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57 ABSTRACT

In a direct injection spark ignition engine which is operable
in lean-burn operation modes including a pre-mixture com-
bustion mode and a stratified combustion operation mode
and a stoichiometric air/fuel ratio operation mode, which are
different in the desired air/fuel ratio. The degradation of
combustion state is detected through misfire detection and if
it is determined to be degraded, the desired air/fuel ratio, the
EGR flow rate and the ignition timing are changed when the
engine is operated in the stratified combustion operation
mode, while the desired air/fuel ratio, the EGR flow rate and
the purge flow rate are changed when the engine is operated
in the pre-mixture combustion operation mode, thereby
ensuring to suppress the combustion state degradation effec-
tively.

16 Claims, 16 Drawing Sheets
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COMBUSTION STATE CONTROL SYSTEM
OF INTERNAL COMBUSTION ENGINE

BACKGROUND OF THE INVENTION

1. Field of the Invention

This invention relates to a combustion state control sys-
tem of an internal combustion engine, more particularly to
a system for controlling combustion state of a direct injec-
tion spark ignition multi-cylinder engine, in which gasoline
fuel is directly injected into the combustion chamber of the
engine.

2. Description of the Related Art

Japanese Laid-Open Patent Application No. Hei 9 (1997)
-268942 teaches, when the combustion state degrades or
deteriorates in a direct injection spark ignition engine oper-
able in a stratified combustion operation mode (a kind of
lean burn operation mode), suppressing the combustion state
degradation by changing gradually at least one of the
Exhaust Gas Recirculation flow rate (or amount), the igni-
tion timing and the air/fuel ratio.

Specifically, it teaches suppressing the combustion state
degradation, at first, through the ignition timing or the
air/fuel ratio, and if the combustion state remains
unchanged, then decreasing the EGR flow rate. If the
combustion still remains at the degraded state, it teaches
changing the fuel injection timing from the compression
stroke to the intake stroke, and if the situation nevertheless
remains unchanged, enriching the air/fuel ratio up to the
stoichiometric air/fuel ratio.

Thus, this prior art discloses changing various engine
operation parameters when the combustion state is found to
be degraded. However, this prior art discusses the problem
under this stratified combustion operation mode only as an
example of the lean burn operation mode.

However, some engines are operable in a plurality of
lean-burn operation modes, €.g. two modes comprising this
stratified combustion operation mode (diffusion combustion
operation mode) in which the desired air/fuel ratio KCMD
is determined to be, at maximum 60.0:1 and fuel is injected
at the compression stroke, and a pre-mixture combustion
operation mode (uniform combustion operation mode) in
which the desired air/fuel ratio KCMD is determined to be
richer (less lean) than that of the stratified operation mode
and fuel is injected at the intake stroke.

In an engine having these two kinds of lean-burn opera-
tion modes, the parameters contributing to the combustion
stability are not always common for the two modes.
Specifically, the air/fuel ratio, the EGR flow rate and the
purge flow rate (of vaporized fuel to the air intake system)
play a significant role in stabilizing the combustion state in
the stratified combustion operation mode, while the air/fuel
ratio, the EGR flow rate and the ignition timing exhibits
excellent contribution to stabilize the combustion state in the
pre-mixture combustion operation mode.

Accordingly, it is preferable to select the parameters most
effective in restoring the combustion state stability, if it
degrades, in response to the selected operation mode and to
suppress the combustion state degradation by changing the
selected parameters. However, the aforesaid prior art teaches
or suggests nothing on this.

SUMMARY OF THE INVENTION

An object of the present invention is therefore to provide
a combustion state control system of an internal combustion
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engine operable in a selected one of a plurality of lean-burn
operation modes, which selects the parameters most effec-
tive in restoring the combustion state stability, if it degrades,
in response to the selected operation mode and suppresses
the combustion state degradation by changing the selected
parameters.

