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Abstract

Load Expansion by Changing Effective Compression Ratio
on Gasoline-Diesel Dual-fuel Premixed Compression

Ignition

Kihong Kim
Department of Mechanical Engineering
The Graduate School

Seoul National University

Internal combustion engines have attracted attention as one of the sources
of carbon dioxide (CO,) so that the emission regulations are becoming
stringent. Diesel engines, which are advantageous for CO, emissions based on
high efficiency, have begun to come into the spotlight. However, Volkswagen
scandal with the human hazards of nitrogen oxides (NOx) and particulate
matter (PM) which are representative exhaust emissions of diesel engines
became remarkable, emission regulations based on WLTP and RDE are

expected to continue to be severe.

The advantage of dual-fuel combustion as a new advanced combustion
technology is that low exhaust emission level can be achieved while
maintaining high thermal efficiency based on pre-mixed compression ignition
and also the combustion can be controlled by using different reactivity of two

types of fuel. The control of the combustion phase can be possible with various



strategies such as fuel substitution rates, fuel injection timing, EGR rate and so
on. However, there is a disadvantage that pre-mixed compression ignition
causes knocking and high pressure rise rate. So, the operating load range is
limited compared to diesel engine. Thus, research for load expansion of dual-

fuel combustion is necessary.

In this study, the high load expansion strategy was investigated by
changing the effective compression ratio on gasoline-diesel dual-fuel premixed
compression ignition engine. The effective compression ratio was adjusted by
delaying the intake valve close timing via the intake valve actuator system.
First of all, the experiments were conducted to find geometric compression
ratio that could show higher thermal efficiency than conventional diesel
engines under low load operating condition. The gross thermal efficiency of
the EURO 6 engine was 43.8% under low load driving condition. At this time,
the comparison of optimization results at the same operating point by applying
geometric compression ratio of 14 and 15 respectively. In case of geometric
compression ratio 14 showed a lower thermal efficiency of 41.4% while
geometric compression ratio 15 showed a higher thermal efficiency as 44.3%
than conventional diesel engine. Thus, base geometric compression ratio was

applied as 15.

With geometric compression ratio 15, the high load expansion
experiments were carried out with the various effective compression ratio at
1,500 and 1,750 rpm. The effective compression ratio through LIVC was
continuously controllable from 15.0 to 9.3. At 1,500 rpm high load operating
condition, the effective compression ratio 14.1, 12.7, 11.1 and 10.6 were
applied respectively. As a result, the full load limit increased by 10.5% while
maintaining the equivalent thermal efficiency up to the effective compression

ratio of 12.7. And the full load limit can be increased further with the lower
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effective compression ratio, but the thermal efficiency also tended to decrease
due to reduced combustion reactivity. At 1,750 rpm, high load conditions with
certain effective compression ratio based on 1,500 rpm experiment results, the
load tended to expand with the equivalent thermal efficiency, and if the
effective compression ratio was further reduced, the thermal efficiency tended

to decrease at the same time as the load expansion.

Keywords: Dual-fuel, Dual-fuel combustion, Premixed compression
ignition, Maximum pressure rise rate, Geometric compression

ratio, Effective compression ratio

Student Number: 2018-25882
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Nomenclature

Greek Letters

n efficiency

[0) phi, overall equivalence ratio

A lambda, relative air/fuel ratio, inverse of Phi
Acronyms

AFR  air-fuel ratio

ATDC after top dead center

BD burn duration

BTDC before top dead center

CA crank angle

CDC  conventional diesel combustion
CI compression ignition

CO carbon monoxide

CO, carbon dioxides

CoV  coefficient of variation

CR compression ratio

CVVD continuous variable valve duration
CVVL continuous variable valve lift
CVVT continuous variable valve timing
DI direct injection

DIT diesel injection timing

DPF diesel particulate filter

EGR  exhaust gas recirculation

EVC  exhaust valve close

EVO  exhaust valve open

FSN filtered smoke number

X



gIMEP
gITE
HCCI
HFR

SOC
SOl
TDC

gross indicated mean effective pressure
gross indicated thermal efficiency
homogeneous charge compression ignition
hydraulic flow rate

heat release rate

internal combustion

intake valve close

intake valve open

lean NOX trap

low temperature combustion

low temperature heat release

mass fraction burned 50 %

maximum pressure rise rate

new European driving cycle

nitrogen oxides

negative valve overlap

premixed charge compression ignition
premixed compression ignition

port fuel injection

particulate matter

particles per million

reactivity controlled compression ignition
real driving emission

revolution per a minute

selective catalyst reduction

spark ignition

start of combustion

start of injection

top dead center



THC  total hydrocarbon
WLTP world harmonized light vehicle test procedure
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Chapter 1. Introduction

1.1 Research Background

Since the early 2000s, the global Carbon Dioxide (CO,) regulations are
becoming stringent around the globe due to global warming so that CO,
regulation in the transport sector, which is pointed as one of the emission

sources of global warming, are also becoming strict such as Figure 1.1.1.

The diesel compression ignition (CI) engine has advantages in terms of
CO, compared to gasoline spark ignition (SI) engine. However, due to diesel
combustion nature of the diffusion flame characteristics, soot is formed at fuel
rich region and nitrogen oxides (NOXx) is produced at high temperature of

combustion region [3].

After the facts that nitrogen oxides (NOx) and particulate matter (PM) are
harmful to the human health were remarkable, emission regulations are being
severed around the world. As a result, the test driving cycle has changed from
NEDC (new European driving cycle) to WLTP (world harmonized light
vehicle test procedure) since 2017 shown in Figure 1.1.2. Also, RDE (real
driving emissions) which is the new test cycle on real road has been announced
since 2017. On RDE test, the exhaust emission level from real road test should
meet the regulations with conformity factor (CF) 2.1. From 2020, this CF

decreases to 1.5 for PN and 1.43 for NOx emissions.

To meet emission regulations, after-treatment systems such as Lean NOx
trap (LNT), diesel particulate filter (DPF) or selective catalytic reduction (SCR)

have been introduced. In addition, advanced combustion technology has been



studied to reduce CO,, NOx and soot emissions in the engine itself. The most
common technology is the low temperature combustion (LTC). The main
strategy of LTC is premixing a significant of fuel through early fuel injection.
Premixed air-fuel mixture makes low flame temperature based on decreased
local equivalent ratio (@) which inhibits NOx. And also, early fuel injection
which enables long ignition delay (I.D.) contributes soot reduction. With
mentioned advantages regarding emission reduction, LTC is possible to
maintain high thermal efficiency similar to conventional diesel combustion
(CDC) based on the compression ignition of premixed air-fuel mixture due to

low heat losses [4].

The most typical LTC strategies are the diesel premixed charge
compression ignition (PCCI) and the gasoline homogeneous charge
compression ignition (HCCI). In the PCCI strategy, partial amount of diesel is
premixed to reduce soot through early injection and the rest of fuel is injected
around TDC to control the combustion phase such as CDC. The flame
temperature in the PCCI is lower than CDC, however, it is still high enough to
form large amount of NOx. Thus, EGR is supplied to control NOx emission by
lowering the flame temperature and O2 concentration. In the view of soot
emission, the premixed fuel ratio should be increased. So, PCCI has a problem
that the combustion phase control by small amount of main injection around
TDC is limited [5].

HCCI makes a well-premixed mixture condition through early injection of
all amount of fuel. The combustion is occurred by simultaneous multiple auto-
ignition at the air-fuel mixture in cylinder during the compression stroke. The
well-premixed condition guarantees very low level of soot and NOx emissions

and very short combustion duration offers high thermal efficiency. But

2 H=d

=

1
1

il



knocking is caused by the high volatility of gasoline, which is the main fuel

used in HCCI, and combustion phase control is also an issue [6].

Reactivity controlled compression ignition (RCCI) is appropriate method
in terms of the combustion control, low level emissions and high thermal
efficiency. The low reactivity fuel (e.g. gasoline, natural gas, propane and etc.)
is premixed by early injection during intake stroke and the high reactivity fuel
such as diesel is injected as an ignition source during the compression stroke.
Then, the combustion can be controlled by the reactivity stratification of two

fuels and the equivalence ratio [7,8].

However, there is a disadvantage that pre-mixed compression ignition
causes negative effect on durability of engine such as knocking and high
pressure rise rate. Therefore, the operating load range is limited compared to
diesel compression ignition engine. Thus, research for load expansion of dual-

fuel combustion is necessary.
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Figure 1.1.1 CO,regulation in the transport sector [1]
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Figure 1.1.2 EURO emission regulation with driving cycle [2]



1.2 Previous Research

RCCI has a wide variety of control variables in that it uses two fuels and
can combine the reactivity of the two fuels. Nieman et al. compared the results
of various loads with CNG-diesel dual-fuel combustion in heavy-duty engines.
This study found that the dual-fuel combustion using CNG has a lower PRR
than gasoline and was beneficial for load expansion [9]. Kang et al. worked on
the combustion stability, exhaust emissions level under various operating
strategies for propane-diesel dual-fuel combustion [10]. In the similar way,
Reiter and Kong investigated the combustion and exhaust emissions
characteristics through dual-fuel combustion using ammonia, which is carbon-
free and more advantageous in terms of production and handling [11]. In
addition, Ashok et al. analyzed the effects and characteristics of LPG-diesel
dual-fuel combustion [12]. These studies show that difference in the chemical
properties between the fuels cause different combustion, emission

characteristics and thermal efficiency.

The ratio of the two fuels in the dual-fuel combustion is a factor used as a
representative operating strategy. Kokjohn et al. investigated optimal fuel
proportion experiment that could control combustion phase with reasonable
PRR for part and high loads [13]. Hanson et al. studied fuel fraction effect
under low load [14]. They found combustion phase was easily controlled by
varying the fuel fraction. Also, high reactivity fuel such as gasoline+2-EHN
shows shorter combustion duration that gasoline-diesel combustion. Since
combustion can be controlled by the ratio of two fuels with different reactivity,
it is reasonable that the combustion can be controlled through the injection
type (i.e. PFI or DI) and diesel injection timing. Garcia et al proposed that a
fully premixed charging, a partial premixed charging by multiple and late

6 Rl A
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injection, diffusive single injection around TDC are the best ways to obtain

optimized combustion at in the order of low, mid and high loads [15].

Introducing EGR is also an effective way in reducing reactivity of
combustion reaction in RCCI along with the emission reduction. Splitter et al.
conducted experiment to investigate the effect of EGR both gasoline-diesel and
E85-diesel dual-fuel combustion from mid to high loads. They demonstrated
that EGR rate were increased to maintain low peak pressure and pressure rise
rate toward high loads [16]. Also, Chu et al. showed that supplying EGR is

effective to obtain reasonable PRR and low emission level [17].

At most researches have commonly demonstrated, dual-fuel combustion
has low level of exhaust emissions. And many researchers seek various
strategies for combustion control and load expansion while maintaining a high
level of efficiency with stable combustion. The fuel reactivity control, fuel
proportion, injection strategy and EGR mentioned in all the literature surveys
enable combustion control and operation at various loads. However, the high
PRR based on premixed mixture combustion still limits expansion toward high

loads than CDC operating range.
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1.3 Introduction of Dual-fuel PCI strategy

Based on the previous researches, RCCI has many advantages compared
to other LTC strategies. Especially, the most advantageous characteristic is the
combustion controllability with various operating strategies. However, the
combustion control concept of RCCI has limitation on real operating condition.
On real operating condition, for example, such as rapidly changed from high
load to low load operation in transient mode, the overall combustion reactivity
tends to be reduced even if the diesel ratio is increased because the large

amount of residual EGR will be remained in cylinder.

