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ABSTRACT

ABSTRACT

Internal Combustion(IC) engines are strongly demanded to improve thermal efficiency and
reduce damage to the environment. Nowadays, two kinds of engine, Spark Ignition (SI) engine and
Diesel engine have become popular and widespread. However it is difficult to improve thermal
efficiency and reduce exhaust gas emissions at the same time. Gasoline homogeneous charge
compression ignition (HCCI) engines have a possibility to chieve both high thermal efficiency and
low exhaust emissions. Therefore, HCCI combustion is investigated extensively for practical use.
HCCI operation may be an alternative to the throttled SI engine so that engine thermal efficiency
increases drastically. However, to realize the HCCI operation in a production engine, several issues
remain to be addressed. One of the most difficult technical challenges is to extend the limitation of
operational load range. This thesis focuses on an operational range extension (high and low load) of
a gasoline HCCI engine.

In high load operation, it is necessary to increase the power while maintaining conditions such
as low pressure-rise-rate (dP/dO.,,) and NOx emission. Whereas, in low load operation,
improvement of combustion stability is required. In order to solve these problems, supercharge, EGR
dilution, thermal stratification, direct injection, spark assisting, and many other effective techniques
were exmamined by numerous researchers

The objective of this research is to evaluate the effectiveness of the original blowdown
Supercharge (BDSC) system and several techniques on the operational HCCI range. Firstly, the
impact of thermal stratification was investigated. Thermal stratification becomes a key technique
through this study. In order to generate strong thermal stratification in the cylinder, EGR guide is
used to control mixing between the intake air-fuel mixture and the high temperature EGR gas
recharged through the exhaust port. Using the proposed BDSC with EGR guide system, HCCI high
load limit was successfully extended. The other techniques, Direct Injection, Supercharge, and Spark
Assisting, was carried out.

The second section describes the effect of thermal and fuel concentration stratification on the
performance of HCCI engine. As a first part, the performance of the BDSC system was investigated.
The experimental results showed that the HCCI operation at 523 kPa in IMEPnet with very low NOx
emissions could be realized using the BDSC system. Next, in order to generate a strong thermal
stratification inside the cylinder, mixing between the fresh air-fuel mixture and high temperature
EGR gas is reduced by using “EGR guide”. The EGR guides consist of a half-circular part attached
on the edge of the exhaust port and the piston head. The geometry of the EGR guides is optimized by
using 3-D numerical simulations. As a results, in-cylinder thermal stratification avoid an increase in
the rate of in-cylinder pressure rise as well as an increase in the NOx emission due to the relatively

slow heat release and low combustion temperature. The high load HCCI operational limit was



ABSTRACT

successfully extended. HCCI operation at 580 kPa in IMEPnet was achieved. Additionally, the effect
of in-cylinder fuel distribution on HCCI operational range was investigated from both experimental
and numerical method. The numerical results showed that a spatially uniform fuel distribution
decreases the pressure rise rate with a strong thermal stratification. The experimental results showed
that the HCCI operational robustness at the high load HCCI opearation was successfully improved.
However, high load HCCI operational limit was hardly extended. To improve ignition stability at los
load operation, locally high fuel concentration area was generated. COV of IMEP was slightly
improved.

The third section describes the effect of compression ratio on both the HCCI operational range
and thermal efficiency. Two different compression ratios of 12 and 14 were tested by replacing the
piston. The experimental results showed that the HCCI operational limit and the fuel consumption at
the low load operation were successfully improved by increasing compression ratio. On the other
hand, high load operational limit was hardly affected by compression ratio. Also, it was found that
the BDSC HCCI engine with higher compression ratio improves thermal efficiency of the whole
HCCI operation range.

The fourth section describes the evaluation of the performance of an external boosted HCCI
gasoline engine with BDSC system. The intake pressure and temperature were varied as
experimental parameters. The highest load in this study was 935 kPa in IMEPgross at the condition
of 200 kPa in intake pressure and 32 °C in intake temperature. The maximum load of externally
boosted BDSC HCCI engine can be achieved comparable to the full load of conventional naturally

aspirated SI engine.
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ELT, HEIEORE INETHNDS. 20D 2005 FE05 2008 0 3 FERMIZEBVT, OECD
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Figure 1.1 Average new passenger LDV tested fuel economy by country/region, 1990-2011

BEABEAONBRERE L T4 A br—r Lo DU RES HVWLRTEY, X
TERAREO)T VT 4 =BT DA KRIEND. 2D 2 FEO K & 7258 T, BREE -
iEA Fa— 27 (TN H D, FHENDOT DA OWNTORMEEICONWTE LD T
W<,

a) KAEm KT 3 2 (Spark Ignition Engine)