This invention achieves this object by providing a system
for controlling combustion state of an internal combustion
engine in which gasoline fuel is directly injected into
cylinder combustion chambers, including: an air/fuel ratio
sensor for detecting an air/fuel ratio of exhaust gas
exhausted from the engine; engine operating condition
detecting module which detects operating conditions of the
engine including at least an engine speed and an engine load;
fuel injection amount calculating module which calculates a
basic fuel injection amount based on at least the engine
speed and the engine load of the detected engine operating
conditions and corrects the basic fuel injection amount, such
that an error between the detected air/fuel ratio and a desired
air/fuel ratio decreases, to determine an output fuel injection
amount to be injected into the cylinder combustion cham-
bers of the engine; ignition timing calculating module which
calculates an ignition timing based on at least the engine
speed and the engine load of the detected engine operating
conditions to ignite a mixture of the injected fuel and air
drawn through an air intake system and flowing into the
cylinder combustion chambers; EGR flow rate regulating
module which regulates an EGR flow rate of the exhaust gas
recirculated through a pipe connecting an exhaust system
and an air intake system of the engine; and combustion state
control module which conducts a control to suppress deg-
radation of combustion state, if it is determined to be
degraded, by changing at least one of the desired air/fuel
ratio, the EGR flow rate and the ignition timing when the
engine is operated in a lean-burn operation mode of a
stratified combustion operation mode in which the desired
air/fuel ratio is set to be a lean value. The characteristic
features are that the system includes; purge flow rate regu-
lating module which regulates a purge flow rate of vaporized
fuel to be purged through a pipe connecting a canister and
the air intake system of the engine; and operation mode
selecting module which selects one of the lean-burn opera-
tion modes comprising the stratified combustion operation
mode and a pre-mixture combustion operation mode in
which the desired air/fuel ratio is set to be a value less lean
than that of the stratified combustion mode; and the com-
bustion state control module conducts the control to sup-
press the degradation of combustion state, if it is determined
to degraded, by changing the desired air/fuel ratio, the EGR
flow rate and the ignition timing when the engine is operated
in the stratified combustion operation mode, while by chang-
ing the desired air/fuel ratio, the EGR flow rate and the purge
flow rate when the engine is operated in the pre-mixture
combustion operation mode.

BRIEF EXPLANATION OF THE DRAWINGS

This and other objects and advantages of the invention
will be more apparent from the following description and
drawings, in which:

FIG. 1 is an overall schematic view showing a combustion
state control system of an internal combustion engine
according to an embodiment of the invention;

FIG. 2 is a schematic view showing where an air/fuel ratio
sensor (LAF sensor) is installed relative to the exhaust
manifold of the engine illustrated in FIG. 1;

FIG. 3 is a flow chart showing the operation of the system
illustrated in FIG. 1;
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FIG. 4 is a flow chart showing the subroutine of deter-
mination whether the control for suppressing the combustion
stability degradation (driveability compensation control)
should be executed, referred to in the flow chart of FIG. 3;

FIG. 5 is a time chart showing the operation (driveability
compensation control) of the system illustrated in FIG. 3;

FIG. 6 is a graph showing characteristics of weight
coefficients set relative to driveability compensation degree
EXT.DR referred to in the flow chart of FIG. 3,

FIG. 7 is a flow chart showing the subroutine for setting
of a delay timer (down-counter) TMMFDLY referred to in
the flow chart of FIG. 3;

FIG. 8 is a flow chart showing the subroutine for deter-
mining whether a feedback control of the driveability com-
pensation should be implemented, referred to in the flow
chart of FIG. 3,

FIG. 9 is a flow chart showing the subroutine for detecting
the combustion state through misfire detection referred to in
the flow chart of FIG. 3;

FIG. 10 is a flow chart showing the subroutine for
detecting misfire referred to in the flow chart of FIG. 9;

FIG. 11 is a flow chart showing the subroutine for learning
control region discrimination referred to the flow chart of
FIG. 3;

FIGS. 12A and 12B are graphs showing the discriminated
learning control region referred to in the flow chart of FIG.
11;

FIG. 13 is a flow chart showing the subroutine for
calculating the driveability compensation degree EXT.DR
referred to in the flow chart of FIG. 3;

FIG. 14 is a flow chart showing the subroutine for
calculating correction coefficients referred to in the flow
chart of FIG. 3,

FIGS. 15A to 15D are graphs showing characteristics of
coefficient tables for the pre-mixture combustion operation
mode referred to in the flow chart of FIG. 14; and

FIGS. 16A to 16D are graphs similarly showing charac-
teristics of coefficient tables for stratified combustion opera-
tion mode referred to in the flow chart of FIG. 14.

DETAILED DESCRIPTION OF THE
PREFERRED EMBODIMENTS

Embodiments of the present invention will now be
explained with reference to the drawings.

FIG. 1 is an overall schematic view of a combustion state
control system of an internal combustion engine according
to an embodiment of the invention.

Reference numeral 10 in this figure designates an OHC
in-line four-cylinder internal combustion engine. Air drawn
into an air intake pipe 12 through an air cleaner 14 mounted
on its far end flows through a surge tank 16 and an intake
manifold 20, while the flow thereof is adjusted by a throttle
valve 18, to two intake valves (neither shown) of respective
one of the first (#1) to fourth (#4) cylinders 22 (for brevity
of illustration, only one is shown in the figure).

Each cylinder 22 has a piston 24 which is displaceable in
the cylinder 22. The top of the piston 24 is recessed such that
a combustion chamber 28 is formed in a space defined by the
recessed piston top and the inner wall of a cylinder head. A
fuel injector 30 is provided in the vicinity of the center of the
ceiling of the combustion chamber 28.

