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Abstract

The new clean diesel engine Skyactiv-D 3.3 equipped with the CX-60 offers through its unique technology
with a large displacement volume and improved combustion, and combined with a 48V mild hybrid and torque
converter-less 8-speed AT, has taken “driving pleasure” and “outstanding environmental performance” to an
unprecedented level. What made this possible is the MBD process, which thoroughly pursues a hardware and
control system that balances all of driving, fuel efficiency, and emissions by connecting the functions of each unit

of the engine/electric drive/drive train/vehicle with a model. This paper introduces this MBD process and its

applications.
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Fig. 6 Heat Flow Model in the Engine
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Fig. 12 Acceleration Performance Study Results
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Fig. 15 LT Thermal Fuel Economy Development Study
Results
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