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Summary

We developed new generation gasoline engine called as SKYACTIV-G which achieved remarkable
improvement of fuel economy and torque due to high compression ratio. In this SKYACTIV
TECHNOLOGY development, we introduced new development process as well. That is the approach
such as function development, quality certification method in the market field, common architecture
(CA) concept and so on.

By applying this new development process to all technical attributes such as performance,
reliability and NV area, bundled development of the engine family could be realized, which has same
functional characteristics regardless of difference of engine displacement or difference of

specification due to the market deployment plan. Finally, this approach brought about robustness of

the quality guarantee, as well as drastic improvement of engine development efficiency.
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Example of Structural system

1.NVH:High stiffness and Light weight structure
that have high ability to compete at 2020.
2.Fuel economy:support LOC improvement and
piston ring tension reduction atthe same time
3.Travelling performance:Establishment of full range
knock control
1.Eng.mount vibration Reduction
— -Main bearing support stifiness
-Vibration node position control
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Fig.2 Concept of Common Architecture
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2.Robustness of cylinder liner shape retention

3.S/N ratio maximize Knock-sensor position
1.Light weight and high stiffness Lower-Block

+Mass and stiffness distribution optimization
2.0pen deck structure+Deeper water jacket
3.Vibration control structure at knock sensing frequency
Bore x Stroke, appearance dimension
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Fig.5 Function Development Process
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‘ Common Engine Characteristics ‘
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Fig.15 Approach of Engine Modeling
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Fig.16 Approach of Optimization
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