The fuel injector 30 is connected, via a fuel supply pipe
32, to a fuel tank 34 and is supplied with pressurized fuel
(gasoline) which is pumped by a pump 344 and is pressur-
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ized to a predetermined level by a high-pressure pump and
a regulator (neither shown). The fuel injector 30 injects fuel
directly into the combustion chamber 28 when opened. The
injected fuel mixes with the air and forms the air-fuel
mixture.

A spark plug 36 is provided in the combustion chamber
28. The spark plug 36 is supplied with electric energy from
an ignition system 38 including an ignition coil (not shown)
and ignites the air-fuel mixture at a predetermined ignition
timing in the order of the first, the third, the fourth and the
second cylinder. The resulting combustion of the air-fuel
mixture drives down the piston 24.

Thus, the engine 10 is a direct injection spark ignition
multi-cylinder engine in which the gasoline fuel is directly
injected into the combustion chamber 28 of respective
cylinders 22 through the fuel injector 30.

The exhaust gas produced by the combustion is dis-
charged through two exhaust valves (neither shown) into an
exhaust manifold 40, from where it passes through an
exhaust pipe 42 to a catalytic converter 44 (for removing
NOx in the exhaust gas) and a second catalytic converter 46
(three-way catalyst for removing NOx, CO and HC in the
exhaust gas) to be purified and then flows out of the engine
10.

The exhaust pipe 42 is connected, at a location down-
stream of the confluence point of the exhaust manifold 40,
to the air intake pipe 12 by an EGR conduit 48, at a position
downstream of the throttle valve, so as to recirculate the
exhaust gas partially in the operation of EGR (Exhaust Gas
Recirculation). An EGR control valve 50 is provided at the
EGR conduit 48 and is opened to recirculate a part of the
exhaust gas at predetermined engine operating conditions,
while regulating the flow rate of exhaust gas recirculation
(EGR amount).

A canister 54 is installed and is connected to a space
above the fuel level of the fuel tank 34 such that vaporized
fuel is supplied to the canister 54 and is trapped in the
activated charcoal filled in the canister 54. The canister 54
is connected through a purge pipe 56 to the air intake pipe
12, at a location downstream of the throttle valve 18. A
canister control valve 58 is provided at the purge pipe 56 and
is opened to purge a part of the vaporized fuel at predeter-
mined engine operating conditions, while regulating the
flow rate of purge (purge flow rate).

The throttle valve 18 is not mechanically linked with an
accelerator pedal (not shown) installed at the floor of a
vehicle operator seat (not shown), but is connected to a
stepper motor 60 to be driven by the motor to open/close the
air intake pipe 12. The throttle valve 18 is operated in such
a DBW (Drive-By-Wire) fashion.

The piston 24 is connected to a crankshaft 64 through a
connecting rod 62 to rotate the same. A crank angle sensor
66 is installed in the vicinity of the crankshaft 64, which
comprises a pulser 66a fixed to the rotating crankshaft 64
and an electromagnetic pickup 665 fixed in an opposing
stationery position. The crank angle sensor 66 generates a
cylinder discrimination signal (named “CYL”) once every
720 crank angular degrees, a signal (named “TDC” (Top
Dead Center)) at a predetermined BTDC crank angular
position and a unit signal (named “CRK”) at 30 crank
angular degrees (named “STAGE”) obtained by dividing the
TDC signal intervals by six.

A throttle position sensor 68 is connected to the stepper
motor 60 and generates a signal indicative of the opening
degree of the throttle valve 18 (named “TH”). A manifold
absolute pressure (MAP) sensor 70 is provided in the air
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intake pipe 12 downstream of the throttle valve 18 and
generates a signal indicative of the engine load, more
precisely the absolute manifold pressure (named “PBA”)
generated by the intake air flow there through a conduit (not
shown).

An intake air temperature sensor 72 is provided at a
location upstream of the throttle valve 18 and generates a
signal indicative of the temperature of intake air (named
“TA”). And a coolant temperature sensor 74 is installed in
the vicinity of the cylinder 22 and generates a signal
indicative of the temperature of an engine coolant (named
“TW”).

Further, a universal (or wide range) sensor (air/fuel ratio
sensor) 76 is installed at the exhaust pipe 42 at a position
upstream of the catalytic converters 44, 46 and generates a
signal indicative of the exhaust air/fuel ratio that changes
linearly in proportion to the oxygen concentration in the
exhaust gas. This sensor 76 is hereinafter referred to as
“LAF” sensor.

As schematically illustrated in FIG. 2, only one LAF
sensor 76 is installed at a position downstream of a conflu-
ence point 40a of the exhaust manifold 40 and generates the
signal indicative of the air/fuel ratio in the gases exhausted
from the cylinders 22 of the engine 10.