Dual-fuel PCI (Premixed Compression Ignition), which was introduced
by Inagaki et al [18], has better the combustion controllability compared to
RCCI. Refer to Figure 1.3.1, low reactivity fuel is injected with fresh air and
EGR during the intake stroke. After that, diesel direct injection is happened
during the compression stroke. The major differences between RCCI and Dual-
fuel PCI are diesel injection strategies such as diesel injection timing (DIT),
single or multiple injection methods and equivalence ratio. As one of them,
DIT is happened around 20 to 40 °CA BTDC, which is relatively retarded
compared to RCCI. This strategy enables not only control the combustion
phase but also exhausts low level of emissions by premixed air-fuel mixture.
The advantages of Dual-fuel PCI are listed on Figure 1.3.2. At the ignition
process, auto-ignition occurs at diesel rich area, and the power is generated
during the expansion stroke with low reactivity fuel’s premixed combustion.

For the effects of control factors on combustion are described in chapter 3.1.
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Figure 1.3.1 Process and principle of Dual-fuel PCI
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- Low Temperature Combustion 2 Near Zero NOx
- Well-mixed Combustion = Near Zero Soot

- High gITE (Equivalent level with CDC)

CDC: conventional diesel combustion

- Combustion phase control by
Diesel injection Timing

- Possibility of load expansion toward
low & high load

Figure 1.3.2 Merits of Dual-fuel PCI
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1.4 Research Motivation and Objective

Dual-fuel PCI has the better combustion controllability compared to
RCCI, however, the limitations still exist for high load expansion due to high
PRR.

Seoul National University-Automotive laboratory has investigated the
optimal hardware which affects the combustion characteristics for dual-fuel
combustion. As one of them, which geometric compression ratio (CR) is more
suitable for dual-fuel PCI was studied. The geometric CR is kinetic control
variables on combustion. Such as diesel engines, high geometric CR around 16
is normally adopted. Dual-fuel PCI is a combustion strategy that is operated
based on compression ignition of high reactivity fuel. So, the geometric CR
around 16 and 17 are selected similar to diesel engine in most dual-fuel
combustion research. Based on SNU-Automotive laboratory research results,
with geometric CR around 16, it has high thermal efficiency while maintaining
low level of emissions. However, it is impossible to expand high load due to
high PRR. With low geometric CR around 14, it has potential for load
expansion compared to high CR. In this case, however, thermal efficiency is
lower than diesel engine under low load operation. To sum up, it demonstrated
that low CR is suitable for the expansion of the high load and high CR is
advantageous in terms of high thermal efficiency. The problem is that
geometric CR is one of the hardware design factors so that it cannot be
adjustable at engine. Thus, there is limit to choose between efficiency and load

expansion.

Recently, Miller cycle, which has the longer expansion stroke than the
compression stroke, has become common technology in order to improve the

fuel consumption. Miller cycle of the past was implemented through a complex

i
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mechanical structure design, but is now simply controllable through valve
timing control technology via an early intake valve close timing (EIVC) or late
intake valve close timing (LIVC). EIVC or LIVC strategies reduce the intake
charging air-fuel mixture mass and the pressure at start of combustion (SOC).

Finally, it results in adjusting the effective CR.

Therefore, the objective of this research is to achieve high thermal
efficiency compared to diesel engine under low load operation and high load
expansion with LIVC strategy which can reduce the combustion reactivity

through the low effective CR toward high load operation.
Research process were as following;

1) Dual-fuel PCI experiments with geometric CR 14 and 15 were
conducted to find which CR has higher thermal efficiency than diesel
engine at 1,500 rpm, gIMEP 5.2 bar.

2) Dual-fuel PCI high load operation with various effective CR were

done to investigate proper effective CR which can expand gIMEP

while maintaining the thermal efficiency.
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Chapter 2. Experimental Apparatus

2.1 Experimental Setup

A single cylinder diesel engine based on EURO 6 standard was used for
this work. Detailed engine specifications are shown in Figure 2.1.1 and Table
2.1.1. The diesel fuel can be directly injected as 450 bar with a BOSCH
solenoid injector which can pressurize up to 1,800 bar with a common rail
system. Two solenoid gasoline injectors were installed at intake port. The
pressurized gasoline fuel as 6 bar was injected into the cylinder with fresh air
and cooled EGR. The air and EGR were boosted by a supercharger and then
cooled by intercooler. So, the temperature of fresh air-EGR mixture was kept
around 27-30C. The boosted intake pressure was determined based on EURO
6 diesel engine operating condition. The fuel flowrates were measured by
OVAL Altimass CA001, Coriolis type flowmeter, for each diesel and gasoline.
The temperature of engine oil and coolant was maintained at 85°C. The
geometric CR can be changed by installing shim plate between cylinder block
and cylinder head. For this experiment, geometric CR 14 and 15 were adopted.
Piston bowl geometry was bathtub shape. Most studies have shown that the
bathtub shape piston geometry contributes to the improvement of thermal
efficiency due to low heat loss by reducing the inside surface area of the
combustion chamber. The concentration of carbon monoxide (CO), carbon
dioxide (CO,), oxygen (0O,), nitrogen oxide (NOx) and total-hydrocarbon
(THC) were measured at a HORIBA, MEXA 7100DEGR, an exhaust gas
analyzer. The soot was measured by AVL, 415S, a smoke-meter. The

schematic diagram of experimental apparatus is shown in Figure 2.1.2.
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Figure 2.1.1 Dual-fuel Single Cylinder Engine
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Table 2.1.1 Engine specifications

Engine type
Displacement (cc)

Bore xStroke (mm)
Connecting rod (mm)
Compression ratio (-)
IVO/IVC (Without LIVC)
EVO/EVC

Diesel injection system

Single cylinder (four-stroke)

395
77.2x84.5
140
14/15
BTDC 8°/ ABDC 36°
BBDC 46° /ATDC 4°

Solenoid injector

Injection pressure (bar) 450
No. of injector ]
nozzle holes
Cone angle (deg) 149
" o A 2



Horiba
MEXA-7100 DEGR

Back pressure
valve

AVL
Smokemeter
4155

EGR cooler

EGR valve

Diesel

Kistler Ki-Box

Intake
Pressure

In-cylinder
Pressure

Gasoline

Intercooler

Supercharger

Figure 2.1.2 Schematic diagram of experimental apparatus
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Table 2.1.2 Specifications of dynamometer

Item Specification
Manufacturer DAVID McClure LIMITED
Model G-Cussons
Capacity 37 KW
Type DC
Max. rpm 7,000
Cooling type Air cooling
Weight 396 kg

17
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Table 2.1.3 Specifications of fuel flowmeter

Item Specification
Manufacturer OVAL
Measurement principle Coriolis Type
Model CA001
Range of flow amount (kg/h / max) 0~9
Range of flow amount (kg/h / min) 0~0.45
Maximum allowed pressure 15
(MPa at 20C)
Measurement uncertainty (%) <0.2
Operating temperature (°C) -200 ~ +200
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Table 2.1.4 Specifications of combustion analyzer

Item Specification
Manufacturer Kistler
Model Kibox to go 2893
Channels 8
Sample rate (MHz) 2.5
The minimum pulse duration (us) 3.2

Uncertainty (ms)

Resolution of measurement data

(kHz and °CA)

Approximately 1 (<<1 cycle)

312.5/0.1

19



2.2 Fuel properties and substitution rate of dual-fuel

Diesel and gasoline fuel were used in this experiment and properties of

fuel are presented in Table 2.2.1. The substitution rate of fuel in dual-fuel

combustion is calculated by considering low heating value (LHV) as shown in

equation (1).

mgasoline*LHVgasoline

Xgasoline (%) =

Table 2.2.1 Properties of diesel and gasoline

mdiesel*LHVdiesel_mgasoline*LHVgasoline

Properties Diesel Gasoline
Chemical formula CiHs o4 CiHz.0x
Density (g/cm’) 0.831 0.724
Low heating value (MJ/kg) 42.5 42.8
Cetane/Octane number 54 (CN) 91 (RON)
Auto-ignition temperature 483 520-553
(K)

Stoichiometric ratio of AF
(Wt.%) 14.6 14.5
20 o



2.3 Experimental Condition

In this study, the dual-fuel combustion was optimized with the various
combustion control parameters, such as fuel proportion rate between diesel and
gasoline, diesel injection timing and cooled LP-EGR rate. Firstly, the effects of

these parameters were studied.

To investigate fuel substitution effect, the experiment was conducted from
0% gasoline fuel (=100% diesel ratio) to the maximum amount of gasoline that
can be ignited with stable combustion. As gasoline increases, diesel proportion
is reduced followed by Eq (1). And the experiment of diesel injection timing
(DIT) was proceeded under dual-fuel combustion condition to study the effect
of diesel injection timing as a trigger of auto-ignition on combustion control. In
this case, the high level of emissions and high pressure rise rate (PRR) could
be occurred due to absence of EGR supplied. So, supplying EGR was
considered to be necessary to obtain maximum efficiency through optimization
of the dual-fuel combustion such as shifting combustion phase, reducing PRR

and control of emission level.

To find the high thermal efficiency than diesel engine under low load
operation, dual-fuel PCI experiments with geometric CR 14 and 15 were
conducted at 1,500 rpm, gIMEP 5.2 bar. Then, the high load expansion
experiment was carried out by applying the LIVC strategy on the geometric
CR determined in the low load operation experiment. The engine-out emission

of dual-fuel PCI should meet the constraints listed in Table 2.2.2.
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Table 2.2.2 Emission constraints

. .. mPRR o NOx Soot

Operating Condition [bar/deg] CoV of IMEP [%] [ppm] [FSN]

Low load 5

(1,500 rpm/
gIMEP 5.2 bar)
3 40 0.2

High load 10
(1,500 & 1,750 rpm/

full load)

29 i O
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2.4 Variable Valve Actuation System and effective CR

Engine technology has made remarkable progress and a variety of
technologies have been focused for efficiency improvement, fuel injection
method, engine downsizing with turbocharger and the next generation engine
such as HCCI, PCCI, RCCI. Variable valve actuation system is one of the
important roles as the key technology that benefits both the performance and

emission reduction.

The state-of-the-art VVA system is continuous variable valve duration
(CVVD) system. It can control the valve opening duration so that it performs
the role of continuous variable valve timing (CVVT) and continuous variable
valve lift (CVVL) [21].

The key principle of CVVD system is to use eccentricity. The dis-
assembly drawing of CVVD is on Figure 2.4.1. In case cam shaft is rotated,
cam shaft slot on cam shaft is rotated and in order of roller, cam slot and cam
are rotated. In the view of cam knob, it is rotated by cam slot. The fixed point
is cam knob center and cam slot can be shift upward and downward during
rotation. If cam slot is close from cam shaft center, the distance for rotation is
shorter so that duration will be decreased. On the other hand, cam slot is far
from the shaft center, the distance for rotation is long situation which makes

duration increased [22].
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- Cam Shaft@
- Cam shaft slot
- Roller(®)
- Cam slot(@)
> Cam(®)

Figure 2.4.1 Disassembly and sectional drawing of CVVD [22]
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Figure 2.4.2 CVVD installation on dual-fuel single cylinder engine
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Figure 2.4.2 shows installed CVVD system which was supported by
Hyundai Motor Company. CVVD system on dual-fuel single cylinder engine
can retard the intake valve close timing by 60° with fixed intake valve open
timing such as Figure 2.4.3. If the intake valve close timing is delayed, the
duration of opening in the compression stoke increases. It causes reduced
effective CR. Figure 2.4.4 shows the cylinder peak pressure at firing TDC

along the LIVC cases. The calculated effective CR according to LIVC cases is
shown in Table 2.4.1.

<Intake valve profile>

A Intake valve open timing = const.

Late intake Valve Close
—
£ A
|
4
2
S E
2 o
= E
£ 8
v |-
® KRR N
Gas exchange BDC
TDC

Crank angle[deg]

Figure 2.4.3 Intake valve profile with CVVD
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Figure 2.4.4 Cylinder peak pressure at firing TDC along the LIVC cases

Table 2.4.1 Calculated effective CR according to LIVC cases

IVC timing > LIVC 15 LIVC 30 LIVC 45 LIVC 50 LIVC 60
15.0 14.1 12.7 11.1 10.6 9.3

Effective Cr :
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Chapter 3. Experimental Results and Discussion

3.1 Optimization of Dual-fuel PCI combustion

This section introduced the optimization strategy of dual-fuel PCI and
studied about the effects of control factors, gasoline substitution rate, DIT and
EGR rate.