KA K(SE: Spark Ignition) ™= > 27 %, ATBKRB G R 2 EBKKIEIZ LV kL, KRIERE
RBEIC L0 b p L F— 2 B L — (B LS AF L LTIV LTS, ST =
U OBREE - IIEA v u—27 OFAEY A 7 VR4 b —H A 7 /L (Otto cycle) TH D, A b
~ﬁ47w@ﬁ¢ﬁi VXIEME L & 20T, Xiwﬂﬁx%%%T_kf%é.bﬂbf
i b & @ O TG A IXENREN &2 L5/ v F o VBRI K D, BRI RSCER e Y
/E%%%<t ﬁh?@ﬁ%%im~u&ﬁ WK%MTW6 FloHEE A RE L
ERAY SIS %*4&1’?@737\0)%@5;&[:1'355 GIF ZR&ELTHZETHDH. DFVEREHT
XL THAE®EE X @im'?Dﬁ" ETHBEWARES EDHZENHEED. LrL ST v
X KRAZERIC L DRBED T DITIR AR DK RIBHED FIRANRH Y, ZU kY GF KD
FRADBPRESIND. ZOMIZ, 4 A hr—27 HOBREE - BRITRZ RO o2 B & 72
ALSERE? =0 ﬁ&f@ﬁ®ﬁ$$@ﬁﬁTé ETYH, TV UOMERE EEKD Z LR
TE 5. Rl U7z X 5 ISR RARIERI S AR RERE) Z HIAE 9 5 BRI RIRF I A ZE 5
BHHIETLIMLER DD, I i@ébéé@&% oA G /=579 | el Q) e SR/

5



p={{113
i

B1E

SEY A FEENED L, AMMEWEE Z0EKIIREL 2D, £2, EEOSI=
VYU BW TN R ERRBE L 13 6T, b ORRERRIE I REE L 72 D T2 DI REHE
KMHAE UHREVIR L 0 BhRME T 5.

SI = DU b DAEYEN A1 CO R HC, NOx 3d 578, k& e 2L EimiEa
THEEAT 5 2 LT, ool L0 HIRPBESIC IO HEN A& 9%, EEH T 52 b
MTED.

b) 7 1 —E/Lx= > ¥ (Diesel Engine)

BAEOHBHEMT ¢ — BB TIE, BBEO L2 ITERERE L, BREDOH L2
DEFEBMEZTED, AT A 7V TRDOINDS. ATV A 7 )L OHGEEEERITRE
(12)TEDbEND.

_ 41 p*a-1 _ 41
Men =1 gh—1 [(/’l—l)+}c/1(p—1)] =1 g1 * A (1.1)

::sz%ﬁ%E@%%%ﬁwm,Azﬁwﬁﬁﬁﬁﬁ&ﬁﬁﬁﬁ%@ﬁuﬁ%m%ﬁb

(I.DORE V0 d X212, BT A 7 VOB EREGhRIZA v b—HV A 7 VOB GHEZNE
D2HEBIZAZFRLIEME/ZS>TWS, A FOELL « &, I p, JE/ BRI AT
WTNHEDMEITFHIZ I UL ETHDZ &0, WIZAZ1 THDH. DEVHARTHA 7T
Ay =Y A TV LR & BRI F CHEEICIE, Ay h—% A 7 L OB L LRl D
ZEMBRNWZ L ERLTWDS., YA 7B E 5 2 DZERICEERBEORIG M 2 512N
THERMETT D2 e8NS, LL, T4 —BLZy VRIS TH D 2 &
b, &y b= A 7NV ThHD LD REMLOHELLIC LD HIFRITE. F/o4dy b—H A
I VT AR THEPBAET 57012, TORBRT —BLZ U VU OIEBR
BNERIT ST = 2 U, 15~ 20%FEE E < e > TN D,

PEBORBE T RITBIRE TIZA Y v RZWVRBEL KN TH D0, oV rmnbiiishn
LHEERPET AOUIIGRER H L. T4 —E Lo P T, AEimAREEIC b -
TUE L A E2EMRE TRRBE L TV 572012, HERH D CO IZELEAY D 7203, SEERBE L
U 72 JRFT AN RBRIR B2 203 i ORI 2> & NOx SPfohi-(PM: Particulate Matter), fR{EIKFE A
PEHENS. ST =P 0D K H I =l ©—FERE LS k3, BipkSy & & IR ILER DS 24
Fried., T4—BLTr P U IERII LD DI E E R REIE SR > AT A L HER O
JVEREEE N EE L 72 B 72, HMECEMIZ/R > TLEIONEETHS.

o) TIRAEMH A& KBS/~ v

BT~ X ) ICHBYEHNAEEIIC I, MUR L7227 U — 2 dE & RERE R ) L
DWNLDRD B TND . SI T D (RKRARTERBE) TIE, 7 ) — o R AR Lo E £
HREN LS ZERRETH Y, 74 —Bm DU (GEBIRNE) I E R A AR L7 %
FHRDOEAL DD Z ENFRE L 72> TS, ZO 2D T ¥ 2 (BRBE) D RFT & [N