In addition, an O, sensor (air/fuel ratio sensor) 80 is
provided at a position czar downstream of the catalytic
converters 44, 46 and generates a signal which changes each
time the exhaust air/fuel turns from lean to rich and vice
versa with respect to a stoichiometric air/fuel ratio.

Furthermore, an accelerator position sensor 82 is provided
in the vicinity of the accelerator pedal which generates a
signal indicative of the position (opening degree) of the
accelerator pedal (named “0AP”). And an atmospheric pres-
sure sensor 84 is installed at an appropriate location of the
engine 10 and generates a signal indicative of the atmo-
spheric pressure (named “PA”) of the place where a vehicle
on which the engine 10 is mounted runs.

The outputs of the sensors are sent to an ECU (Electronic
Control Unit) 90. The ECU 90 comprises a microcomputer
having an input circuit 90a, a CPU 90b, a memory (ROM,
RAM, etc.) 90c, an output circuit 904 and a counter (not
shown). The CRK signal generated by the crank angle
sensor 66 is counted by the counter and the engine speed NE
is detected or calculated.

The outputs of the LAF sensor 76 is successively sampled
(i.e. A/D converted) at every STAGE and is stored in the
memory 90c. The STAGE is 30 crank angle degrees as
mentioned above and the STAGEs in TDC intervals are
assigned with a number (named “STAGE No.”) and are
identified with each other.

The ECU 90 determines or calculates the fuel injection
amount and the ignition timing based on the detected engine
speed NE and the inputted sensor outputs.

Explaining the fuel determination, at first, the ECU 90
determines or calculates a desired engine torque PME
indicative of the engine load (or the output required by the
vehicle operator) based on the detected engine speed NE and
the accelerator pedal position O AP. Then, the ECU 90 selects
or determines one of the aforesaid operation modes of the
engine 10 based on the determined desired engine torque
PME and the detected engine speed NE. The ECU 90 further
determines or calculates the desired air/fuel ratio KCMD
based on the determined desired engine torque PME and the
detected engine speed NE.

Specifically, when the determined desired engine torque
PME falls in the region of high engine load, the ECU 90
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determines the operation mode (hereinafter referred to as
“ST.EMOD”) as the stoichiometric air/fuel ratio operation
mode (“ST.EMOD=0) in which the desired air/fuel ratio
KCMD is determined to be the stoichiometric air/fuel ratio
or thereabout, more specifically in a range from 12.0:1 to
15.0:1.

When the determined desired engine torque PME falls in
the region of medium engine load, the ECU 90 determines
the operation mode ST.EMOD as the pre-mixture combus-
tion operation mode (“ST.EMOD=1) in which the desired
air/fuel ratio KCMD is determined to be an air/fuel ratio
leaner than the stoichiometric air/fuel ratio, more specifi-
cally in a range from 15.0:1 to 22.0:1.

And, when the determined desired engine torque PME
falls in the region of low engine load, the ECU 90 deter-
mines the operation mode ST.EMOD as the stratified com-
bustion operation mode (“ST.EMOD=2) in which the
desired air/fuel ratio KCMD is determined to be an air/fuel
ratio leaner than that in the pre-mixture combustion opera-
tion mode, more specifically in a range from 22.0:1 to
60.0:1. Thus, the engine 10 is configured to have two kinds
of a lean-burn combustion operation modes comprising the
pre-mixture combustion operation mode and the stratified
combustion operation mode.

When the stoichiometric combustion operation mode or
the pre-mixture combustion operation is selected, the fuel is
injected during the intake stroke. The injected fuel mixes
with the intake air and is ignited to produce the pre-mixture
charged combustion (uniform combustion). When the strati-
fied combustion operation mode is selected, the fuel is
injected during the compression stroke (and sometimes
partially injected at the intake stroke) and produces the
stratified charged combustion (more precisely, the Direct
Injecting Stratified Charged combustion or diffusion
combustion).

It should be noted that the operation mode (indicative of
the engine load) is determined based on the detected engine
speed NE and the calculated desired engine torque PME, but
the fuel injection should be always effected such that the
actual air/fuel ratio in the vicinity of the spark plug 36 falls
within a range from 12.0:1 to 15.0:1, whichever operation
mode is selected.