To optimize the dual-fuel PCI combustion, gasoline substitution rate was
increased as first step while maintain target gIMEP. At that time, soot emission
is over 0.2FSN. Thus, DIT should be advanced to decrease soot emission and
achieve the maximum thermal efficiency with same amount of fuel injections.
Once gIMEP approached target value with gasoline injection and advanced
DIT, MFB 50 should be controlled for the best thermal efficiency point such as
6~15° CA ATDC and NOx emission is needed to satisfy the constraint, 40ppm.
As a result, for the final step, EGR should be supplied until NOx meets 40ppm.
During the final step, EGR makes the combustion reactivity weaker so that
MFB 50 may be retarded again. So, the combustion optimization should
proceed by minor tuning the gasoline substitution rate and DIT adjustment.
Based on this process, it can be possible to find the dual-fuel PCI combustion
point which shows the best thermal efficiency while satisfying the all
constraints listed in Table 2.2.2. The schematic diagram of dual-fuel PCI

combustion process is described in Figure 3.1.1.
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A

mPRR < 10 bar/deg Yes
Yes
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y

Q3.PM<0.2 FSN

*

No

*Premixed Compression Ignition
GF/DF: Gasoline/Diesel Fraction

Ny, > 40

Yes

:\Optimized DF-PCI’D

Figure 3.1.1 Schematic diagram of optimization process for Dual-fuel PCI combustion [19]
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Gasoline substitution rate is one of the representative control factors on

dual-fuel combustion. Figure 3.1.2 shows the cylinder pressure and heat

release rate according to gasoline substitution rate at 1,500 rpm, gIMEP 5.2 bar.

The cylinder pressure graph was retarded by increasing gasoline proportion. At
that time, gIMEP increased since the combustion phase was retarded after
TDC. This retard of combustion phase is due to the low reactivity fuel,
gasoline, reduces the auto-ignition tendency of air-fuel mixture. With high
ratio of diesel injection rate, the shape of cylinder pressure and heat release rate
is sharp due to spontaneous auto-ignition triggered by multiple local rich diesel
fuel around TDC. However, the gradient of heat release rate becomes lower
along the diesel ratio decreased. In this case, the ignition sources from diesel
local rich areas in premixed mixture are gradually reduced. Since then, auto-
ignition at somewhere of highly premixed mixture by the increased pressure
and temperature made by the compression stroke becomes fundamental
ignition sources and it causes combustion of rest of fuel as flame propagation
[20]. That is, the fundamental dual-fuel combustion mode depends on the fuel
ratios between diesel and gasoline. Thus, substitution rate of dual-fuel was

considered as a major control factor in this study.

" g Ae



In-Cylinder Pressure [bar]

20

-40

SOl bTDC 26_Gasoline ratio swing

160

—~@Gasoline 20%
—Gasoline 40%
—@Gasoline 60%
Gasoline 80%

320 330

340

350 360 370
Crank Angle [deg]

380

140

120

100

80

60

Heat Release Rate [J/deg]

20

0

390

400

Figure 3.1.2 Cylinder pressure & Heat release rate in accordance with gasoline substitution rate

at 1,500 rpm, gIMEP 5.2 bar
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Also, DIT is another major control factor. Figure 3.1.3 shows the cylinder
pressure and heat release rate in accordance with DIT. When DIT was
advanced from 11°CA BTDC to 26°CA BTDC, the combustion phase was
advanced until combustion mode transition point from diesel diffusion flame to
spontaneous auto-ignition in premixed air-fuel mixture by high temperature
and pressure in cylinder due to the compression stroke. When the combustion
mode changed with sufficient advanced DIT such as 31° CA BTDC, the
combustion phase begun to be retarded. Thus, it was used as an important
combustion control factor because the reactivity of combustion can be
controlled through the DIT. Also, sufficient advanced DIT around 20~25°CA
BTDC, highly premixed air-fuel mixture for overall lean equivalence ratio

condition is effective to reduce NOx and soot emissions.

Normally, supplying EGR makes the initial combustion reactivity
decreased. It leads to longer 1.D. so that maximum cylinder pressure and heat
release rate decreased such as Figure 3.1.4. This cause and effect relationship
are also applied to dual-fuel PCI combustion. As a result, the proper supply of
EGR is a control factor that contributes to securing mPRR through reduction of
combustion reactivity toward high load operation as well as reduction of NOx

and soot emissions.
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Figure 3.1.4 EGR effect on mPRR and I.D.
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3.2 Determination of optimal geometric CR for high

thermal efficiency under low load condition

In this section, Dual-fuel PCI experiments with geometric CR 14 and 15
were conducted to find proper CR based on thermal efficiency under low load
operation, 1,500 rpm, gIMEP 5.2 bar. As mentioned in “1.4 Research
Motivation and Objective”, SNU-Automotive laboratory has found that low
geometric CR has potential to expand high load limit, however, it shows lower
thermal efficiency than high geometric CR, especially under low load
operation. Thus, it was necessary to find the lowest geometric CR among
various CR that shows higher thermal efficiency than diesel engine under low

load operation. The detailed operating conditions were listed in Table 3.2.1.

Figure 3.2.1 demonstrates gross indicated thermal efficiency (gITE)
comparison between geometric CR 14 and 15 at 1,500 rpm, gIMEP 5.2 bar.
The combustion phases on figure were optimized by controlling gasoline
substitution rate, DIT and EGR supply. Both combustion phases from
geometric CR 14 and 15 show very low level of NOx as each 28 ppm and 21
ppm, and soot emissions as each 0.016 FSN and 0.018 FSN. Based on gITE
and NOx, soot emissions, the fact that dual-fuel combustion enable high

thermal efficiency with near zero NOx and soot emissions can be assured.

As geometric CR increased, the combustion reactivity is better since high
in-cylinder pressure and temperature were obtained during the compression
stroke. It causes the high self-ignition characteristic from diesel area in
cylinder. Therefore, the higher geometric CR, the more DIT was advanced and
EGR rate was increased to control MFB 50 to where the point showing the
highest gITE. Because advanced DIT decreased diesel local equivalent ratio (@)

and increased EGR rate reduced the combustion reactivity. So, in geometric
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CR 15, DIT and EGR rate were 31° CA BTDC, 50% respectively, and 23° CA
BTDC, 46.4% in CR 14.

In geometric CR 15, MFB 50 was controlled at 5.3° CA ATDC. At that
time, the combustion shows the best gITE as 44.3%. In case of CR 14, MFB 50
was 11.3° CA ATDC. Relatively retarded MFB 50 of CR 14 was impossible to
be advanced due to the low combustion reactivity from lower CR. At that time,
the highest gITE was calculated as 41.4%. Base diesel engine of this
experiment shows 43.8% of gITE at 1,500 rpm, gIMEP 5.2 bar condition. That
is, gITE of CR 15 has higher thermal efficiency than diesel engine, however,
gITE of CR 14 was lower than CDC. As a result, geometric CR should be
determined as 15 based on high thermal efficiency compared to CDC under

low load operating condition.
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Table 3.2.1 Experimental conditions of determination of optimal geometric CR

Description Value
Engine speed [rpm] 1,500
gIMEP [bar] 5.2
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6
Compression ratio 14/15
Intake pressure [bar] 1.06
Engine oil & Coolant [°C] 85
NOx (target) [ppm] <40
Soot (target) [FSN] <0.2
mPRR (target) [bar/deg] <5
CoV of IMEP [%] <3
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3.3 High load expansion with reduced effective CR via

LIVC

The objective of this experiment is to expand the high load limit with
reduced effective CR via LIVC strategy. Based on the result from “3.2
Determination of optimal geometric CR for high thermal efficiency under low
load condition”, base geometric CR was selected as 15. For this engine, normal
intake valve opening/close timing were 8° CA BTDC and 36° CA ABDC.
With normal IVC/IVO timing, the effective CR shows 15 same as geometric
CR. The effective CR was able to be continuously lowered through LIVC. In
this experiment, LIVC 15, 30, 35, 45, 50 and 60 were applied, respectively, by
retarded unit of 15 degrees. At that time, volume based calculated effective CR

of each cases were listed in Table 2.4.1.

Table 2.4.1 Calculated effective CR according to LIVC cases

IVC timing > LIVC 15 LIVC 30 LIVC 45 LIVC 50 LIVC 60
15.0 14.1 12.7 11.1 10.6 9.3

Effective Cr :

Intake boost pressure was set as the same as the conventional diesel
engine. Thus, 1.9 bar was maintained at 1,500 rpm high load condition and 2.0
bar was set at 1,750 rpm high load condition.

High load optimization means the highest gIMEP that can be seen
satisfying mPRR and CoV at the applicable rpm so that combustion takes place
around lambda (A1) = 1. At high load operating condition, engine-out emissions
should also satisfy the constraints listed in Table 2.2.2 and the experiment

results were compared to the optimized points with the best gITE.
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The cylinder pressure and heat release rate graphs for dual-fuel PCI high
load experiments at 1,500 rpm with effective CR 15, 14.1 (LIVC 15 case) and
12.7 (LIVC 30 case) were demonstrated in Figure 3.3.1 and experimental

conditions were listed in Table 3.3.1.

The major constraint for dual-fuel PCI combustion toward high load
expansion is mPRR. To satisfy it, increasing EGR supply is unavoidable
because of too strong combustion stability that exceed the criteria of mPRR
and also control of MFB 50. In case of effective CR 15, normal IVC timing,
gIMEP showed 13.3 bar with 52% EGR rate. And EGR rate were able to
decrease 50.8%, 50% along to reduced effective CR 14.1, 12.7. As EGR rate
decreased, a strategy to expand the gIMEP by injecting additional fuel via
margin of lambda (1) was possible. There were three ways to inject additional

fuel as below.

1) Additional diesel injection with fixed or decreased gasoline injection
2) Additional injection of both fuels, diesel and gasoline

3) Additional gasoline injection with fixed or decreased diesel injection

Above three methods increased PRR, but showed a difference in the
operating strategy to meet under 10 bar/deg again. In the first method, as diesel
fuel increases, EGR rate must be increased due to increased combustion
reactivity. Although DIT advances to decrease diesel local equivalent ratio, it
was not effective due to combustion of premixed air-fuel mixture by
spontaneously diesel ignition. It resulted in loss of either gIMEP or gITE
compared to effective CR 15 because increased EGR decreases gIMEP or
advanced MFB 50 reduces gITE. With the second method, the countermeasure

and result were similar to the first method. However, the amount of pre-mixed
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air-fuel mixture and source of ignition, diesel, increases simultaneously,
resulting in a high EGR rate as the mPRR increases more significantly than the
first strategy. Therefore, both gIMEP and gITE tend to decrease. In case of
third method, the combustion reactivity was reduced due to decreased diesel
ratio. So, DIT should be retarded to increase diesel local equivalent ratio.
Although soot emission increased by retarded DIT, it was able to meet 0.2 FSN
until around 20° CA BTDC. Thus, additional gasoline injection was possible
without additional EGR supply. It resulted in increase of gIMEP while

maintaining gITE.

