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(A study on the fuel economy in the vehicle using
variable cylinder system)
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Abstract

Because the driving time is increased under the low speed by rapidly increasing of vehicles, this
paper is presented a new ignition control system for improvement the fuel economy, which only
some of cylinders are using under the idle status or low speed and preserving the engine rpm. is
applicable to effective in fuel economy. An actual hardware was made to prove this new control
system. The developed variable cylinder engine concentrated the heat near the cylinders in idle
status or low speed, so there was a problem in re-ignition. It was the reason of a lot of exhaust
gas, high fuel consumption and instability of engine revolution. In this paper, in order to solve above
problem to show the improvement fuel economy using the new ignition control system and valve
opening period at idle status of low speed.
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Fig. 1. The control method of ignition sequence.
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Fig. 2. System diagram.
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Fig. 6. The installation picture of sub valve.
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Fig. 7. The installation of sub valve in the vehicle.
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