Then, the ECU 90 determines or calculates an output fuel
injection amount TOUT as follows:

TOUT=(TCYL-BxTWP)/A

In the above, TWP is a parameter indicative of the amount
of fuel injected, but adhered to the inner wall of the intake
pipe 12 and is calculated as follows:

TWP=(1-A)xTOUT+(1-B)xTWP

In the above, A is a direct ratio of the parameter indicative
of the amount fuel adhered to the intake pipe wall, and B is
a take-off ratio of the parameter. TCYL is the fuel injection
amount in the cylinder concerned required by the engine 10
and is calculated as follows:

TCYL=TIMxKCMDMxKAFxKT+IT

In the above, TIM indicates a basic fuel injection amount
expressed in terms of an opening period of the fuel injector
30 and is obtained by retrieving predetermined mapped data
using the detected engine speed NE and the manifold
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absolute pressure PBA as address data. KAF indicates an
air/fuel ratio feedback correction coefficient based on the
output of the LAF sensor 76. KT is the product of the other
correction coefficients in multiplication form and TT is the
sum of the other correction factors in additive form. And
KCMDM indicates a desired air/fuel ratio correction coef-
ficient and is obtained by correcting the aforesaid desired
air/fuel ratio KCMD by the charging efficiency.
Specifically, KCMDM is calculated as follows:

KCMD=KBSxKWOTxKLEANXKMF

In the above, KBS is a basic value obtained by separately
retrieving predetermined mapped data, in response to the
selected operation mode, using the detected engine speed
NE and the manifold absolute pressure PBA (or the desired
engine torque PME) as address data. KWOT is an enrich-
ment correction coefficient when the throttle valve 18 is fully
(wide) opened. KLEAN is a lean correction coefficient at
engine starting for decreasing HC. KMF is a driveability
compensating air/fuel ratio correction coefficient and ini-
tially set to be 1.0 and to increase with increasing degrada-
tion of combustion state as will be explained later.

It should be noted that, although other coefficients are
used in calculating the desired air/fuel ratio KCMD, since
the gist of the invention does not reside in the calculation
itself, no further explanation will be made. It should also be
noted that the desired air/fuel ratio KCMD and the desired
air/fuel ratio correction coefficient KCMDM are, in fact,
expressed in the equivalence ratio.

Explaining the ignition timing determination, the ECU 90
determines or calculates a basic ignition timing IGMAP
based on the detected engine speed NE and the calculated
desired engine torque PME in the stratified combustion
operation mode, and determines or calculates the same based
on the detected engine speed NE and the manifold absolute
pressure PBAin the pre-mixture combustion operation mode
and the stoichiometric air/fuel ratio operation mode.

Then, the ECU 90 determines or calculates an output
ignition timing IG as follows:

IG=IGMAP+IGCR

In the above, IGCR indicates the sum of correction factors
and is calculated as follows:

IGCR=IGTW+IGTA+IGADV+IGMF

In the above, IGTW is an ignition timing correction
coefficient for the engine coolant temperature TW. IGTA is
a similar correction coefficient for the atmospheric tempera-
ture TA, and IGADYV is a similar correction coefficient for
the air/fuel ratio, more specifically that for advancing the
ignition timing when the air/fuel ratio is set to be a lean
value. IGMF is a driveability compensating ignition timing
correction coefficient, similar to the aforesaid KMF, and is
initially set to be 1.0 and to increase in the minus direction
(in the direction in which the ignition timing is retarded)
with increasing degradation of combustion state as will be
explained later.

Then, the ECU 90 outputs a signal to the ignition system
38 and the spark plug 36 to ignite the air-fuel mixture at a
crank angular position corresponding to the determined
output ignition timing IG.

The operation of the combustion state control system of
an internal combustion engine according to the embodiment
will be explained.
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FIG. 3 is a flow chart showing the operation of the system.
The program illustrated there is executed at a predetermined
crank angular position near Top Dead Center of each cyl-
inder 22 of the engine 10.

Explaining this, the program begins in S10 in which it is
determined whether the control for suppressing the combus-
tion state degradation should be implemented or executed.
The word JUD.MFDR indicates this. It should be noted that
in this embodiment, the control is referred to the driveability
compensation control.

FIG. 4 is a flow chart showing the subroutine of this
determination.

Before entering the explanation of the figure, however, the
control according to the embodiment will be outlined with
reference to a time chart shown in FIG. §.

In this control, it is detected or determined at first whether
or not misfire has occurred by comparing the detected
(exhaust) air/fuel ratio KACTOBSV (or KACT) with a
threshold value MFTHRS set at a lean side (in terms of the
air/fuel ratio), as shown at the top of FIG. 5.

When the misfire has been detected, a combustion stabil-
ity judging timer (down-counter) TM.CBST is set with a
predetermined value JUD.STBL to start counting down
(time measurement) and a parameter indicative of the degree
of compensating for the driveability is incremented
(increased) by a unit amount DDRINC. This parameter
(hereinafter this parameter is called “driveability compen-
sation degree EXT.DR”) is expressed by the value of a
counter (up-counter).