The combustion phases of effective CR 14.1 and 12.7 were accomplished
with above mentioned third strategy, decreased diesel fuel with retarded DIT.
The diesel ratios decreased from 22% to 16% with additional gasoline injection
and EGR tended to decrease. gIMEP also expanded from 13.3bar to in the
order of 14 bar and 14.7 bar. In the process of increasing gIMEP, gITE was
equal to or decreased by only 1% compared to the highest effective CR, 45.9%
even if MFB 50 was retarded from TDC. This is because the sum of the
increase amount of the expansion work and the decrease amount of the
compression work is greater than the work loss due to the cylinder peak
pressure drop as effective CR decrease. The amount of work in the area of P-V
diagram shown in Figure 3.3.2 demonstrated the total amount of work

increases. Thus, gIMEP can be increased while maintaining gITE.
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Table 3.3.1 Experimental conditions of high load expansion at 1,500 rpm — (1)

Description Value
Engine speed [rpm] 1,500
gIMEP [bar] Full load
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6
8° CABTDC/

IVO/IVC

Geometric compression ratio

Effective compression ratio

36, 51, 66 CAABDC

15

15/14.1/12.7

Intake pressure [bar] 1.9
Engine oil & Coolant [°C] 85
NOx (target) [ppm] <40
Soot (target) [FSN] <0.2
mPRR (target) [bar/deg] <5
CoV of IMEP [%] <3
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Figure 3.3.3 shows the cylinder pressure and heat release rate with lower
than effective CR 12.7 such as 11.1, 10.6 by applying LIVC 45 and 50. The
detailed experimental conditions were listed in Table 3.3.2. If the effective CR
is lower than 12.7 by further delaying the IVC timing, gIMEP can be increased,
however, gITE tended to decreased due to too low combustion reactivity. At
that time, even additional diesel injection was happened with retarded DIT to
enhance the combustion stability, it was not able to compensate gITE. Too low
combustion reactivity leaded to MFB 50 delayed such as 12.9° CA ATDC,
14.1° CA ATDC. In case of effective CR 10.6, soot emission was measured
about 0.132 FSN due to maximum DIT retard limit. Therefore, the effective
CR for increasing gIMEP while maintaining gITE at full load condition of the
dual-fuel PCI shall be maintained around 12.7.
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Table 3.3.2 Experimental conditions of high load expansion at 1,500 rpm — (2)

Description Value
Engine speed [rpm] 1,500
gIMEP [bar] Full load
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6
8° CABTDC/

IVO/IVC

Geometric compression ratio

Effective compression ratio

66, 81, 86 CAABDC

15

12.7/11.1/10.6

Intake pressure [bar] 1.9
Engine oil & Coolant [°C] 85
NOx (target) [ppm] <40
Soot (target) [FSN] <0.2
mPRR (target) [bar/deg] <5
CoV of IMEP [%] <3
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Based on the experiment results from high load expansion at 1,500 rpm,

the effects of certain effective CR, 15, 12.2, 9.3 were investigated at 1,750 rpm.

The cylinder pressure and heat release rate were demonstrated in Figure 3.3.4
at 1,750 rpm, full load condition and Table 3.3.3 listed the detailed

experimental conditions.

The trends at 1,500 rpm, full load condition showed the same trends at
1,750 rpm. The most effective combustion appearance was when the effective
CR was around 12.7 at 1,500 rpm, high load condition, and as a result of
applying the effective compression ratio 12.2 at 1,750 rpm, gIMEP effectively
increased from 14.5 bar to 15.4 bar while maintaining equal gITE, 46.5%.
However, increase in gIMEP was not higher than 1,500 rpm experiment. It
indicates that an additional experiment is necessary to find optimal effective
CR for this positive effect. If the effective CR was further reduced, gIMEP can
be increased about 0.6 bar but gITE tended to decreased from 46.5% to 44.6%
even diesel ratio was increased with retarded DIT until maximum DIT retard

limit based on soot constraint.
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Table 3.3.3 Experimental conditions of high load expansion at 1,750 rpm

Description Value
Engine speed [rpm] 1,750
gIMEP [bar] Full load
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6
8° CABTDC/

IVO/IVC

36, 71,96 CAABDC

Geometric compression ratio 15

Effective compression ratio 15/12.2/9.3
Intake pressure [bar] 2.0

Engine oil & Coolant [°C] 85

NOx (target) [ppm] <40

Soot (target) [FSN] <0.2

mPRR (target) [bar/deg] <5

CoV of IMEP [%] <3
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Chapter 4. Conclusions

In this research, high load expansion strategy by changing effective
compression ratio was introduced on gasoline-diesel dual-fuel premixed
compression ignition combustion. The effective CR was changed via late
intake valve close timing (LIVC) strategy by using intake variable valve

actuation (VVA) system.

For optimization of dual-fuel PCI, 1) gasoline-diesel substitution rate, 2)
diesel injection timing (DIT) and 3) supplying EGR were applied as
combustion control factors. The optimized combustion phase should satisfy the
constraints listed in Table 2.2.2 regarding the engine-out exhaust emissions
and mPRR. Among them, the data with the best thermal efficiency were used

to compare the results of the experiments.

Firstly, dual-fuel PCI under low load operation was conducted with
geometric CR 14 and 15 to find the lowest CR that shows higher thermal
efficiency than diesel engine. The results show that dual-fuel PCI enable high
thermal efficiency with near zero NOx and soot emissions. As geometric CR
increased, EGR rate had to be increased to reduce the combustion reactivity
and advanced DIT was effective. Advanced DIT decreased diesel local
equivalent ratio which can reduce self-ignite ability of diesel. Both gITE from
geometric CR 14 and 15 show high value as each 41.4% and 44.3%,
respectively at 1,500 rpm, gIMEP 5.2 bar condition. At this time, gITE of
corresponding EURO 6 diesel engine was 43.8%. Based on gITE under low

load operating condition, geometric CR was selected as 15.

As the second part of the research, high load expansion experiments with

various reduced effective CR via LIVC strategy were proceeded. For the
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experiment engine, the effective CR can be adjustable from 15 to 9.3
continuously. At 1,500 rpm, high load expansion experiment was conducted
with effective CR 15, 14.1, 12.7, 11.1 and 10.6 cases. As the effective CR
decreases, EGR rate can be reduced as mPRR decreases. It allows to inject
additional gasoline fuel via margin of lambda (1). And DIT was retarded to
cover the combustion reactivity degradation by reduced effective CR. Also,
diesel substitution was able to decreased because of a high diesel local
equivalent ratio. Until effective CR 12.7 from 15, gIMEP was increase from
13.3 bar to 14 bar with the same gITE as 46%. This positive phenomenon was
possible because the sum of the increase amount of the expansion work and the
decrease amount of the compression work is greater than the work loss due to
the cylinder peak pressure drop as the effective CR decrease. At too low the
effective CR such as 11.1 and 10.6 cases, however, it was impossible to cover
the low combustion reactivity by retarded DIT and increased diesel
substitution rate. Even gIMEP can be increased due to allowable mPRR, gITE
tends to decrease for these cases. Based on the results from 1,500 rpm, high
load expansion experiments, certain effective CR were applied to 1,750 rpm.
At 1,750 rpm, gIMEP also has been increased with equivalent gITE until a
certain effective CR around 12.2. However, if effective CR was further
reduced such as 9.3, gIMEP can be increased but gITE was decreased as same
as the results of 1,500 rpm experiment. At 1,750 rpm, high load expansion
experiment, gIMEP and gITE were increased from 14.5 bar, 46.9% to 15.4 bar,
46.5%.

Figure 4.1.1 demonstrated the overall gITE map according to rpm and
gIMEP. By changing the effective CR, gIMEP can be increased about 10.5% at
1,500 rpm and 6.2% at 1,750 rpm while only 1% drop of gITE.
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In this study, the results of applying geometric CR which shows higher
gITE than diesel engine under low load operating condition of dual-fuel PCI
were derived, and also expanding the high load limit by reducing effective CR
via LIVC strategy was achieved. This research can contribute to the load
expansion which is the main disadvantage of dual-fuel PCI as the next

generation advanced combustion system.

@AY

L

T



Base valve timing(eff. Cr 15) gIMEP map with gITE " LIVC(eff. Cr 12.7/12.2) gIMEP map with gITE
18

46.5

16 6 455
10.5% o eER L

] 46.9
14-145.9 e 14

gIMEP [bar]
gIMEP [bar]

T T T T T T ' T ' | ' | ' | ' | ' 1 : \
1500 1550 1600 1650 1700 1750 1500 1550 1600 1650 1700 1750
RPM RPM

Figure 4.1.1 Comparison of gITE according to RPM and gIMEP between effective CR 15 and reduced effective CR

) 1) A =i st

'*’“ SECHIL MATIOMAL |



Chapter 5. Bibliography

[1] Z.Y.a.A. Bandivadekar, “CO, emission standards for passenger cars and
light-commercial vehicles in the European 215 union”, ICCT, 2019

[2] “Passenger cars and light duty vehicles”, Delphi, 2020

[3] John B. Heywood, “Internal Combustion Engine Fundamentals”, McGraw-
Hill, 1988

[4] Amin Paykani, Amir-Hasan Kakaee, Pourya Rahnama and Rolf D Reitz,
“Progress and recent trends in reactivity-controlled compression ignition
engines”, International J of Engine Research, 2016

[5] William de Ojeda, Philip Zoldak and Raul Espinosa et al, “Development of
a Fuel Injection Strategy for Partially Premixed Compression Ignition
Combustion” SAE International, 2009-01-1527, 2009

[6] John E. Dec and Yi Yang, “Boosted HCCI for High Power without Engine
Knock and with Ultra-Low NOx Emissions - using Conventional Gasoline”,
SAE International, 2010-01-1086, 2010

[7] Sage L. Kokjohn, Reed M. Hanson, Derek A. Splitter and Rolf D. Reitz,
“Experiments and Modeling of Dual-Fuel HCCI and PCCI Combustion
Using In-Cylinder Fuel Blending”, SAE International, 2009-01-2647, 2009

[8] Sage Kokjohn, Reed Hanson, Derek Splitter, John Kaddatz and Rolf Reitz,
“Fuel Reactivity Controlled Compression Ignition (RCCI) Combustion in
Light- and Heavy-Duty Engines”, SAE International, 2011-01-0357, 2011

[9] Derek E. Nieman, Adam B. Dempsey and Rolf D. Reitz, “Heavy-Duty
RCCI Operation Using Natural Gas and Diesel”, SAE International, 2012-
01-0379, 2012

[10] Jaegu Kang, Sanghyun Chu, Jeongwoo Lee, Gyujin Kim and Kyoungdoug

Min, “Effect of operating parameters on diesel/propane dual fuel premixed

" ALY



compression ignition in a diesel engine”, International Journal of
Automotive Technology, 2018

[11] Aaron J. Reiter, Song-Charng Kong, “Combustion and emissions
characteristics of compression-ignition engine using dual ammonia-diesel
fuel”, Fuel, 2011

[12] B. Ashok, S. Denis Ashok, C. Ramesh Kumar, “LPG diesel dual fuel
engine —A critical review”, Alexandria Engineering Journal, 2015

[13] Sage Kokjohn, Reed Hanson, Derek Splitter and Rolf Reitz, “Experiments
and Modeling of Dual-Fuel HCCI and PCCI Combustion Using In-Cylinder
Fuel Blending”, SAE International, 2009-01-2647, 2009

[14] Reed Hanson, Sage Kokjohn, Derek Splitter and Rolf Reitz, “Fuel Effects
on Reactivity Controlled Compression Ignition (RCCI) Combustion at Low
Load”, SAE International, 2011-01-0361, 2011

[15] Jesus Benajes, Antonio Garcia, Javier Monsalve-Serrano, David Villalta,
“Exploring the limits of the reactivity controlled compression ignition
combustion concept in a light-duty diesel engine and the influence of the
direct-injected fuel properties”, Energy Conversion and Management, 2018

[16] Derek Splitter, Reed Hanson, Sage Kokjohn and Rolf Reitz, “Reactivity
Controlled Compression Ignition (RCCI) Heavy-Duty Engine Operation at
Mid-and HighLoads with Conventional and Alternative Fuels”, SAE
International, 2011-01-0363, 2011

[17] Sanghyun Chu, Jeongwoo Lee, Jacgu Kang, Yoonwoo Lee, Kyoungdoug
Min, “High load expansion with low emissions and the pressure rise rate by
dual-fuel combustion”, Applied Thermal Engineering, 2018

[18] Inagaki, K., Fuyuto, T., Nishikawa, K., Nakakita, K. et al., "Dual-Fuel PCI
Combustion Controlled by In-Cylinder Stratification of Ignitability," SAE
Technical Paper 2006-01-0028, 2006

" [ A=l 5



[19] Sanghyun Chu, “Experimental Study of Dual-fuel Premixed Compression
Ignition Characteristics Varying In-cylinder Flow Motion”, Seoul National
University, 2019