6



3

B1E
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1. 3 TRAEMBECEKRT VYV OMIEEIN

1. 3. 1 TIRAEME & KEIROFEH

AHFFETIL, WEROT YV =D OBREHNEEFR EE2FERTHFEELT, VY
YHCCI = P AT DOWTHHR L. @WBREHEE MR & NOx, PM B & 0D K 72 Hill sk
DML AIREZR T Y U HCCl = ¥ OFEMbZ B L, £ O AR Tt Tn
5. UT LY 2 ETITIThLTE 2 BERA et 9E )b HCCL = > ¥ BRI~ DO % 7~
LTun<.

HCCI = ¥ UHFFEIE, 1979 FEDRIE HIZ L » TIThN -2 A v —7 = DU 2BiT 5
A GHEEE ORI R & RIRIRAKFE DR E B E LRIcimz 2+ 507, K
Xy L2 —FHANE2 2 e —r 2D ORESED—>TH A run on” BRI EH L,
LEDOBEHIALEA N OB L s TIREKDVHOE KT 584 % ATAC (Active
Thermo-Atmosphere Combustion)fABE & FEA TS, £ =2 U — L Ui L0 RN O Ak
ATV, RBETZREDSIER D KAE MK L 1T EIR Y, FNOZ R TREEL TV AT 2812
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(2 H HCCILRBEDELRE D 7= 5512, HCCI BRBE D FEA 22 ORI IR O3 T & D I
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B1E

K OVPM OHEH AR A H B9 HCCHRBEZ W TW 5. @i D7 4 —T )L P TORR
BHENEREH & B2 0 FAER KD & RHNTERBIEST L&A XKENZ 010k > TER E DR
AEMET D ZETTRAEER > TS, BIlO X 9 7@ s ke 2 RS L C,
Ho%E KB Z IR0, HERAGH L TRKISEG T 5 7 —/v N EGR(Exhaust
Gas Recirculation)|Z KV BEBRREA K T I ETTFRAREZEZIL L TWE., T 4—E L
HCCI #RBETIX, TIRAMIMAZK DKL CTERERE)—TIRASIZITE > TR\, PCCI
PRBE EIFONEWEERI LTV D,

AU RO KR ITA 300 °C T, D 250°C 1AL EmVy. £ D7 B
TIRERIBEZ T V) OB/ KBEETEOHDI21E, OEMLE BT 5, @EHoIH
REZ LT 5, QEMUMIENZ BT 5, OIRER[ADHELE LT 2 ENNETHD.
WMAZERE e —F—IC LD ML CRARDEE 2@ D54, 2o Yy Bhichn s
b — X —DOHBEEBENINRE L 72D 7290I2, HCCLHREEIZ X 2B H OB R EFTHH L T
LE 9 7ZOFEMAMTIERY. @Ml L - TREAKOIRE Z A& KIBEE THED
H1DIZIE, JEMEEZFEFICRE S @mOLILERH Y, KIESKERZ AT 256121
%L OWEENFAET D, 29 LEEFHEOHF T, EGR A A XV [EMEYIHIERE 2 & 5 51k
NEMAPTHD. BRI A Z Wz HCCI =P OFEMAEEIE LT, AiEO 0N Lz
AR #ABE(Activated Radical Combustion) 3261 541", ARBRBE2 A h o — 27 = P T,
2ANR—=7 VDT ANy b ThHOTEREATADL IIZEH L, BT AEEZEYIC
HfE4 % Z & T HCCI iz 2 EH L TS, 4 A —7 V2BV T, HCCI BRBE
ML CEMMELEEFIIRZICEVWONBIRTH 5. MBIR RO T Y ) oz
> % T HCC &R 2 EHL4 2 EHRY e Fik L LT, Willand b I3HEXFR AR 2 4 <
B TREOERTAZFHNICHALAD L FREREL VDY, SR V7% B LY
LN U TRIPICHER T A 2788 &8, % ZICHR LB 2 W N9 % Z & T HCCI JRBE ]
R EIRRESEDER SIS, WK ANV T 2 A4 I 713 BRI LU TR # 4 2
T, WK AR CREERE S DL TR U TV A IR A A L5 2 & TREA
DFEE T A B AR UIRAEKIREAHIET 5. £, PAUCADTIRE A A ~f& N B
BHE S (DI Direct Injection) 32 Z & 12 K o CTHAMgwlZ 31T 2 IRA SR E 2 25k &8 C, HCCI
PREERFOHIBEIN ARECTH D Z L 2R LT D . ZOHRR V7 R 2 L CRE Y
A& TRPNICEA CiA) 5 5 00%, Z 0k o HCCL iElin s EH$ 5 ks LTE L OIS 1 ER
HALTEY, ADF—/3—F v 7 (NVO: Negative Valve Overlap) T & FEEINL TS, 2D
NVO HALISMZ  HCCI iEfiE 2 EBLT D44 R GIEPREINTEY, 0L I A VT
HAILTHTIRLIEZLDTHD. Wolters HILEM VT ZHE LT-FERHZ V2 H
W, A2 R FEOEWS HCCL = ¥ U RREIC G 2 D B ISV TIH~ T 5P, LUIF
DK 1.2 12 Wolters & DAFZE THEE &z HCCL iE#is %2 KT 2 FIEOASVT XA IV Tk
R ST EA I TIZE D EGREAFELZRKINT 5L, SR 7 2 BlcPl U CfE
NIZ EGR W A %789 ik &, — /MR AR — MCHEE SR D A &2 8 AT 5 HIEIC
FTHD. HEHIENVO &AW A (X H Late Exhaust Port EGR)D 2 DD FIEITDUNT
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i