Then, using the driveability compensating degree
EXT.DR as address data, weight coefficient tables are
retrieved to calculate weight coefficients named WT.AF
WT.EGR, WT.IG, WT.EVP. In corresponding thereto, cor-
rection coefficient maximum values named KMFLM,
KEMFLM, KIGMFLM, KEVPMFLM are prepared before-
hand and they are multiplied by the retrieved weight coef-
ficients such that the desired air/fuel ratio, the desired EGR
flow rate LCMD and the ignition timing IG (or the desired
purge flow rate QPG) are corrected in such a way that the
driveability is compensated for or improved.

The term “driveability” generally means “driving perfor-
mance of vehicle” or “driving feeling of vehicle”.
Accordingly, the fact that misfire has occurred indicates that
the combustion state has degraded and hence, the driveabil-
ity has degraded. Therefore, in order to compensate for the
driveability, more specifically, to suppress the degradation of
combustion state, these parameters are corrected.

The above will be repeated until misfire has been sup-
pressed. When the value (JUD.STBL) of the combustion
stability judgement timer TM.CBST has reached zero with-
out detecting misfire, it is determined that the combustion
state has become stabilized and the driveability compensa-
tion degree EXT.DR is decremented (decreased) by a unit
amount DDRDEC. However, if misfire has again detected,
the counting of the combustion stability judgement timer
TM.SBST and EXT.DR are resumed.

In the direct injection spark ignition engine 10, the error
between the desired air/fuel ratio and the detected air/fuel
ratio may sometimes become large, due to disturbance
caused by such as manufacturing variance of the fuel
injector 30, the variance in the EGR flow rate or the
difference in fuel nature, which results in the driveability
degradation.

As mentioned above, the engine 10 is configured to have
two kinds of lean-burn combustion operation modes com-
prising the pre-mixture combustion operation mode
(ST.EMOD=1) and the stratified combustion operation
mode (STEMOD=2).
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In such an engine 10 having these two kinds of lean-burn
operation modes, the factors (parameters) having great influ-
ence on the driveability (i.e. contributing greatly to the
combustion stability) are not always the same in the two
modes. Specifically, the air/fuel ratio, the EGR flow rate and
the ignition timing have great influence on the driveability in
the pre-mixture combustion operation mode, while the air/
fuel ratio, the EGR flow rate and the purge flow rate have
great influence on the driveability in the stratified combus-
tion operation mode.

Accordingly, in order to compensate for the driveability
degradation, in other words, in order to suppress the com-
bustion state degradation, it is most effective to select and
correct the factors which are most effective in restoring the
driveability, if it degrades, in the operation mode concerned.
For example, since the stratified combustion is realized in
the stratified combustion operation mode by delicately bal-
ancing parameters necessary for the combustion, the fuel
injection timing or ignition timing is worthless for restoring
the combustion state stability.

In view of the above, in this embodiment, the combustion
state is determined or detected by detecting the occurrence
of misfire and when the combustion state degradation has
been detected, the factors or parameter having great influ-
ence for restoring stability are selected and changed in the
operation mode concerned. The misfire detection is con-
ducted by the detected air/fuel ratio with the threshold value
as mentioned above and the detected air/fuel ratio in each
cylinder is estimated accurately based on the single LAF
sensor 76 with the use of model and observer describing the
behavior of the exhaust system, thereby enabling to ensure
an accurate misfire detection, i.e. an accurate combustion
state degradation.

Based on the above, the processing in the flow chart of
FIG. 4 will be explained.

The program begins in S100 in which it is determined
whether the bit of a flag EFC is set to be 1. Since the bit of
the flag is set to 1 in a routine (not shown) when the fuel
cutoff (fuel supply discontinued) is in progress, the deter-
mination amounts for determining whether the fuel cutoff is
in progress.

When the result is affirmative, since this indicates the
engine 10 is not under steady operating condition, the
program proceeds to S102 in which the bit of a flag FMFDR
is reset to 0. To reset the bit of this flag O indicates that it is
determined that the driveability compensation control
should not be implemented.

The program then proceeds to S104 in which the bit of a
flag FMFFB is reset to 0. This flag indicates whether or not
the feedback control of the driveability compensation should
be implemented and to reset the bit of this flag to O indicates
that the feedback control should not be implemented, while
to set the bit of this flag to 1 indicates that the feedback
control should be implemented.

The program then proceeds to S106 in which the aforesaid
value JUD.STBL is set on the aforesaid combustion stability
judgement timer TM.CBST to start count down.

On the other hand, when the result in S100 is negative, the
program proceeds to S108 in which it is determined whether
the bit of a flag FIDLE is set to 1. Since the bit of the flag
is set to 1 in a routine (not shown) when the engine 10 is
idling, this determination amounts for determining whether
the engine 10 is idling. When the result in S108 is
affirmative, since the EGR or the canister purging may
disturb the engine idling and hence the correction should be
avoided, the program proceeds to S102 and on.