[20] Meixia Rong, Xu He, Hai Liu, Yong Shang, Weilin Zeng, Xiangrong Li,
and Fushui Liu, “An Optical Investigation on the Combustion
Characteristics of Gasoline-Diesel Dual-Fuel Applications”, SAE
International, 2014-01-1310, 2014

[21] Seinosuke Hara, Seiji Suga, Satoru Watanabe, Makoto Nakamura,
“Variable Valve Actuation Systems for Environmentally Friendly Engines”,
Hitachi, 2009

[22] Back Sik Kim, Sang Hee LEE, Kwang soon Choi, Joong Soo Kim, Dae
Sung Kim, Hyuk Im, Kyoung Pyo Ha, “Continuous variable valve duration
apparatus”, United States Patents,
https://patents.google.com/patent/KR101326818B1/ko

58 ~Jrj A—] .—1—3‘ E—H



7HEd-gAd 2 3L
AANA FaEYSH HH

2 59
w3 %3 g A7

2000 ddiell 5o A AAHoR AFwdste] o
AWM olakster A Al AR AstEe g 59,
7] ¢o] olitstera wjEd T SR FE oW G oo A
7k A7 0% AR AR ol 7kE™ ST el Hls)
HlEgto® A Ansl Zo] o]ihslelA HjEo 3t
Zhagury] Azt ey oA ulErbA
Aol A w7 wEEQ AaitstE
A =4 PMY A Fafdo]l F=AH, &4
A 2=l WLTP o A== S8 uj7] wj&& A3 RDE 7}
=dEAn oldd A= w77k A=$ (EGR) AeF¥ Lean
NOx Trap (LNT), Selective Catalyst Reduction (SCR)S %3l
-gol ZhestARt, @5 OS Askd g w77k qfAel
AAA f-ge] dasith

N O oy = L uyr
1o rlo FU{N' r& _ﬁ
rd R o~
e ol
ﬁm
«©,
>
o
d
O-

2
i
i
i)
nj
e
2
)
mé

do
(4
ol

Z
®
&
=)

A

* gAE



[e)

R

AstH A, u

o) o) T P T T Moo M T3 "oy o
RS oo T N T X o O T m O OB H o BT
Mo ﬂﬂr%ﬂzﬁﬂﬂ ﬁ_%l}#ﬂ%%
v - - . Op " B on N o = <
T g w ety d Y oo BT g
X —_ XL —_
ﬂw ow 4 eﬂw o I K Moo ! i of = X wu._ o] %
) B Bl - i o
wm - S wc oo o TR 5o Yoo mu _ﬁ "
2 O e or oA W og s op BE P ozuog
26 ZewmEere 2 el TalTw
ﬂ 2‘._0 »A]_ fin —_ #O LOL ;01_ _,—
T - AN S S ~ A RS
@cqwﬂﬂﬂq%ﬂa aﬁaﬂﬂg_%ﬂl
iy —_— —
EEE R E L E AR AR
) 0 —_— )
d RN o oy B E W T Mg
W ™ —_— w2 o T =
T H = B N o WP Sz - T
e Dg4rtraloinpiiTLi;z
ooy o4 oE T T g o i
I < BT W o o~ T = o 2 o= o
ﬂmWA@xmox%mdmaﬁﬂ_wwmwﬁm%%
o T 5 W Wooo 4 X W 9P 2 0 T
o feederre TS 0 d BN <
W < o T oW o W o W m o N
mﬁ%% armow_m%iﬂﬂﬁﬁ%%waﬂﬂmﬁﬂﬁ
SR R I S O G S CR
== o KX ﬂ_l 5 JXH_ T ~q 3 = T iﬂ N o
= _.E Jlo ¥ o X J! © o - Lo <° Nro -
N~ ARoN B E o T R gy — B p N E =
= N B o W Y ogo g T %o R 0
S M- N - S, A s ©
o 4N 5 P B N or T oy of ol = R y
Y ol N o) ) AT T o T W " o B¢
T W T o NWT EE I o E WM RN kA

]_

S

41.4% =

ol 14 9] A
= HAY. wEA Z]AA

1,750 rpm oA Ha F

=i
=

60

]

=
=

5 43

=

s
152 AA% % 1,500 rpm

-

oM

al

A7
%)

o
s
o}

H



ZO
o

i)

12.7

12.7,

2
=

5

37}

-

FH

FELF A=

ojHY Y

Fatela,

N
Nlo

N
Nlo

-
s

HAY. 1,750 rpm, H

el

il

R

o
700
T
3
P

file)

~H

b

2=
=Y

g Hau 4y 3

5 &

= &

ojF A&, % ¥4, 9
45H], FEALSH

FR0]:

2018-25882

8

61



creative
common

C O M O N § E E D
& X EAI-HI el Xl 2.0 igel=
Ol OtcHe =2 E 2= F R0l 86tH AFSA
o Ol MHZE= SN, HE, 8E, A, SH & &5 = AsLIC

XS Metok §LICH

MNETEAl Fots BHMEHNE HEAIGHAHOF SLICH

Higel. Adt= 0 M &

o Fot=, 0l ME=2 MOIZE0ILE 22 Z<, 0l H&=0i
S B 6t LIEHLHO10F B LICH
o HEZNZEH EX2 olItE 2O 0lelet £AE=2 HEKX &

AEAH OHE 0lSXAt2 Aeles 212 LWS0ll 26t g&

0l X2 0| =512 72 (Legal Code)= Olalioll| & H 2

Disclaimer |:|._'|

ection

Co

= Y|


http://creativecommons.org/licenses/by-nc-nd/2.0/kr/legalcode
http://creativecommons.org/licenses/by-nc-nd/2.0/kr/

FHAARIEE

HEd-YA 4EF 39L&
AR NA FEYZY] HAS 53
53 g3 g 97

Load Expansion by Changing
Effective Compression Ratio on Gasoline-Diesel

Dual-fuel Premixed Compression Ignition

2020 9 8Y

A& gy
7\ AZER

7 7 ¥



RO AEY $HAE
AANH FEGSH BH= &
23 ol U 47
Load Expansion by Changing

Effective Compression Ratio on Gasoline-Diesel
Dual-fuel Premixed Compression Ignition

AxZS; 8 A 9

o] EES TR ANEELE AT

20209 44
AZdE gl
7)1 A58
A 7 F
A71%S) FHAA FHeES 92T
20204 64
9 F: 1))
2949% 1))

4 9 (2)




Abstract

Load Expansion by Changing Effective Compression Ratio
on Gasoline-Diesel Dual-fuel Premixed Compression

Ignition

Kihong Kim
Department of Mechanical Engineering
The Graduate School

Seoul National University

Internal combustion engines have attracted attention as one of the sources
of carbon dioxide (CO,) so that the emission regulations are becoming
stringent. Diesel engines, which are advantageous for CO, emissions based on
high efficiency, have begun to come into the spotlight. However, Volkswagen
scandal with the human hazards of nitrogen oxides (NOx) and particulate
matter (PM) which are representative exhaust emissions of diesel engines
became remarkable, emission regulations based on WLTP and RDE are

expected to continue to be severe.

The advantage of dual-fuel combustion as a new advanced combustion
technology is that low exhaust emission level can be achieved while
maintaining high thermal efficiency based on pre-mixed compression ignition
and also the combustion can be controlled by using different reactivity of two

types of fuel. The control of the combustion phase can be possible with various



strategies such as fuel substitution rates, fuel injection timing, EGR rate and so
on. However, there is a disadvantage that pre-mixed compression ignition
causes knocking and high pressure rise rate. So, the operating load range is
limited compared to diesel engine. Thus, research for load expansion of dual-

fuel combustion is necessary.

In this study, the high load expansion strategy was investigated by
changing the effective compression ratio on gasoline-diesel dual-fuel premixed
compression ignition engine. The effective compression ratio was adjusted by
delaying the intake valve close timing via the intake valve actuator system.
First of all, the experiments were conducted to find geometric compression
ratio that could show higher thermal efficiency than conventional diesel
engines under low load operating condition. The gross thermal efficiency of
the EURO 6 engine was 43.8% under low load driving condition. At this time,
the comparison of optimization results at the same operating point by applying
geometric compression ratio of 14 and 15 respectively. In case of geometric
compression ratio 14 showed a lower thermal efficiency of 41.4% while
geometric compression ratio 15 showed a higher thermal efficiency as 44.3%
than conventional diesel engine. Thus, base geometric compression ratio was

applied as 15.

With geometric compression ratio 15, the high load expansion
experiments were carried out with the various effective compression ratio at
1,500 and 1,750 rpm. The effective compression ratio through LIVC was
continuously controllable from 15.0 to 9.3. At 1,500 rpm high load operating
condition, the effective compression ratio 14.1, 12.7, 11.1 and 10.6 were
applied respectively. As a result, the full load limit increased by 10.5% while
maintaining the equivalent thermal efficiency up to the effective compression

ratio of 12.7. And the full load limit can be increased further with the lower
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effective compression ratio, but the thermal efficiency also tended to decrease
due to reduced combustion reactivity. At 1,750 rpm, high load conditions with
certain effective compression ratio based on 1,500 rpm experiment results, the
load tended to expand with the equivalent thermal efficiency, and if the
effective compression ratio was further reduced, the thermal efficiency tended

to decrease at the same time as the load expansion.

Keywords: Dual-fuel, Dual-fuel combustion, Premixed compression
ignition, Maximum pressure rise rate, Geometric compression

ratio, Effective compression ratio
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Nomenclature

Greek Letters
n efficiency
[0) phi, overall equivalence ratio

A lambda, relative air/fuel ratio, inverse of Phi

Acronyms

AFR  air-fuel ratio

ATDC after top dead center

BD burn duration

BTDC before top dead center

CA crank angle

CDC  conventional diesel combustion
CI compression ignition

CO carbon monoxide

CO, carbon dioxides

CoV  coefficient of variation

CR compression ratio

CVVD continuous variable valve duration
CVVL continuous variable valve lift
CVVT continuous variable valve timing
DI direct injection

DIT diesel injection timing

DPF diesel particulate filter

EGR  exhaust gas recirculation

EVC  exhaust valve close

EVO  exhaust valve open

FSN filtered smoke number

X



gIMEP
gITE
HCCI
HFR
HRR
IC
IvVC
VO
LNT
LTC
LTHR
MFB50
mPRR
NEDC
NOx
NVO
PCCI
PCI
PFI
PM
ppm
RCCI

rpm
SCR
SI
SOC
SOl
TDC

gross indicated mean effective pressure
gross indicated thermal efficiency
homogeneous charge compression ignition
hydraulic flow rate

heat release rate

internal combustion

intake valve close

intake valve open

lean NOX trap

low temperature combustion

low temperature heat release

mass fraction burned 50 %

maximum pressure rise rate

new European driving cycle

nitrogen oxides

negative valve overlap

premixed charge compression ignition
premixed compression ignition

port fuel injection

particulate matter

particles per million

reactivity controlled compression ignition
real driving emission

revolution per a minute

selective catalyst reduction

spark ignition

start of combustion

start of injection

top dead center



THC  total hydrocarbon
WLTP world harmonized light vehicle test procedure
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Chapter 1. Introduction

1.1 Research Background

Since the early 2000s, the global Carbon Dioxide (CO,) regulations are
becoming stringent around the globe due to global warming so that CO,
regulation in the transport sector, which is pointed as one of the emission

sources of global warming, are also becoming strict such as Figure 1.1.1.

The diesel compression ignition (CI) engine has advantages in terms of
CO, compared to gasoline spark ignition (SI) engine. However, due to diesel
combustion nature of the diffusion flame characteristics, soot is formed at fuel
rich region and nitrogen oxides (NOXx) is produced at high temperature of

combustion region [3].