TUVUHREE I L TR Y, ZOME NVO TIERINEERAROBEZ & FEOI &N
TE D72 DIRAMEIRRER DA<, PR A TITRE KU DR R K - TRRBED 718
L LRARBANRENZ L AR LTS, BIED HCCIAFZEIZIBW T, HCCI s % EH3
5H51EE LTIENVO FRBEL AV BTV 5. HCCI iR % Al 6E & 95 fAFRAY7Z2 NVO 157
N EPER W NERZ B LA, VU v ST =2 Uy CEGNSR ML T 2 KA far fiElk
IZHB VT, NVO &M L7z HCCI JEfE D J7 BMEARMBRR AN =0, BREHEE R DK
BENRDPRENE SN TNDLZENBZOND. ETEEITAEOREZ, T E TITA
CERLTHLHM Th D0 LAHOHERE T AEIEIC L - TEBTE L2 LR BRHND.
PER WAL XTI, BRIV T % 1 A 7 A2 2 BT 20X H Y, Z OV TH)
EZEBTEX D2EMANRE R ROBEN L IN TRV ELHERFE L TEZLND.

/ S Z \ Combustion Chamber EGR

EV vV
/ Early ExhaustPort EGR

EV Vv

ExhaustPort EGR
Partly Parallel with Intake
Late ExhaustPort EGR
(with dual EV Opening)
IV
S Intake Port EGR

BDC TDC BDC EV : ExhaustValve |V :Intake Valve

Source: P. Wolters et. al., "Controlled Auto Ignition
Combustion Process with an Electromechanical Valve Train”

Figure 1.2 Exhaust Gas Recirculation Methods'"”

1. 3. 2 HYVIUUPREEMACERT Y Y OERLA~BIT 7-5RE

HCCT iEifiz i@ 3 B> NOx HEHE OB 7B WS H sk 5 RBEHF X TH D Z &
5, EAICHT 2HEREWENTHD. Lo L HCCUBRBEZBE Lo = v ¥ v L REskk
BEZ WIS LT Y U R T 5 &, BRBEBLA & SR 2 BRI N KR E S BpoTnd. fiE
KD SI =2 ¥ TIRAUKREARNREERR D MU T THY, o7 4 —EBL= P TR
BHE SR K 0 RBEBI AR 2 RISk 5. Loy L7e23 S HCCL = > ¥ > Tlk, £ DK
(BRBEBR 46 IR 3 REE & BR LA DAL SOSITARATF L T D . B BOE BE 13— R Akt D
L, RAXRDIRE, £, YRHELEVSEHOERNICL > TRESND. ZTDDH
ko YL Y, BOEKRIEOREARN I M LERH S, TV Y HCCI
TV OFEFUICHENT T AFZERE I, (1)HCCI EHaEPH oYL K, (2QHCCI sl 0 5 K
HAHI 1 Bz OVRBERIE S A T L DOBFFE, (3)SI-HCCI JE#EE — R OY) 0 B 2 5l Oz 72 LI
NETDHZEMTE D,
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(1) HCCI i#EfizgtifH D fnK

H B O BREHE SR 2RI T 2 72 01213, @R HCCL IEiR 2 A\ ¥ L B iR
THEATLHZLENEEND. TP VAMIOVWTERTS L, A E LTSS
21, BAROBREHEENE L 2o TV 2DICAIB R = R L X — R ER KT 5. =
DRI 72 B O & KR & B ER-ORIERTToh v s, Sk 2L ¥ —HHIc
IIRNES ERRORENC LD = D UBRENRE R LTV ZOENEIE v ¥ 78K
BEICHRIL TRV, KR EN ERCENRII= VO ERLBEEZHL. —FHxv
VAR AR LTV HBE TR, BNIRE KOS OB TS KERH 23 & Hi1k
L, BBEORZEACORBERDPEHENPER L TCNEZ DRk~ EDRNBDL. =
VUBMEIZOWTIE, HEEKRHEEN EANRFECRER[EETH-oTEH, =Yl
JENEL LT A CRBED IR L 72 o Tc W R LZE LD 752 L1127, H A KRS
LES ER-omEE A, HCCL = v Ojflis al fEfiH A I ET 5 LW 5. HCCL —
YV OEMRIZIE, HCCI R Z W NI IAWEIT CRghi R A MR L7 £ EEBLTE 52000
BEREL 2D,

