents a correction coefficient applicable at the start
of the engine, which is variable as a function of engine
rpm Ne and determined from a KNe table 8, and TV
represents a constant for i increasing andk‘,decreasmg the



4,481,929

7

valve opening period in response to changes in the
output voltage of the battery 18, which is determined
from a TV table 9. ATV is added to TV applicable to
the main injectors as distinct from TV applicable to the
subinjector, because the main injectors are structuraily
different from the subinjector and therefore have differ-
ent operating characteristics.

The basic equations for determining the values of
TOUTM and TOUTS applicable to the basic control
subroutine 4 are as follows:
an

TOUTM = (TiM — TDEC) X (KTA X KTW X KAFC X

KPA X KAST X KWOT x KOy X KLS) +
TACC X (KTA X KTWT X KAFC) + (TV + ATV)
(18)
KPA) + TV

TOUTS = (TiS — TDEC) X (KTA X KTW X KAST X

where TiM and TiS represent basic values of the valve
opening periods for the main injectors and the subinjec-
tor, respectively, and are determined from a basic Ti
map 10, and TDEC and TACC represent constants
applicable, respectively, at engine decceleration and at
engine acceleration and are determined by acceleration
and decceleration subroutines 11. The coefficients
KTA, KTW, etc. are determined by their respective
tables and/or subroutines 12. KTA is an intake air tem-
perature-dependent correction coefficient and is deter-
mined from a table as a function of actual intake air
temperature, KTW a fuel increasing coefficient which
is determined from a table as a function of actual engine
cooling water temperature TW, KAFC a fuel increas-
ing coefficient applicable after fuel cut operation and
determined by a subroutine, KPA an atmospheric pres-
sure-dependent correction coefficient determined from
a table as a function of actual atmospheric pressure, and
KAST a fuel increasing coefficient applicable after the
start of the engine and determined by a subroutine.
KWOT is a coefficient for enriching the air/fuel mix-
ture, which is applicable at wide-open-throttle and has a
constant value, KOz an “O3 feedback control” correc-
tion coefficient determined by a subroutine as a function
of actual oxygen concentration in the exhaust gases, and
KLS a mixture-leaning coefficient applicable at “lean
stoich.” operation and having a constant value. The
term “stoich.” is an abbreviation of a word “stoichio-
metric” and means a stoichiometric or theoretical air/f-
uel ratio of the mixture. TACC is a fuel increasing con-
stant applicable at engine acceleration and determined
by a subroutine and from a table.

On the other hand, the valve opening period TMA
for the main injectors which is applicable in asynchro-
nism with the TDC signal is determined by the follow-
ing equation:

TMA = Tid X KTWT X KAST + (TV + ATV) (19)
where TiA represents a TDC signal-asynchronous fuel
increasing basic value applicable at engine acceleration
and in asynchronism with the TDC signal. This TiA
value is determined from a TiA table 13. KTWT is
defined as a fuel increasing coefficient applicable at and
after TDC signal-synchronous acceleration control as
well as at TDC signal-asynchronous acceleration con-
trol, and is calculated from a value of the aforemen-

10

15

20

25

30

35

45

55

65

8
tioned water temperature-dependent fuel increasing
coefficient KTW obtained from the table 14.