After the facts that nitrogen oxides (NOx) and particulate matter (PM) are
harmful to the human health were remarkable, emission regulations are being
severed around the world. As a result, the test driving cycle has changed from
NEDC (new European driving cycle) to WLTP (world harmonized light
vehicle test procedure) since 2017 shown in Figure 1.1.2. Also, RDE (real
driving emissions) which is the new test cycle on real road has been announced
since 2017. On RDE test, the exhaust emission level from real road test should
meet the regulations with conformity factor (CF) 2.1. From 2020, this CF

decreases to 1.5 for PN and 1.43 for NOx emissions.

To meet emission regulations, after-treatment systems such as Lean NOx
trap (LNT), diesel particulate filter (DPF) or selective catalytic reduction (SCR)

have been introduced. In addition, advanced combustion technology has been



studied to reduce CO,, NOx and soot emissions in the engine itself. The most
common technology is the low temperature combustion (LTC). The main
strategy of LTC is premixing a significant of fuel through early fuel injection.
Premixed air-fuel mixture makes low flame temperature based on decreased
local equivalent ratio (@) which inhibits NOx. And also, early fuel injection
which enables long ignition delay (I.D.) contributes soot reduction. With
mentioned advantages regarding emission reduction, LTC is possible to
maintain high thermal efficiency similar to conventional diesel combustion
(CDC) based on the compression ignition of premixed air-fuel mixture due to

low heat losses [4].

The most typical LTC strategies are the diesel premixed charge
compression ignition (PCCI) and the gasoline homogeneous charge
compression ignition (HCCI). In the PCCI strategy, partial amount of diesel is
premixed to reduce soot through early injection and the rest of fuel is injected
around TDC to control the combustion phase such as CDC. The flame
temperature in the PCCI is lower than CDC, however, it is still high enough to
form large amount of NOx. Thus, EGR is supplied to control NOx emission by
lowering the flame temperature and O2 concentration. In the view of soot
emission, the premixed fuel ratio should be increased. So, PCCI has a problem
that the combustion phase control by small amount of main injection around
TDC is limited [5].

HCCI makes a well-premixed mixture condition through early injection of
all amount of fuel. The combustion is occurred by simultaneous multiple auto-
ignition at the air-fuel mixture in cylinder during the compression stroke. The
well-premixed condition guarantees very low level of soot and NOx emissions

and very short combustion duration offers high thermal efficiency. But



knocking is caused by the high volatility of gasoline, which is the main fuel

used in HCCI, and combustion phase control is also an issue [6].

Reactivity controlled compression ignition (RCCI) is appropriate method
in terms of the combustion control, low level emissions and high thermal
efficiency. The low reactivity fuel (e.g. gasoline, natural gas, propane and etc.)
is premixed by early injection during intake stroke and the high reactivity fuel
such as diesel is injected as an ignition source during the compression stroke.
Then, the combustion can be controlled by the reactivity stratification of two

fuels and the equivalence ratio [7,8].

However, there is a disadvantage that pre-mixed compression ignition
causes negative effect on durability of engine such as knocking and high
pressure rise rate. Therefore, the operating load range is limited compared to
diesel compression ignition engine. Thus, research for load expansion of dual-

fuel combustion is necessary.
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Figure 1.1.1 CO,regulation in the transport sector [1]
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1.2 Previous Research

RCCI has a wide variety of control variables in that it uses two fuels and
can combine the reactivity of the two fuels. Nieman et al. compared the results
of various loads with CNG-diesel dual-fuel combustion in heavy-duty engines.
This study found that the dual-fuel combustion using CNG has a lower PRR
than gasoline and was beneficial for load expansion [9]. Kang et al. worked on
the combustion stability, exhaust emissions level under various operating
strategies for propane-diesel dual-fuel combustion [10]. In the similar way,
Reiter and Kong investigated the combustion and exhaust emissions
characteristics through dual-fuel combustion using ammonia, which is carbon-
free and more advantageous in terms of production and handling [11]. In
addition, Ashok et al. analyzed the effects and characteristics of LPG-diesel
dual-fuel combustion [12]. These studies show that difference in the chemical
properties between the fuels cause different combustion, emission

characteristics and thermal efficiency.

The ratio of the two fuels in the dual-fuel combustion is a factor used as a
representative operating strategy. Kokjohn et al. investigated optimal fuel
proportion experiment that could control combustion phase with reasonable
PRR for part and high loads [13]. Hanson et al. studied fuel fraction effect
under low load [14]. They found combustion phase was easily controlled by
varying the fuel fraction. Also, high reactivity fuel such as gasoline+2-EHN
shows shorter combustion duration that gasoline-diesel combustion. Since
combustion can be controlled by the ratio of two fuels with different reactivity,
it is reasonable that the combustion can be controlled through the injection
type (i.e. PFI or DI) and diesel injection timing. Garcia et al proposed that a
fully premixed charging, a partial premixed charging by multiple and late



injection, diffusive single injection around TDC are the best ways to obtain

optimized combustion at in the order of low, mid and high loads [15].

Introducing EGR is also an effective way in reducing reactivity of
combustion reaction in RCCI along with the emission reduction. Splitter et al.
conducted experiment to investigate the effect of EGR both gasoline-diesel and
E85-diesel dual-fuel combustion from mid to high loads. They demonstrated
that EGR rate were increased to maintain low peak pressure and pressure rise
rate toward high loads [16]. Also, Chu et al. showed that supplying EGR is

effective to obtain reasonable PRR and low emission level [17].

At most researches have commonly demonstrated, dual-fuel combustion
has low level of exhaust emissions. And many researchers seek various
strategies for combustion control and load expansion while maintaining a high
level of efficiency with stable combustion. The fuel reactivity control, fuel
proportion, injection strategy and EGR mentioned in all the literature surveys
enable combustion control and operation at various loads. However, the high
PRR based on premixed mixture combustion still limits expansion toward high

loads than CDC operating range.



1.3 Introduction of Dual-fuel PCI strategy

Based on the previous researches, RCCI has many advantages compared
to other LTC strategies. Especially, the most advantageous characteristic is the
combustion controllability with various operating strategies. However, the
combustion control concept of RCCI has limitation on real operating condition.
On real operating condition, for example, such as rapidly changed from high
load to low load operation in transient mode, the overall combustion reactivity
tends to be reduced even if the diesel ratio is increased because the large

amount of residual EGR will be remained in cylinder.

Dual-fuel PCI (Premixed Compression Ignition), which was introduced
by Inagaki et al [18], has better the combustion controllability compared to
RCCI. Refer to Figure 1.3.1, low reactivity fuel is injected with fresh air and
EGR during the intake stroke. After that, diesel direct injection is happened
during the compression stroke. The major differences between RCCI and Dual-
fuel PCI are diesel injection strategies such as diesel injection timing (DIT),
single or multiple injection methods and equivalence ratio. As one of them,
DIT is happened around 20 to 40 °CA BTDC, which is relatively retarded
compared to RCCI. This strategy enables not only control the combustion
phase but also exhausts low level of emissions by premixed air-fuel mixture.
The advantages of Dual-fuel PCI are listed on Figure 1.3.2. At the ignition
process, auto-ignition occurs at diesel rich area, and the power is generated
during the expansion stroke with low reactivity fuel’s premixed combustion.

For the effects of control factors on combustion are described in chapter 3.1.
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1.4 Research Motivation and Objective

Dual-fuel PCI has the better combustion controllability compared to
RCCI, however, the limitations still exist for high load expansion due to high
PRR.

Seoul National University-Automotive laboratory has investigated the
optimal hardware which affects the combustion characteristics for dual-fuel
combustion. As one of them, which geometric compression ratio (CR) is more
suitable for dual-fuel PCI was studied. The geometric CR is kinetic control
variables on combustion. Such as diesel engines, high geometric CR around 16
is normally adopted. Dual-fuel PCI is a combustion strategy that is operated
based on compression ignition of high reactivity fuel. So, the geometric CR
around 16 and 17 are selected similar to diesel engine in most dual-fuel
combustion research. Based on SNU-Automotive laboratory research results,
with geometric CR around 16, it has high thermal efficiency while maintaining
low level of emissions. However, it is impossible to expand high load due to
high PRR. With low geometric CR around 14, it has potential for load
expansion compared to high CR. In this case, however, thermal efficiency is
lower than diesel engine under low load operation. To sum up, it demonstrated
that low CR is suitable for the expansion of the high load and high CR is
advantageous in terms of high thermal efficiency. The problem is that
geometric CR is one of the hardware design factors so that it cannot be
adjustable at engine. Thus, there is limit to choose between efficiency and load

expansion.

Recently, Miller cycle, which has the longer expansion stroke than the
compression stroke, has become common technology in order to improve the

fuel consumption. Miller cycle of the past was implemented through a complex
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mechanical structure design, but is now simply controllable through valve
timing control technology via an early intake valve close timing (EIVC) or late
intake valve close timing (LIVC). EIVC or LIVC strategies reduce the intake
charging air-fuel mixture mass and the pressure at start of combustion (SOC).

Finally, it results in adjusting the effective CR.

Therefore, the objective of this research is to achieve high thermal
efficiency compared to diesel engine under low load operation and high load
expansion with LIVC strategy which can reduce the combustion reactivity

through the low effective CR toward high load operation.
Research process were as following;

1) Dual-fuel PCI experiments with geometric CR 14 and 15 were
conducted to find which CR has higher thermal efficiency than diesel
engine at 1,500 rpm, gIMEP 5.2 bar.

2) Dual-fuel PCI high load operation with various effective CR were

done to investigate proper effective CR which can expand gIMEP

while maintaining the thermal efficiency.
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Chapter 2. Experimental Apparatus

2.1 Experimental Setup

A single cylinder diesel engine based on EURO 6 standard was used for
this work. Detailed engine specifications are shown in Figure 2.1.1 and Table
2.1.1. The diesel fuel can be directly injected as 450 bar with a BOSCH
solenoid injector which can pressurize up to 1,800 bar with a common rail
system. Two solenoid gasoline injectors were installed at intake port. The
pressurized gasoline fuel as 6 bar was injected into the cylinder with fresh air
and cooled EGR. The air and EGR were boosted by a supercharger and then
cooled by intercooler. So, the temperature of fresh air-EGR mixture was kept
around 27-30C. The boosted intake pressure was determined based on EURO
6 diesel engine operating condition. The fuel flowrates were measured by
OVAL Altimass CA001, Coriolis type flowmeter, for each diesel and gasoline.
The temperature of engine oil and coolant was maintained at 85°C. The
geometric CR can be changed by installing shim plate between cylinder block
and cylinder head. For this experiment, geometric CR 14 and 15 were adopted.
Piston bowl geometry was bathtub shape. Most studies have shown that the
bathtub shape piston geometry contributes to the improvement of thermal
efficiency due to low heat loss by reducing the inside surface area of the
combustion chamber. The concentration of carbon monoxide (CO), carbon
dioxide (CO,), oxygen (0O,), nitrogen oxide (NOx) and total-hydrocarbon
(THC) were measured at a HORIBA, MEXA 7100DEGR, an exhaust gas
analyzer. The soot was measured by AVL, 415S, a smoke-meter. The

schematic diagram of experimental apparatus is shown in Figure 2.1.2.
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Figure 2.1.1 Dual-fuel Single Cylinder Engine
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Table 2.1.1 Engine specifications

Engine type
Displacement (cc)

Bore xStroke (mm)
Connecting rod (mm)
Compression ratio (-)
IVO/IVC (Without LIVC)
EVO/EVC

Diesel injection system
Injection pressure (bar)

No. of injector
nozzle holes

Cone angle (deg)

Single cylinder (four-stroke)
395
77.2x84.5
140
14/15
BTDC 8°/ ABDC 36°
BBDC 46° /ATDC 4°
Solenoid injector

450

149

15
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Figure 2.1.2 Schematic diagram of experimental apparatus
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Table 2.1.2 Specifications of dynamometer

Item Specification
Manufacturer DAVID McClure LIMITED
Model G-Cussons
Capacity 37 KW
Type DC
Max. rpm 7,000
Cooling type Air cooling
Weight 396 kg
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Table 2.1.3 Specifications of fuel flowmeter

Item Specification
Manufacturer OVAL
Measurement principle Coriolis Type
Model CA001
Range of flow amount (kg/h / max) 0~9
Range of flow amount (kg/h / min) 0~0.45
Maximum allowed pressure 15
(MPa at 20C)
Measurement uncertainty (%) <0.2
Operating temperature (°C) -200 ~ +200
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Table 2.1.4 Specifications of combustion analyzer

Item Specification
Manufacturer Kistler
Model Kibox to go 2893
Channels 8
Sample rate (MHz) 2.5
The minimum pulse duration (us) 3.2

Uncertainty (ms)

Resolution of measurement data

(kHz and °CA)

Approximately 1 (<<1 cycle)

312.5/0.1
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2.2 Fuel properties and substitution rate of dual-fuel

Diesel and gasoline fuel were used in this experiment and properties of

fuel are presented in Table 2.2.1. The substitution rate of fuel in dual-fuel

combustion is calculated by considering low heating value (LHV) as shown in

equation (1).

mgasoline*LHVgasoline

Xgasoline (%) =

Table 2.2.1 Properties of diesel and gasoline

mdiesel*LHVdiesel_mgasoline*LHVgasoline

Properties Diesel Gasoline
Chemical formula CH 0« CiHaox
Density (g/cm’) 0.831 0.724
Low heating value (MJ/kg) 42.5 42.8
Cetane/Octane number 54 (CN) 91 (RON)
é{u)to-i gnition temperature 483 520-553
Stoichiometric ratio of AF 14.6 145

(wt.%)
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2.3 Experimental Condition

In this study, the dual-fuel combustion was optimized with the various
combustion control parameters, such as fuel proportion rate between diesel and
gasoline, diesel injection timing and cooled LP-EGR rate. Firstly, the effects of

these parameters were studied.