—i%EY72 HCCL EH] 1L TH 5 NVO Z V72854, Ao LRI R4 %) E (IMEP)
400 kPa FAFE T 5 = L N ST Hecl Eisanr FIRITAe 2 E /) FR(ED
EFF)RONOX FEHEOHKIC L > THIRE LS. ARWA SI =2 ¥ > O2A M IEHRRE
\ZIZ BB L% IMEP 1000 kPa F2fE/nZ MU LB TH D Z L 0nh, FEEx v VAl
D 30~40 % FE TOR LT IERHPH & 72> TV 5. X 1.3 12 NVO % v 7= HCCI s
WERmd. MoRENIT o mEE, M ER LA EBMEP) 2R LT A, K
DTy IR FEONEA 22 A L7 JC08 & — FORRBEEMO —Flz R L TW\5.
JCO8 &— R Tid= > ¥ AT 700 rpm 7> 5 3000 rpm DO#FPH T, =2 ¥ AL BMEP 0
kPa 725 700 kPa 85 DOFiPHZ L L CTZ L3005, JCO8 & — RO HFIFIZ R, 1EkE
iTiC & % HCCIL EHRFEFHILE O Y- FRE & 72> T 5. HCCL iEHE ERRA M CTIIRBEIC L 5
JET) BR-SR Rl KT 2 FIEA R Eh, HCCT s FERAM CIHIREXIBE O T
(ZRE D BN 2 4856 2 TIEAREEN D, HCCLEEEFEPA O 22 25K D012, 4
HiE#a<> Cooled EGR, IREXODOBE N, FNEHIES, A/ X—277 X h HCCL, [EfELL
DR, EEBREIOMER e Efkx e FIEMER SN TV D, ZHLIREIZ, HCCT s A fif il
FHPLRICEL D $AA 72 Z N E TORIEIC OV TR L TWNL.
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Figure 1.3 Time frequency of JCO8 mode and conventional HCCI operational area

HCCI 5#iis ERRART CITRBEIC L D M WES) EFR R O R BRI 2 K2 = & 28
HETHY, TORLADNNLRFEDO —ONRE[ADHRELHEC L TARELKELT
%5 Z LT B REHRITT B RPN EEN T R BOEIA DK E WOOREHEE 238 ) E E %
BEWZ KD IRE ERRIIRET 5720, SAMRREZRED D Z LN TE 5. Hyvonen b,
MAA— R —=F v — T % & 2 iifs HCCLIEEEMERE 2 FZBRAVICEHAI L, Z DR &2 VT
B —RF ¥ — V¥ IZ & Bl HCCT R ORRERE R IEREIC DV THEREIT> T 51,
ﬁ%iﬁ FERDIRINT, A= R—=Fx —VUx X —FRTF ¥ —Vx DL LW EE
WS B 0T, HAWS(NA: Naturally Aspirated)HCCI 35 (2 bb ~GEER i FH 2 5K
THZE 75’? LCW%. Scaringe %, HCCIEHARF D& KN Z IR AR ORI &
Jé%ﬂ/);%f“ LﬁEﬁau 10 °CA 12T BIES EIED 4 > OB OB TER L, BN EH=E
BRI TIR A R D BRBHEEE & 35 GBIV ORE IS B+ 5 2 & 2R LT 5", Dee 513K
ﬁ@ﬁﬁkmfﬂHaHﬁ%ﬁ@ﬁ&UHaj%%%@*526%@_omf%mﬁx~ﬂ
—F v =Ty AV ELAE T D 2O LT AP % 5138 & Cooled EGR O
MAADEICL > TEAMRAZRBOICIERNT 2 2 LN TE, -mBReET Tl
CAEKFIEMEE SN D T2 DICBFREAEDIIRNZEL L T A2 2R L TNWECD &