FIG. 5 is a timing chart showing the relationship
between the cylinder-discriminating signal and the
TDC signal, both inputted to the ECU 5, and the driv-
ing signals outputted from the ECU 5 for driving the
main injectors and the subinjector. The cylinder-dis-
criminating signal S is inputted to the ECU 5 in the
form of a pulse Sja each time the engine crankshaft
rotates through 720 degrees. Pulses S>a-Sze forming the
TDC signal Sz are each inputted to the ECU 5 each time
the engine crankshaft rotates through 180 degrees. The
relationship in timing between the two signals Sy, Sz
determines the output timing of driving signals S3-S¢
for driving the main injectors of the four engine cylin-
ders. More specifically, the driving signal S3 is output-
ted for driving the main injector of the first engine
cylinder, concurrently with the first TDC signal pulse
Sza, the driving signal S4 for the third engine cylinder
concurrently with the second TDC signal pulse Szb, the
driving signal Ss for the fourth cylinder concurrently
with the third pulse Szc, and the driving signal S¢ for the
second cylinder concurrently with the fourth pulse Sad,
respectively. The subinjector driving signal S7is gener-
ated in the form of a pulse upon application of each
pulse of the TDC signal to the ECU 5, that is, each time
the crankshaft rotates through 180 degrees. It is so ar-
ranged that the pulses Sja, Sz2b, etc. of the TDC signal
are each generated earlier by 60 degrees than the time
when the piston in an associated engine cylinder
reaches its top dead center, so as to compensate for
arithmetic operation lag in the ECU 5, and a time lag
between the formation of a mixture and the suction of
the mixture into the engine cylinder, which depends
upon the opening action of the intake pipe before the
piston reaches its top dead center and the operation of
the associated injector.

Referring next to FIG. 6, there is shown a flow chart
of the aforementioned first program 1 for control of the
valve openmg period in synchronism with the TDC
signal in the ECU 5. The whole program comprises an
input signal processing block I, a basic control block II
and a start block III. First in the input processing block
I, when the ignition switch of the engine is turned on, a
CPU in the ECU 5 is initialized at the step 1 and the
TDC signal is inputted to the ECU 5 as the engine starts
at the step 2. Then, all basic analog values are inputted
to the ECU 5, which include detected values of atmo-
spherxc pressure PA, absolute pressure PB, engme cool-
ing water temperature TW, atmospheric air tempera-
ture TA, throttle value opening 8th, battery voltage V,
output voltage value V of the Oz sensor and on-off state
of the starting switch 17, some necessary ones of which
are then stored therein (step 3). Further, the period
between a pulse of the TDC signal and the next pulse of
same is counted to calculate actual engine rpm Ne on
the basis of the counted value, and the calculated value
is stored in the ECU 5 (step 4). The program then pro-
ceeds to the basic control block II. In this block, a deter-
mination is made, using the calculated Ne value, as to
whether or not the engine rpm is smaller than the crank-
ing rpm (starting rpm) at the step 5. If the answer is
affirmative, the program proceeds to the start control
subroutine III. In this block, values of TiICRM and
TiCRS are selected from a TICRM table and a TiCRS
table, respectively, on the basis of the detected value of
engine cooling water temperature TW (step 6). Also,
the value of Ne-dependent correction coefficient KNe
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is determined by using the KNe table (step 7). Further,
the value of battery voltage-dependent correction con-
stant TV is determined by using the TV table (step 8).
These determined values are applied to the aforemen-
tioned equations (15), (16) to calculate the values of
TOUTM and TOUTS (step 9). -

If the answer to the question of the above step 5 is no,
it is determined whether or not the engine is in a condi-
tion for carrying out fuel cut, at the step 10. If the an-
swer is yes, the values of TOUTM and TOUTS are
both set to zero, at the step 11.

On the other hand, if the answer to the question of the
step 10 is negative, calculations are carried out of values
of correction coefficients KTA, KTW, KAFC, KPA,
KAST, KWOT, KOs, KLS, KTWT, etc. and values of
correction constants TDEC, TACC, TV and ATV, by
means of the respective calculation subroutines and
tables, at the step 12.

Then, basic valve opening period values TiM and TiS
are selected from respective maps of the TiM value and
the TiS value, which correspond to data of actual en-
gine rpm Ne and actual absolute pressure PB and/or
like parameters, at the step 13.

5

—

0

15

Then, calculations are carried out of the values

TOUTM and TOUTS on the basis of the values of
correction coefficients, correction constants and basic
valve opening periods determined at the steps 12 and 13,
as described above, using the aforementioned equations
(17), (18) (step 14). The main injectors and the subinjec-
tor are actuated with valve opening periods corre-
sponding to the values of TOUTM and TOUTS ob-
tained by the aforementioned steps 9, 11 and 14 (step
15).