To investigate fuel substitution effect, the experiment was conducted from
0% gasoline fuel (=100% diesel ratio) to the maximum amount of gasoline that
can be ignited with stable combustion. As gasoline increases, diesel proportion
is reduced followed by Eq (1). And the experiment of diesel injection timing
(DIT) was proceeded under dual-fuel combustion condition to study the effect
of diesel injection timing as a trigger of auto-ignition on combustion control. In
this case, the high level of emissions and high pressure rise rate (PRR) could
be occurred due to absence of EGR supplied. So, supplying EGR was
considered to be necessary to obtain maximum efficiency through optimization
of the dual-fuel combustion such as shifting combustion phase, reducing PRR

and control of emission level.

To find the high thermal efficiency than diesel engine under low load
operation, dual-fuel PCI experiments with geometric CR 14 and 15 were
conducted at 1,500 rpm, gIMEP 5.2 bar. Then, the high load expansion
experiment was carried out by applying the LIVC strategy on the geometric
CR determined in the low load operation experiment. The engine-out emission

of dual-fuel PCI should meet the constraints listed in Table 2.2.2.
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Table 2.2.2 Emission constraints

. .. mPRR o NOx Soot

Operating Condition [bar/deg] CoV of IMEP [%] [ppm] [FSN]

Low load 5

(1,500 rpm/
gIMEP 5.2 bar)
3 40 0.2

High load 10
(1,500 & 1,750 rpm/

full load)
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2.4 Variable Valve Actuation System and effective CR

Engine technology has made remarkable progress and a variety of
technologies have been focused for efficiency improvement, fuel injection
method, engine downsizing with turbocharger and the next generation engine
such as HCCI, PCCI, RCCI. Variable valve actuation system is one of the
important roles as the key technology that benefits both the performance and

emission reduction.

The state-of-the-art VVA system is continuous variable valve duration
(CVVD) system. It can control the valve opening duration so that it performs
the role of continuous variable valve timing (CVVT) and continuous variable
valve lift (CVVL) [21].

The key principle of CVVD system is to use eccentricity. The dis-
assembly drawing of CVVD is on Figure 2.4.1. In case cam shaft is rotated,
cam shaft slot on cam shaft is rotated and in order of roller, cam slot and cam
are rotated. In the view of cam knob, it is rotated by cam slot. The fixed point
is cam knob center and cam slot can be shift upward and downward during
rotation. If cam slot is close from cam shaft center, the distance for rotation is
shorter so that duration will be decreased. On the other hand, cam slot is far
from the shaft center, the distance for rotation is long situation which makes

duration increased [22].
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Figure 2.4.2 CVVD installation on dual-fuel single cylinder engine
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Figure 2.4.2 shows installed CVVD system which was supported by
Hyundai Motor Company. CVVD system on dual-fuel single cylinder engine
can retard the intake valve close timing by 60° with fixed intake valve open
timing such as Figure 2.4.3. If the intake valve close timing is delayed, the
duration of opening in the compression stoke increases. It causes reduced
effective CR. Figure 2.4.4 shows the cylinder peak pressure at firing TDC

along the LIVC cases. The calculated effective CR according to LIVC cases is
shown in Table 2.4.1.

<Intake valve profile>

A Intake valve open timing = const.

Late intake Valve Close
—
£ A
|
4
2
S E
2 o
= E
£ 8
v |-
® KRR N
Gas exchange BDC
TDC

Crank angle[deg]

Figure 2.4.3 Intake valve profile with CVVD
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Figure 2.4.4 Cylinder peak pressure at firing TDC along the LIVC cases

Table 2.4.1 Calculated effective CR according to LIVC cases

IVC timing > LIVC 15 LIVC 30 LIVC 45 LIVC 50 LIVC 60
15.0 14.1 12.7 11.1 10.6 9.3

Effective Cr :
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Chapter 3. Experimental Results and Discussion

3.1 Optimization of Dual-fuel PCI combustion

This section introduced the optimization strategy of dual-fuel PCI and
studied about the effects of control factors, gasoline substitution rate, DIT and
EGR rate.

To optimize the dual-fuel PCI combustion, gasoline substitution rate was
increased as first step while maintain target gIMEP. At that time, soot emission
is over 0.2FSN. Thus, DIT should be advanced to decrease soot emission and
achieve the maximum thermal efficiency with same amount of fuel injections.
Once gIMEP approached target value with gasoline injection and advanced
DIT, MFB 50 should be controlled for the best thermal efficiency point such as
6~15° CA ATDC and NOx emission is needed to satisfy the constraint, 40ppm.
As a result, for the final step, EGR should be supplied until NOx meets 40ppm.
During the final step, EGR makes the combustion reactivity weaker so that
MFB 50 may be retarded again. So, the combustion optimization should
proceed by minor tuning the gasoline substitution rate and DIT adjustment.
Based on this process, it can be possible to find the dual-fuel PCI combustion
point which shows the best thermal efficiency while satisfying the all
constraints listed in Table 2.2.2. The schematic diagram of dual-fuel PCI

combustion process is described in Figure 3.1.1.
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Figure 3.1.1 Schematic diagram of optimization process for Dual-fuel PCI combustion [19]



Gasoline substitution rate is one of the representative control factors on
dual-fuel combustion. Figure 3.1.2 shows the cylinder pressure and heat
release rate according to gasoline substitution rate at 1,500 rpm, gIMEP 5.2 bar.
The cylinder pressure graph was retarded by increasing gasoline proportion. At
that time, gIMEP increased since the combustion phase was retarded after
TDC. This retard of combustion phase is due to the low reactivity fuel,
gasoline, reduces the auto-ignition tendency of air-fuel mixture. With high
ratio of diesel injection rate, the shape of cylinder pressure and heat release rate
is sharp due to spontaneous auto-ignition triggered by multiple local rich diesel
fuel around TDC. However, the gradient of heat release rate becomes lower
along the diesel ratio decreased. In this case, the ignition sources from diesel
local rich areas in premixed mixture are gradually reduced. Since then, auto-
ignition at somewhere of highly premixed mixture by the increased pressure
and temperature made by the compression stroke becomes fundamental
ignition sources and it causes combustion of rest of fuel as flame propagation
[20]. That is, the fundamental dual-fuel combustion mode depends on the fuel
ratios between diesel and gasoline. Thus, substitution rate of dual-fuel was

considered as a major control factor in this study.
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at 1,500 rpm, gIMEP 5.2 bar
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Also, DIT is another major control factor. Figure 3.1.3 shows the cylinder
pressure and heat release rate in accordance with DIT. When DIT was
advanced from 11°CA BTDC to 26°CA BTDC, the combustion phase was
advanced until combustion mode transition point from diesel diffusion flame to
spontaneous auto-ignition in premixed air-fuel mixture by high temperature
and pressure in cylinder due to the compression stroke. When the combustion
mode changed with sufficient advanced DIT such as 31° CA BTDC, the
combustion phase begun to be retarded. Thus, it was used as an important
combustion control factor because the reactivity of combustion can be
controlled through the DIT. Also, sufficient advanced DIT around 20~25°CA
BTDC, highly premixed air-fuel mixture for overall lean equivalence ratio

condition is effective to reduce NOx and soot emissions.

Normally, supplying EGR makes the initial combustion reactivity
decreased. It leads to longer 1.D. so that maximum cylinder pressure and heat
release rate decreased such as Figure 3.1.4. This cause and effect relationship
are also applied to dual-fuel PCI combustion. As a result, the proper supply of
EGR is a control factor that contributes to securing mPRR through reduction of
combustion reactivity toward high load operation as well as reduction of NOx

and soot emissions.
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3.2 Determination of optimal geometric CR for high

thermal efficiency under low load condition

In this section, Dual-fuel PCI experiments with geometric CR 14 and 15
were conducted to find proper CR based on thermal efficiency under low load
operation, 1,500 rpm, gIMEP 5.2 bar. As mentioned in “1.4 Research
Motivation and Objective”, SNU-Automotive laboratory has found that low
geometric CR has potential to expand high load limit, however, it shows lower
thermal efficiency than high geometric CR, especially under low load
operation. Thus, it was necessary to find the lowest geometric CR among
various CR that shows higher thermal efficiency than diesel engine under low

load operation. The detailed operating conditions were listed in Table 3.2.1.

Figure 3.2.1 demonstrates gross indicated thermal efficiency (gITE)
comparison between geometric CR 14 and 15 at 1,500 rpm, gIMEP 5.2 bar.
The combustion phases on figure were optimized by controlling gasoline
substitution rate, DIT and EGR supply. Both combustion phases from
geometric CR 14 and 15 show very low level of NOx as each 28 ppm and 21
ppm, and soot emissions as each 0.016 FSN and 0.018 FSN. Based on gITE
and NOx, soot emissions, the fact that dual-fuel combustion enable high

thermal efficiency with near zero NOx and soot emissions can be assured.

As geometric CR increased, the combustion reactivity is better since high
in-cylinder pressure and temperature were obtained during the compression
stroke. It causes the high self-ignition characteristic from diesel area in
cylinder. Therefore, the higher geometric CR, the more DIT was advanced and
EGR rate was increased to control MFB 50 to where the point showing the
highest gITE. Because advanced DIT decreased diesel local equivalent ratio (@)

and increased EGR rate reduced the combustion reactivity. So, in geometric
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CR 15, DIT and EGR rate were 31° CA BTDC, 50% respectively, and 23° CA
BTDC, 46.4% in CR 14.

