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The New 3.3L V6 Diesel Engine Development
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Abstract As fuel economy regulations are tightened around the world, a new 3.3L V6 diesel engine has been
developed in line with the renewal of the new LAND CRUISER. Inheriting the off-road performance
required for the LAND CRUISER, while downsizing, by adopting a new technology for the turbocharger
system, both low fuel consumption and high power output have been achieved at a high level. In
addition, it also achieves high-quality quietness suitable for a premium SUV. Exhaust emissions
performance has also improved significantly, and it was introduced in Japan for the first time in 14 years.
The purpose of this paper is to explain about new diesel engine and the main technologies.
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Table.1 Engine specification

Engine Current(1VD-FTV) New (F33A-FTV)
Engine Type
/Bank Angle[deg] V8 /90 V6 /90
Displacement[ml] 4461 3345
Bore x Stroke[mm] $86%96 -~
Compression ratio 16.8 15.4
Max. torque[Nm/rpm] 650/1600-2800 700/1600-2600
Max. power[kW/rpm] 200/3600 227/4000
Exhaust Regulations Euro5 Euro6,JP18
Fuel Injection System | Piezo(Max.200MPa) | Solenoid (Max.270MPa)
Turbocharger Twin VNT 2Way twin VNT
Step-less control
EGR System HP cooled EGR cooled EGR
After Treatment DOC+DPF DOC+SCR-DPF+SCR
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