‘When the result in S108 is negative, the program proceeds
to S110 in which the detected engine coolant temperature
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TW is compared with a predetermined value TWMFL (e.g.
70° C.). When the detected engine coolant temperature TW
is less than or equal to the predetermined value TWMFL,
since this indicates that the engine 10 is not under steady
operating condition, the program proceeds to S102. On the
other hand, when the detected engine coolant temperature
TW is greater than the predetermined value TWMFL, the
program proceeds to S112 in which it is determined which
operation mode is selected.

When it is determined that the stoichiometric air/fuel ratio
operation mode is selected, since the aforesaid combustion
state control is not conducted in this operation mode, the
program proceeds to S102.

When it is determined that the pre-mixture combustion
operation mode is selected, the program proceeds to S114 in
which the detected engine speed NE is compared with a
predetermined value NEMFLH (e.g. 3000 rpm). When it is
determined that the detected engine speed NE is greater than
or equal to the predetermined value NEMFLH, the program
proceeds to S102 for the same reason.

When it is determined in S114 that the detected engine
speed NE is less than the predetermined value NEMFLH,
the program proceeds to S116 in which the detected engine
speed NE is compared with a predetermined value NEMFLL
(e.g. 700 rpm). When it is determined that the detected
engine speed NE is less than or equal to the predetermined
value NEMFLL, the program proceeds to S102 for the same
reason.

When it is determined in S116 that the detected engine
speed NE is greater than the predetermined value NEMFLL,
the program proceeds to S118 in which the detected mani-
fold absolute pressure (engine load) PBA is compared with
a predetermined value PBMFLH. When it determined that
the detected manifold absolute pressure is greater than or
equal to the predetermined value PBMFLH, the program
proceeds to S102 for the same reason.

When it is determined in S118 that the detected manifold
absolute pressure PBA is less than the predetermined value
PBMFLH, the program proceeds to S120 in which the
detected manifold absolute pressure PBA is compared with
a predetermined value PBMFLL. When it is determined that
the detected manifold absolute pressure PBA is less than or
equal to the predetermined value PBMFLL, the program
proceeds to S102 for the same reason.

When it is determined in S120 that the detected manifold
absolute pressure PBA is greater than the predetermined
value PBMFLL, the program proceeds to S122 in which the
bit of the flag FMFDR is set to 1. To set the bit of this flag
to 1 indicates that it is determined that the driveability
compensation control detection should be implemented.

When it is determined in S112 that the stratified combus-
tion operation mode is selected, the program proceeds to
S124 in which the detected engine speed NE is compared
with a predetermined value NEMFDH (e.g. 3000 rpm).
When it is determined that the detected engine speed NE is
greater than or equal to the predetermined value NEMFDH,
the program proceeds to S102 for the same reason.

When it is determined in S124 that the detected engine
speed NE is less than the predetermined value NEMFDH,
the program proceeds to S126 in which the detected engine
speed NE is compared with a predetermined value NEM-
FDL (e.g. 700 rpm). When it is determined that the detected
engine speed NE is less than or equal to the predetermined
value NEMFDL, the program proceeds to S102 for the same
reason.

When it is determined in S126 that the detected engine
speed NE is greater than the predetermined value NEMFDL,
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the program proceeds to S128 in which the detected mani-
fold absolute pressure (engine load) PBA is compared with
a predetermined value PBMFDH. When it determined that
the detected manifold absolute pressure is greater than or
equal to the predetermined value PBMFDH, the program
proceeds to S102 for the same reason.

‘When it is determined in S128 that the detected manifold
absolute pressure PBA is less than the predetermined value
PBMFDH, the program proceeds to S130 in which the
detected manifold absolute pressure PBA is compared with
a predetermined value PBMFDL. When it is determined that
the detected manifold absolute pressure PBA is less than or
equal to the predetermined value PBMFDL, the program
proceeds to S102 for the same reason. When it is determined
in S130 that the detected manifold absolute pressure PBA is
greater than the predetermined value PBMFDL, the program
proceeds to S122.

Returning to the flow chart of FIG. 3, the program
proceeds to S12 in which it is determined whether the bit of
the flag FMFDR is set to 1, in other words, it is determined
whether the driveability compensation control detection
should be implemented.

When the result is affirmative, the program proceeds to
S14 in which a delay timer (down-counter) TMMFDLY is
set. The words SET.MFDLY indicates this. This processing
indicates that the timer is set with one of predetermined
values (each defining a delay time until the feedback control
should be begun) to start counting down (time
measurement).

FIG. 7 is a flow chart showing the subroutine for this.