In geometric CR 15, MFB 50 was controlled at 5.3° CA ATDC. At that
time, the combustion shows the best gITE as 44.3%. In case of CR 14, MFB 50
was 11.3° CA ATDC. Relatively retarded MFB 50 of CR 14 was impossible to
be advanced due to the low combustion reactivity from lower CR. At that time,
the highest gITE was calculated as 41.4%. Base diesel engine of this
experiment shows 43.8% of gITE at 1,500 rpm, gIMEP 5.2 bar condition. That
is, gITE of CR 15 has higher thermal efficiency than diesel engine, however,
gITE of CR 14 was lower than CDC. As a result, geometric CR should be
determined as 15 based on high thermal efficiency compared to CDC under

low load operating condition.
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Table 3.2.1 Experimental conditions of determination of optimal geometric CR

Description Value
Engine speed [rpm] 1,500
gIMEP [bar] 5.2
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6
Compression ratio 14/15
Intake pressure [bar] 1.06
Engine oil & Coolant [°C] 85
NOx (target) [ppm] <40
Soot (target) [FSN] <0.2
mPRR (target) [bar/deg] <5
CoV of IMEP [%] <3
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3.3 High load expansion with reduced effective CR via

LIVC

The objective of this experiment is to expand the high load limit with
reduced effective CR via LIVC strategy. Based on the result from “3.2
Determination of optimal geometric CR for high thermal efficiency under low
load condition”, base geometric CR was selected as 15. For this engine, normal
intake valve opening/close timing were 8° CA BTDC and 36° CA ABDC.
With normal IVC/IVO timing, the effective CR shows 15 same as geometric
CR. The effective CR was able to be continuously lowered through LIVC. In
this experiment, LIVC 15, 30, 35, 45, 50 and 60 were applied, respectively, by
retarded unit of 15 degrees. At that time, volume based calculated effective CR

of each cases were listed in Table 2.4.1.

Table 2.4.1 Calculated effective CR according to LIVC cases

IVC timing > LIVC 15 LIVC 30 LIVC 45 LIVC 50 LIVC 60
15.0 14.1 12.7 11.1 10.6 9.3

Effective Cr :

Intake boost pressure was set as the same as the conventional diesel
engine. Thus, 1.9 bar was maintained at 1,500 rpm high load condition and 2.0
bar was set at 1,750 rpm high load condition.

High load optimization means the highest gIMEP that can be seen
satisfying mPRR and CoV at the applicable rpm so that combustion takes place
around lambda (A1) = 1. At high load operating condition, engine-out emissions
should also satisfy the constraints listed in Table 2.2.2 and the experiment

results were compared to the optimized points with the best gITE.
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The cylinder pressure and heat release rate graphs for dual-fuel PCI high
load experiments at 1,500 rpm with effective CR 15, 14.1 (LIVC 15 case) and
12.7 (LIVC 30 case) were demonstrated in Figure 3.3.1 and experimental

conditions were listed in Table 3.3.1.

The major constraint for dual-fuel PCI combustion toward high load
expansion is mPRR. To satisfy it, increasing EGR supply is unavoidable
because of too strong combustion stability that exceed the criteria of mPRR
and also control of MFB 50. In case of effective CR 15, normal IVC timing,
gIMEP showed 13.3 bar with 52% EGR rate. And EGR rate were able to
decrease 50.8%, 50% along to reduced effective CR 14.1, 12.7. As EGR rate
decreased, a strategy to expand the gIMEP by injecting additional fuel via
margin of lambda (1) was possible. There were three ways to inject additional

fuel as below.

1) Additional diesel injection with fixed or decreased gasoline injection
2) Additional injection of both fuels, diesel and gasoline

3) Additional gasoline injection with fixed or decreased diesel injection

Above three methods increased PRR, but showed a difference in the
operating strategy to meet under 10 bar/deg again. In the first method, as diesel
fuel increases, EGR rate must be increased due to increased combustion
reactivity. Although DIT advances to decrease diesel local equivalent ratio, it
was not effective due to combustion of premixed air-fuel mixture by
spontaneously diesel ignition. It resulted in loss of either gIMEP or gITE
compared to effective CR 15 because increased EGR decreases gIMEP or
advanced MFB 50 reduces gITE. With the second method, the countermeasure

and result were similar to the first method. However, the amount of pre-mixed
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air-fuel mixture and source of ignition, diesel, increases simultaneously,
resulting in a high EGR rate as the mPRR increases more significantly than the
first strategy. Therefore, both gIMEP and gITE tend to decrease. In case of
third method, the combustion reactivity was reduced due to decreased diesel
ratio. So, DIT should be retarded to increase diesel local equivalent ratio.
Although soot emission increased by retarded DIT, it was able to meet 0.2 FSN
until around 20° CA BTDC. Thus, additional gasoline injection was possible
without additional EGR supply. It resulted in increase of gIMEP while

maintaining gITE.

The combustion phases of effective CR 14.1 and 12.7 were accomplished
with above mentioned third strategy, decreased diesel fuel with retarded DIT.
The diesel ratios decreased from 22% to 16% with additional gasoline injection
and EGR tended to decrease. gIMEP also expanded from 13.3bar to in the
order of 14 bar and 14.7 bar. In the process of increasing gIMEP, gITE was
equal to or decreased by only 1% compared to the highest effective CR, 45.9%
even if MFB 50 was retarded from TDC. This is because the sum of the
increase amount of the expansion work and the decrease amount of the
compression work is greater than the work loss due to the cylinder peak
pressure drop as effective CR decrease. The amount of work in the area of P-V
diagram shown in Figure 3.3.2 demonstrated the total amount of work

increases. Thus, gIMEP can be increased while maintaining gITE.
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Table 3.3.1 Experimental conditions of high load expansion at 1,500 rpm — (1)

Description Value
Engine speed [rpm] 1,500
gIMEP [bar] Full load
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6

8° CABTDC/
IVO/IVC
36,51, 66 CAABDC

Geometric compression ratio 15
Effective compression ratio 15/14.1/12.7
Intake pressure [bar] 1.9
Engine oil & Coolant [°C] 85
NOx (target) [ppm] <40
Soot (target) [FSN] <0.2
mPRR (target) [bar/deg] <5
CoV of IMEP [%] <3
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Figure 3.3.3 shows the cylinder pressure and heat release rate with lower
than effective CR 12.7 such as 11.1, 10.6 by applying LIVC 45 and 50. The
detailed experimental conditions were listed in Table 3.3.2. If the effective CR
is lower than 12.7 by further delaying the IVC timing, gIMEP can be increased,
however, gITE tended to decreased due to too low combustion reactivity. At
that time, even additional diesel injection was happened with retarded DIT to
enhance the combustion stability, it was not able to compensate gITE. Too low
combustion reactivity leaded to MFB 50 delayed such as 12.9° CA ATDC,
14.1° CA ATDC. In case of effective CR 10.6, soot emission was measured
about 0.132 FSN due to maximum DIT retard limit. Therefore, the effective
CR for increasing gIMEP while maintaining gITE at full load condition of the
dual-fuel PCI shall be maintained around 12.7.
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Table 3.3.2 Experimental conditions of high load expansion at 1,500 rpm — (2)

Description Value
Engine speed [rpm] 1,500
gIMEP [bar] Full load
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6

8° CABTDC/
IVO/IVC
66, 81, 86 CAABDC

Geometric compression ratio 15
Effective compression ratio 12.7/11.1/10.6
Intake pressure [bar] 1.9
Engine oil & Coolant [°C] 85
NOx (target) [ppm] <40
Soot (target) [FSN] <0.2
mPRR (target) [bar/deg] <5
CoV of IMEP [%] <3
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Based on the experiment results from high load expansion at 1,500 rpm,
the effects of certain effective CR, 15, 12.2, 9.3 were investigated at 1,750 rpm.
The cylinder pressure and heat release rate were demonstrated in Figure 3.3.4
at 1,750 rpm, full load condition and Table 3.3.3 listed the detailed

experimental conditions.

The trends at 1,500 rpm, full load condition showed the same trends at
1,750 rpm. The most effective combustion appearance was when the effective
CR was around 12.7 at 1,500 rpm, high load condition, and as a result of
applying the effective compression ratio 12.2 at 1,750 rpm, gIMEP effectively
increased from 14.5 bar to 15.4 bar while maintaining equal gITE, 46.5%.
However, increase in gIMEP was not higher than 1,500 rpm experiment. It
indicates that an additional experiment is necessary to find optimal effective
CR for this positive effect. If the effective CR was further reduced, gIMEP can
be increased about 0.6 bar but gITE tended to decreased from 46.5% to 44.6%
even diesel ratio was increased with retarded DIT until maximum DIT retard

limit based on soot constraint.
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Table 3.3.3 Experimental conditions of high load expansion at 1,750 rpm

Description Value
Engine speed [rpm] 1,750
gIMEP [bar] Full load
Diesel injection pressure [bar] 450
Gasoline Injection pressure [bar] 6
8° CABTDC/

IVO/IVC

Geometric compression ratio

Effective compression ratio

Intake pressure [bar]

Engine oil & Coolant [°C]

NOx (target) [ppm]

Soot (target) [FSN]

mPRR (target) [bar/deg]

CoV of IMEP [%]

36, 71,96 CAABDC

15

15/122/93

2.0

85

<40

<5

<3
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Chapter 4. Conclusions

In this research, high load expansion strategy by changing effective
compression ratio was introduced on gasoline-diesel dual-fuel premixed
compression ignition combustion. The effective CR was changed via late
intake valve close timing (LIVC) strategy by using intake variable valve

actuation (VVA) system.

For optimization of dual-fuel PCI, 1) gasoline-diesel substitution rate, 2)
diesel injection timing (DIT) and 3) supplying EGR were applied as
combustion control factors. The optimized combustion phase should satisfy the
constraints listed in Table 2.2.2 regarding the engine-out exhaust emissions
and mPRR. Among them, the data with the best thermal efficiency were used

to compare the results of the experiments.

Firstly, dual-fuel PCI under low load operation was conducted with
geometric CR 14 and 15 to find the lowest CR that shows higher thermal
efficiency than diesel engine. The results show that dual-fuel PCI enable high
thermal efficiency with near zero NOx and soot emissions. As geometric CR
increased, EGR rate had to be increased to reduce the combustion reactivity
and advanced DIT was effective. Advanced DIT decreased diesel local
equivalent ratio which can reduce self-ignite ability of diesel. Both gITE from
geometric CR 14 and 15 show high value as each 41.4% and 44.3%,
respectively at 1,500 rpm, gIMEP 5.2 bar condition. At this time, gITE of
corresponding EURO 6 diesel engine was 43.8%. Based on gITE under low

load operating condition, geometric CR was selected as 15.

As the second part of the research, high load expansion experiments with

various reduced effective CR via LIVC strategy were proceeded. For the
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experiment engine, the effective CR can be adjustable from 15 to 9.3
continuously. At 1,500 rpm, high load expansion experiment was conducted
with effective CR 15, 14.1, 12.7, 11.1 and 10.6 cases. As the effective CR
decreases, EGR rate can be reduced as mPRR decreases. It allows to inject
additional gasoline fuel via margin of lambda (1). And DIT was retarded to
cover the combustion reactivity degradation by reduced effective CR. Also,
diesel substitution was able to decreased because of a high diesel local
equivalent ratio. Until effective CR 12.7 from 15, gIMEP was increase from
13.3 bar to 14 bar with the same gITE as 46%. This positive phenomenon was
possible because the sum of the increase amount of the expansion work and the
decrease amount of the compression work is greater than the work loss due to
the cylinder peak pressure drop as the effective CR decrease. At too low the
effective CR such as 11.1 and 10.6 cases, however, it was impossible to cover
the low combustion reactivity by retarded DIT and increased diesel
substitution rate. Even gIMEP can be increased due to allowable mPRR, gITE
tends to decrease for these cases. Based on the results from 1,500 rpm, high
load expansion experiments, certain effective CR were applied to 1,750 rpm.
At 1,750 rpm, gIMEP also has been increased with equivalent gITE until a
certain effective CR around 12.2. However, if effective CR was further
reduced such as 9.3, gIMEP can be increased but gITE was decreased as same
as the results of 1,500 rpm experiment. At 1,750 rpm, high load expansion
experiment, gIMEP and gITE were increased from 14.5 bar, 46.9% to 15.4 bar,
46.5%.

Figure 4.1.1 demonstrated the overall gITE map according to rpm and
gIMEP. By changing the effective CR, gIMEP can be increased about 10.5% at
1,500 rpm and 6.2% at 1,750 rpm while only 1% drop of gITE.
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In this study, the results of applying geometric CR which shows higher
gITE than diesel engine under low load operating condition of dual-fuel PCI
were derived, and also expanding the high load limit by reducing effective CR
via LIVC strategy was achieved. This research can contribute to the load
expansion which is the main disadvantage of dual-fuel PCI as the next

generation advanced combustion system.
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