As previously stated, in addition to the above-
described .control of the valve opening periods of the
main injectors and the subinjector in synchronism with
the TDC signal, asynchronous control of the valve
opening periods of the main injectors is carried out in a
manner asynchronous with the TDC signal but syn-
chronous with a certain pulse signal having a constant
pulse repetition period, detailed description of which is
omitted here.

FIGS. 7 through 9 illustrate the internal construction
of the ECU 5 by way of example, including means for
determining the air/fuel ratio correction coefficient
KPA, referred to above. Referring first to FIG. 7, there
is illustrated a whole circuit arrangement provided in
the ECU 5, including a circuit for arithmetically calcu-
lating the value of the correction coefficient KPA. The
intake pipe absolute pressure PB sensor 8, the engine
cooling water temperature TW sensor 10, the intake-air
temperature TA sensor 9, and the atmospheric pressure
PA sensor 16, all appearing in FIG. 1, are connected,
respectively, to a PB value register 19, a TW value
register 20, a TA value register 21, and a PA value
register 22, by way of a group of A/D converters 18.
The PB value register 19 has its output connected to a
basic Ti value calculating circuit 23 and also to a KPA
value determining circuit 24. The TW value register 20
and the TA value register 21 have their respective out-
puts connected to the basic Ti value calculating circuit
23. The PA value register 22 has its output connected to
the KPA value determining circuit 24. The engine rpm
Ne sensor 11 is connected to a sequential clock genera-
tor 26, by way of a one shot circuit 25, which generator
26 in turn has several output terminals connected to
respective ones of an NE value counter 28, an NE value
register 29, the above KPA value calculating circuit 24,
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a multiplier 30, and a Ti value register 31. The NE value
counter 28 is connected to a reference clock generator
27 to be supplied with clock pulses therefrom. The
clock generator 27, the NE value counter 28, and the
NE value register 29 are serially connected in the men-
tioned order, the NE value register 29 being connected
at its output to the basic Ti value calculating circuit 23.
The basic Ti value calculating circuit 23 has its output
connected to the multiplier 30 at its one input terminal
30q, and the KPA value determining circuit 24 to the
same circuit 30 at its other input terminal 306, respec-
tively. The multiplier 30 has its output terminal 30c
connected to a Ti value control circuit 32 through the

-aforementioned Ti value register 31, which circuit 32 in

turn has its output connected to the main injectors or
subinjector 6a of the fuel injection device 6 in FIG. 3.

An output or TDC signal of the engine rpm Ne sen-
sor 11 is supplied to the one shot circuit 25 which forms
a shaping circuit in cooperation with its adjacent se-
quential clock generator 26, Upon application of each
pulse of the TDC signal to the one shot circuit 25, it
generates an output pulse So and applies same to the
sequential clock generator 26 to cause it to generate
clock pulses CP0-CP11 in a sequential manner. FIG. 11
shows the manner in which the clock pulses CP0-CP11

.are sequentially generated each time a pulse So is ap-

plied to the circuit 26. The clock pulse CP0 is applied to
the NE value register 29 to cause same to store an im-
mediately preceding count outputted from the NE
value counter 28 which permanently counts reference
clock pulses generated by the reference clock generator
27. Then, the clock pulse CP1 is applied to the NE
value counter 28 to reset the immediately preceding
count in the counter 28 to zero. Therefore, the engine
rpm Ne is measured in the form of the number of refer-
ence clock pulses counted between two adjacent pulses
of the TDC signal. The counted reference clock pulse
number or measured engine rpm NE is loaded into the
above NE value register 29. On the other hand, the
clock pulses CP0-CP9 are supplied to the KPA value
determining circuit 24, the clock pulse CP10 to the
multiplier 30, and the last clock pulse CP11 to the Ti
value register 31, respectively.