In the figure, the program begins in S200 in which it is
determined whether the bit of the flag F.FC is reset to 0, i.c.
it is again determined whether the fuel cutoff is in progress.
When the result is affirmative, the program proceeds to S202
in which it is determined whether the bit of a flag F.FC1 is
set to 1. Since this flag F.FCI indicates the bit of the flag at
the preceding cycle (the value at the last program loop of the
FIG. 3 flow chart), the determination amounts for determin-
ing whether the fuel cutoff was implemented at the previous
cycle.

When the result in S202 is affirmative, the program
proceeds to S204 in which it is again determined which
operation mode is selected. When it is determined that the
stoichiometric air/fuel ratio operation mode is selected, the
program proceeds to S206 in which a predetermined value
MFD.C2S (e.g. 100 msec) is set on the timer TMMFDLY
and the program is immediately terminated.

When it is determined in S204 that the pre-mixture
combustion operation mode is selected, the program pro-
ceeds to S208 in which a predetermined value MFD.C2L
(e.g. 100 msec) is set on the timer TMMFDLY. When it is
determined in S204 that the stratified combustion operation
mode is selected, the program proceeds to S210 in which a
predetermined value MFD.C2D (e.g. 100 msec) is set on the
timer TMMFDLY.

On the other hand, when the result in S200 or S202 is
negative, the program proceeds to S212 in which selection
of the operation mode is again determined and when it is
determined that the pre-mixture combustion operation mode
is selected, the program proceeds to S214 in which a value
STEMODL1 is determined. Since this word indicates the
value at the previous cycle, the determination amounts for
determining whether which operation mode was selected at
the previous cycle. When it is determined in S214 that the
operation mode at the previous cycle was also the pre-
mixture combustion operation mode, since the operation
mode has not been changed, the program is immediately
terminated.
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When it is determined in S214 that the operation mode at
the previous cycle was the stoichiometric air/fuel ratio
operation mode, since this indicates that the operation mode
has been changed, the program proceeds to S216 in which
a predetermined value MFD.S2L (e.g. 100 msec) is set on
the timer TMMFDLY. When it is determined in S214 that the
operation mode at the previous cycle was the stratified
combustion operation mode, since this also indicates that the
operation mode has been changed, the program proceeds to
$218 in which a predetermined value MFD.D2L (e.g. 100
msec) is set on the timer TMMFDLY.

When it is determined in S212 that the stratified combus-
tion operation mode is selected, the program proceeds to
$220 in which it is determined which operation mode was
selected at the previous cycle. When it is determined that the
same operation mode was also selected, since the operation
mode has not been changed and the program is immediately
terminated.

On the other hand, when it is determined in S220 that the
operation mode at the previous cycle was the stoichiometric
air/fuel ratio operation mode, since this indicates that the
operation mode has been changed, the program proceeds to
$222 in which a predetermined value MFD.S2D (e.g. 100
msec) is set on the timer TMMFEDLY. When it is determined
in S220 that the operation mode at the previous cycle was
the pre-mixture combustion operation mode, since this also
indicates that the operation mode has been changed, the
program proceeds to S224 in which a predetermined value
MFD.L2D (e.g. 100 msec) is set on the timer TMMFDLY.

Thus, in response to the conditions that the fuel supply is
resumed after returning from the fuel cutoff or the selected
operation mode is switched to the other, the delay time
(during which the feedback control of the driveability com-
pensation should delayed) is set such that the feedback
control should be initiated at a time suitable for the
conditions, thereby preventing erroneous detection from
happening.

Returning to the flow chart of FIG. 3, the program then
proceeds to S16 in which it is determined whether the
feedback control of the driveability compensation should be
implemented. The words JUD.MFFB indicates this.

FIG. 8 is a flow chart showing the subroutine for this.

In the figure, the program begins in S300 in which the
value of the timer TMMFEDLY is determined and when it is
determined that the timer value exceeds zero, the program
proceeds to S302 in which the value of the timer TMMFDLY
is decremented by one, to S304 in which the bit of the flag
FMEFFB is reset to O to indicate that the feedback control
should not be implemented. The program then proceeds to
S306 in which the predetermined value JUD.STBL is set on
the combustion stability judgement timer TM.CBST.

On the other hand, when it is determined in S300 in which
the timer value is less than or equal to zero, the program
proceeds to S308 in which the value of the timer TMMFDLY
is reset to zero, to S310 in which the bit of the bit of the flag
FMEFB is set to 1 to indicate that the feedback control
should be implemented.

Returning to the flow chart of FIG. 3, the program then
proceeds to S18 in which it is determined whether the bit of
the flag FMFFB is set to 1, in other words, it is determined
whether the feedback control should be implemented. When
the result is affirmative, the program proceeds to S20 in
which the combustion state is detected or determined. The
words MON.COMB indicates this.

FIG. 9 is a flow chart showing the subroutine for this.

In the figure, the program begins in S400 in which misfire
detection is conducted. The word DET.MF indicates this.
