WA T IZB W TR IZ & 2 #4E(LTHR: Low Temperature Heat Release) & & {24
J&/E(HTHR: High Temperature Heat Release) D [FIIZ #2772 BV A DN HERR S 4, I B 13 2 D
/£ % ITHR (Intermed1ate—Temperature Heat Release) & FEA TN 5. LLED X 912, HCCI H#&
FREHR R DYLR D 72 DI ITBMAGEIT R IEH AR TH DL Z LoD, L LRBS
HCCI #RBET iﬁtf\?ml};“:ﬁ‘ﬁé%%i}ﬁ%ﬁﬂb‘fiﬁﬁ BN e DT R L F— MK <,
B —RF v — T v DR RRECNRI 2B AT L OREENFRETH 5. Johansson 5
%, NVO 2 DI &% —Rilf#az 2 = & ¢, HCCILEHR R Af 2Rk = L 2R L
TWDP, I EBICAERER(VGT) Y — R F ¥ —J ¥ EERET P %o 78
#6 HCCI — o ¥ OMERE & TN 2 Y AU - TR L, = ¥ U ElEEEL 2000rpm,
WeSRUE ) 180 kPa(abs.)DGAEIZ IV TAMTIRIITH 500 kPa Th o7z, = ¥ U [EEREN
1000 rpm 7> 5 3000 rpm DJRWEFEFIZIE > T, =¥ Afifa NA BRI~ 100 kPa 45
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B1E

RTEDHZELZFFELT. Andre DIFHBAA——F v —x &7 4 —EBLZ DU HO
=R F v =V v ZFHT DG AT A EREL, WG HCCl = Y U DRT v X L%
FHEL TSP, 2okt EHRTS4%4NE(BMEP) 650 kPa DA £ T HCCI EIETX 5 =
EERIFRELT. PLEOGEIC LY, MAEEIT A &40 LAE A IS E 25 2 & HCCI
IR AMIRR 2 RAICIER TE 5 Z AR E SN TV S,

ZOMIZ B R RGEFIZB N THES EARORBUZIE, BREEMHEOEALE, BRAED
ERBILNETH D, REMAEEZEALT S Z & T, B ERFEERE RBIHIX S 23,
FERFPALL E ORI A 7 V1D KT 6 0 & AR UIRBEZ EVE MK T4 5 @Y.
— 5T, BRAELEEIT DHFEE LT, REXDIRESMOBELINRATHL Z &
PRENTNEE) Sisberg H13, EINOIEEKREILABIEARE WEH ERRICE 25
AT OWTHUER & ERIICHE L TV AP, 2 U U FRNORASKITIREIEN 20K 725
30 K DIRENM AT 5 2 & T, BN ERFRPMERE U s AR R 2 IMEPg 524 kPa 725
695 kPa ~JLRKHISKE D = & & Sl EAFE %S (RCM: Rapid Compression Machine) % {# - T/ L C
WD, L L7 b, FEHEIZBW THEMAICE N ORE K[IRE O U2 F28L4 25 FZ A1
RPEPREINTORVORERTH S, EREMRBEILLIMNC G REHRE OBk
X o TR BFE A 2 FR1B LT D AFZE T TN 5 D). fRINIZ AR E e RN FE % T
R D 7 OICIT RN EEE R N7 FETH L. RNEEICL 3 RERAR E A/ —
77T TR D EKEETZFEZ O THIFENATHOIL TN H606D, 2 3—7 7 F i
HIZ DIIC K 0 IRBL 2 IS L RUKIC KD KRBT K » TREZ BT 5 2 & T, AU
k- THEE K ZHIET 2 2 LN TE S, £72, NVO L HNEEESF %2 08 THOY
52 EI RV IEFITARNAMN £ T HCCL #EIZA[RE L 72 D Z LA SN TVWAH02, Tk
NVO O FFERIZ IV CTEBEFRNITRB A 8535 2 & TREIR g =4, 2o
FEDEVEAEIZ L > TIRAKIBEZ mH 5 TETH 562963,

HCCI A BRI OBRBEZE E M A b K O3 a) LI @ ERE AL B 2h T 5 6965,
L7 L7223 & @ EME I ZE ) BRSO 572012, mARHERRECIXEM L2 T
T ERERE72D D, BEEAMICIE U TEMIEEZ L LT 2R Thil T s
663D, HCCI IHHAIZ & o> TRl 2 EMgtb A TET 2 2 L bl E LTHET NG, F£12,
EERA LIS U CH AR O B2 2B AR5 2 2 & T, JEWAMHFAIZIBWT
HCCI #Eiin % FHZH 3 5 AN STV 5. Stanglmaier HIXHEH K LEEWRIART A L&,
HAEKLGWT 7980 2 FEOBREZ AV, [KARER TORE L mAarBROS S
ZWNL L TWADHGY, Z DX I IZHKFENRE S BARLBEE0FHT o00981%, TV U~
TV HCCL RBEZiE A3 2098721 T, T4 —BL= o DU OTRARIEE L
THEAITON TS, HEHEKEOIRWRE 2 A LTZIREEICH 235 kMO @k
R RIS L CRBE S, LR OE K22 2 & TZiE To HCCI BRBEIZ I~
PREIRS EHR TE, FGKEHEIENES L5 A0 v FbdH 5. HCCI BKE S PCCI
RBED H I RRBETCH D Z D X H 7 a7 b o#kEEE RCCI(Reactivity Controlled
Compression Ignition) BREEFECR, BIE LA SN TNDH6Y, 2M 51, Zh TR
BHEE L LTHWTE 2 Y U O CEKIBETH 54 7 # AR OF KIEIETH
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5ﬁ&yﬁkwok%ﬂ%@ﬁ’%ﬁbk:ﬂ%%ﬁ%%wfi,ﬁaﬁkﬁ%kwiﬁ
—HEERE LT Y, HCCI EHAICHE L /2B G 2 A T\ H U0, Z oftllzd, Y
U R & W o TEBEfF DIRELZ T T, Y AF L= —FT V(DME), A& —, XX
> 72 EORIEREL 2 o 72 HCCT SEER OB 7 (2B 208 b AT T
7 (41)42)