In a manner parallel with the above operation, output
signals of the intake pipe absolute pressure PB sensor 8,
the engine cooling water temperature TW sensor 10,
the intake-air temperature TA sensor 9, and the atmo-
spheric pressure PA sensor 16 are supplied to the A/D
converter group 18 to be converted into respective
corresponding digital signals which are in turn loaded
into the PB value register 19, the TW value register 20,
the TA value register 21, and the PA value register 22,
respectively. These values stored in the registers are
then supplied to the basic Ti value calculating circuit
23, which in turn performs arithmetic calculation of the
basic valve opening Ti (TOUTM or TOUTS) for the
fuel injection valve(s) 6a in accordance with the manner
previously described with reference to FIGS. 4 through
6, on the basis of the input data PB, TW, TA and NE
supplied from the registers 19, 20, 21 and 29. The calcu-
lated Ti value is supplied to the input terminal 30z of the
multiplier 30 as an input A.

The KPA value determining circuit 24 determines
the value of the atmospheric pressure-dependent cor-
rection coefficient KPA by arithmetic calculation, for
instance, in a manner based upon the aforementioned
equation (14), on the basis of input data PB and PA
supplied from the PB value register 19 and the PA value
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register 22. A manner of calculation by the circuit 24
will be hereinlater described in detail with reference to
FIG. 8. The resultant determined value of correction
coefficient KPA is supplied to the other input terminal
305 of the multiplier 30 as an input B.

In the multiplier 30, multiplication of the value of the
input A or the basic Ti value by the value of the input
B or the correction coefficient KPA is carried out in
synchronism with inputting of each clock pulse CP10
thereto from the sequential clock generator 26. The
resultant calculated value or Ti value compensated for
atmospheric pressure PA and intake pipe absolute pres-
sure PB is outputted from the multiplier 30 through its
output terminal 30c and loaded into the Ti value register
31. The Ti value register 31 stores the compensated Ti
value upon application of each clock pulse CP11
thereto from the sequential generator 26, and applies
same to the Ti value control circuit 32. The circuit 32 in
turn operates upon the input Ti value data to supply a
driving signal to each fuel injection valve 6a to open
same for a valve opening period corresponding to the
input Ti value.

FIG. 8 illustrates details of the internal construction
of the KPA value determining circuit 24 in FIG. 7,
where arithmetic calculation of the correction coeffici-
ent KPA is carried out in a manner based upon the
aforementioned equation (14). The PB value register 19
in FIG. 7 has its output connected to a divider 33 at its
one input terminal 33a, as well as to another divider 47
at its one input terminal 47a. The PA value register 22
in FIG. 7 has its output connected to the divider 33 at its
other input terminal 335. The divider 33 has its output
terminal 33¢ connected to a root calculating circuit 35 at
its one input terminal 3556 by way of an Al register 34,
which in turn has its output terminal 35¢ connected to a
multiplier 37 at its one input terminal 37a, by way of an
A3 register 36. The multiplier 37 has its output terminal
37c connected to a subtracter 39 at its one input terminal
395 by way of an A5 register 38, which in turn has its
output terminal 39¢ connected to a divider 41 at its one
input terminal 41a, through an A7 register 40. The di-
vider 41 has its output terminal 41¢ connected to the
input terminal 305 of the multiplier 30 in FIG. 7 by way
of a KPA value register 42. The aforementioned divider
47 has its output terminal 47¢ connected to a root calcu-
lating circuit 49 at its one input terminal 495 through an
A2 register 48, which in turn has its output terminal 49¢
connected to a multiplier 51 at its one input terminal S1a
through an A4 register 50. The multiplier 51 has its
output terminal 51¢ connected to a subtracter 53 at its
one input terminal 535, which has its output terminal
53¢ connected to the other input terminal 415 of the
divider 41, through an A8 register 54. A PAo value
memory 46 is connected to the other input terminal 475
of the divider 47. A K value memory 43 is connected to
the other input terminals 352 and 494 of the root calcu-
lating circuits 35 and 49. A 1/€ value memory 44 is
connected to the other input terminals of the multipliers
37 and 51, and a 1.0 value memory 45 is connected to
the other input terminals 392 and 53a of the subtracters
39 and 53.