(2) HCCI SEHARF D 25 K IR HIAE o ORBERIEE & 2 7 A OB

PRV UTIE, SI VU DRKRT 4 — BV U OPRENE S O IRF - )4 5
D 2 & CTRBEBIARF I LB SRR ET 5 2 LN TE 5. HCCI = > ¥ 2 TIRIRBERI 4A O I
XRNIREROIRESCE ), Y&k, ARES OEBERIC iofiméM5.¢f%§
BRI 2 RE ST 5 HEREECTHHIRAGXIEEL, BEEVPECL > TEHIT A2
kﬁ%b<,m&%m®%ﬁg#6%ﬂ#5%£ﬁ%é.it%kﬁ%ﬁﬁ@mﬁﬁéﬂ
ek, BAMTIIARRIEN EFRICLo T2 DU BE LY, IKAR TIXRKER
< Z EnD, HCCUHRBED I T IE DML E I TN D, BREEHIE S 27 A DO#f7EE LT
BUE oIz KBlEns.

=X A 7 NV DOIRERDE KENRER O TR, BB ED 7 4 — RNy 7 il %
vy, ZERECHEE, EGR F2 EOMBLELZHIEIT 5 2 L TREERIET 5 HFiETHD.
Andre & X HCCIL#E#s o OBRBEDNARSC IMEP, WKL /172 EafgthA 7 v 7 ) 7L,
HEE DIRBERARCALT & 725 K D ISR A 7 /L ORI IEE I, L7 2 A
T a7 4— Ry ZHIET 5 AT DEREZL TSP, 72 NVO % V72 HCC D
i, WHER EAE AT CRINEBES 2 &4 63 2 2 & CEME T OB NIRE &
ZALEET, BB 2T 2 FES O, EEMEREHIIC X > TRARKOMKIEE %28
L&, HAEEHZHIET 2 FEPPBREN TS, &5HIC HCCI = 22BN T

RPNIREROREREDIMNC S, = VU HEAVKIES VY U&7 A4 F—IREIZ X > THHEh
TORAGKIRENEZL L B A KRN KRE S ZT 5720, HCCL =0 ¥ o 2RO E~ 1 —
DAL MIRMEATH D LGS TN B0,

TOBIFMEROT V) 2V U DRKRT 4 — BT T DREWE S & o CE B
BN K 2 I3 2 71 Ch 5. —RAIIZ HCCL = > ¥ v DR A RITIEF | S AE 7 5k
ThiH7d, HmERESRICEK LIS EIXRKENLDEL, ETAREREEENIETIC
B RD OB TIZARY. T THAKOEEB LD, BNEEZE-> TRARK
PREHIEE AR 2 RIEIL L C 7T 7% U » FI2T % Fik 0D o) S EGR 2 0FH+ 5
Z L TRAREBMIREALE T FE R ENREESATND

%%ﬁﬁVXTA@ﬁni,%@i&hkﬂNW)%%thaHIVVV%ﬂ%ELT
BY, ZOMIZH )7L HCCL EBLFTETH DR A ST A TOMFERIEA 720