The KPA value determining circuit 24 constructed
above operates as follows: The divider 33 has its input
terminal 33a supplied with PB value data from the PB
value register 19 in FIG. 7 as an input D1, and its other
input terminal 336 with PA value data from the PA
value register 22 in FIG. 7 as an input C1, respectively.
The divider 33 supplies a quotient of C1/D1 or PA/PB
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obtained by dividing the value of the input C1 by .the
value of the input D1, to the Al register 34, upon appli-
cation of each clock pulse CPO to the circuit 33. The Al
register 34 in turn replaces its old stored value by the
new value C1/D1 each time a clock pulse CP1 is ap-
plied thereto, and supplies its newly stored value to the
input terminal 356 of the root calculating circuit 35, as
an input Y1. The root calculating circuit 35 has its other
input terminal 35z supplied with a value of ratio of
specific heat i of air from the K value memory 43, as an
input X. The root calculating circuit 35 calculates the
X1th root of Y1, i.e. kVPA/PB, upon application. of
each clock pulse CP2 thereto, and applies same to the
A3 register 36 through its output terminal 35¢. Upon
application of each clock pulse CP3 to the A3 register
36, it replaces its old stored value by the new value of
«VPA/PB and applies same to the input terminal 37a of
the multiplier 37, as an input Al. The multiplier 37 has
its other input terminal 37a supplied with a value of 1/¢
from the 1/€ value memory 44, an input B1, so that
multiplication of the input A1 by the input B1 is carried
out upon application of each clock pulse CP4 to the
multiplier 37. The resultant product A1XBI1, ie.
1/exkVPA/PB is supplied to the AS register 38,
through its output terminal, 37¢c.- Upon application of
each clock pulse CP5 to the A5 register 38, it replaces
its old stored value by the new value of the product
A1XB1, and supplies same to the subtracter 39 at its
input terminal 395, as an input N1. The subtracter 39 has
its other input terminal 39a supplied with a value of 1.0
from the 1.0 value memory 45, as an input M1, so that
subtraction of N1 from M1 is calculated, upon applica-
tion of each clock pulse CP6 to the subtracter 39. The
resultant difference or 1—1/e-VVPA/PB is applied to
the A7 register 40, through the output terminal 39¢ of
the subtracter 39. The A7 register 40 has its old stored
value replaced by the new value of the above difference
M1-N1, upon application of each clock pulse CP7
thereto, and supplies same to the divider 41 at its input
terminal 41a, as an input C3. ‘

On the other hand, similar calculations to those de-
scribed above are carried out also in the dividér 47, the
root calculating circuit 49, the multiplier ‘51, and the
subtracter 53. For instance, at the divider 47, a quotient
of PAo/PB is calculated on the basis of a standard at-
mospheric pressure value PAo supplied from the PAo
value memory as an input*C2, and an actual intake pipe
absolute pressure value PB supplied from the PB value
register 19, as an input D2. Further, a root value of
kV'PAo/PB is calculated at the root calculating circuit
49, a product of 1/€icVPAO/PB at the multiplier 51,
and a difference of 1— 1/e-VPAo/PB at the subtracter
53, respectively, in manners similar to those described
above. Finally, the divider 41 has its input terminal 415
supplied with  the resultant  difference - of
1—1/e-VPA0/PB, as an input D3. At the divider 41,
division of the input C3 by the input D3 is carried out to
obtain a quotient of C3/D3, that is,

1 — 1/e(PA/PB)/¥

KPA =
1 — 1/e(PAo/PB)V%

The above quotient is outputted from the divider 41
through its output terminal 41c and applied to the KPA
value register 42. The KPA value register 42 has its old
stored value replaced by the new value of C3/D3J or
KPA upon application of each clock pulse CP9 thereto,