(3) SI-HCCI i##5E — K OY) Y B 2 Hfif O e
HCCI= > O ERE B LI-FRICIZ HCCLE!E & SHEHE DY) Y £ % Tk T HIfE o
ST b EERMEDO—>THh D, HCCI EIENREE L 705 o — /L KA X — M2 R,
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i [AEAERRE i, ST R A MENRHDH. LovL, SIiEdsl HCCI #EizTlE, L7
A IV ITREERREBIZRE BN H720, LR TAL—XRERE— KOYIY
B2 HEIRNEEN TS, Wolters H IR SV T > TEIE TSIV T X A 2T 5781k
S, 1A 7V THREEE— FAY0 B2 iR R 2 £ LT 5", Fuerhapter & (3
JEX A AR E > CTREEE— ROUID B2 25 4 K= P OB RE2EEL T
500 LLEDRITEN S 73D KO ITREEE — ROEI D B X & A L— X247 9 1212i%, B
FRITT D ERDPE < 72D, WEXFEE I RIE S TEMA L TW D613 & 5723,
Bl SV T IIFEAICE > TR, RSO EERAIEEELZ LB REEET Y
VICHEAT A2 LE, 2 A NS EEEOMEN OB R TII# LW EEX DD, Nier b
1, BUEIL <K& LTV DD SCAE P ZARRE & U 7 b 28BS & F N CORBEE — R
DR ZACH A TV AHEY, ST R B HCCI JEHEA~Y) 0 B 2 53B41%, S EEREO &R
TREEIAH A L BEIRIZ X - C, Y10 B2 E %O HCCL 5 KRN @ IcHef L, =0 VUV BRE
MHERT 5. —J5 HCCLIEHR) D SHEER~UI D B X2 5556, U0 B2 B4 SIS 7
RIBARSEMEE RV RKICED. ZOX)ICAEFRICHT 2EREZ FFEAICE, &
RT REFENR LN &N 50nD. £z, BREEE— RO BRXICBET 2RI, £0l3s
A EDNVO %z HCCI =2 P icB W TiThbnTEY,  HEREWATT R TORFZER
EENnD.

1. 4 WROBK

RIERAT Y Y o P OFGN RGBT BOBRETH L. T4 —EB L Pk
T 5 VR EHE SR MERE & NOx, PM & KiE 72 BN O 8 3723 /[ HE T d 5 HCCI JAKE
W Y OFERBICHT 2RI E V. HCCIRBEZ HWER = v & LTlkar
SH DT, @B A MR UTc & £ A EERHIPH C HCCL i 2 BT 5 2 L0V b HE
ThHhdHEBZ2D. FRORARMEBEEIL /v % v 7L NOx FEHHEOHKIZ X - THIK
S, FERBEIRCITE MRS S n BIRAMOYGLT L0, BEHOETREHH
BROYLFEDFITR SN T2, /RO HCCI AR R ALK T 2 ge 284 2 &,
EAMRR YR I A O TRGKREEOEME, JERHERAL R, HHRESXO
I ECREHR E OB LN G2 CTh 5. ek s AW RsIEZ< o b0, —JF
THERFHBRA RS NIEASRE %, EFH= Y &2 AW TEBL L THCCL = > ¥ U RE
P L CO D EIERD TORnORBRTH Y, 2 b FIEN HCCL =0 ¥ OMERIZE
LWBIZOWTOMENLEEND. £ 2 CHCClL#EzZEH T2 TFEL LT, o7 a—
0 UENREEFIH L CREONES EGR I X 2iih 2 A L CEET 25 PR 7 n—
A7 ida s AT (BDSC: Blow Down Super Charge)] (L F BDSO)Z# R L, ZDY AT A
ROV CTEAICE T 25REOMIMCE Y flie L 235, Tu—F T bty 2T A,
X 1.3 OHRERAGTRITHETE 5. BDSC AT L0 E LTI, ikt L%
® EGR FFWAREZ, PRSIV T BRI Z A OPER 7 v —2 7 VE Tk L R S8 ¢,
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L0, RO NVO OFEITHEARFREWR LI RICBER T A% 7 a—F 0 VIEEIC L -
TEAEAT D720, FIROFHENELZREHELRS T LR EGREEATED. KoT

PSRBT LB T A B AT 2 LN TE H72, HCCl ARMEPH 2 IRk D &% %

LIS, AFRTILZ O AT KO, FHNIRAROIRE K OBREHE B O Rl fE{b & 5285

LT, HCCl => Y U MRBIZH 2 D232 DOW T H D A TV 5.

LIEXY, KX TIEUTIORT 7 O50HEBICOWTHET S Z L2 LT 5.

(1) HCCIBRBEZ EHTHMADY AT AL L TCTa—L 7 iy AT LEREL, K
AT LOFEREA~DATReM: & FREIZ O W TEREIIICH 2T 5.

Q) Tu—H U VBB AT AL, AR L DR T e —X U U EHEEFIR L CTEIR
®» EGR HAZRNICEETHEAT L Z &M THY, RVATAIZLD
HCCI & HA A faf i FH DL ISD FAZ DN THET 5.

(3) FHEA EGR H A ZHNICRIEL S5 Z & CRINIEE SR ORgibieEz2 X0, 5%
FEA LAY HCCI SRR OBV AR KL O v ¥ AR RIE T ISV TE T
%.

(4) Tu—X U ks HCCL = ¥ AT RN B S 208 1 L, REHR EE 5341 25 HCCI s
I RIET B ONWTHHET S.

(5) TV rDOIEME AL S, B OB HCCI iE s A i, 2% M O HCCI
IRBERFPEIC B 2 D 5B O WTIRAET 5.

6) 7Tu—F TRV AT A EBR LAV EAWT, T e—F iRih
HCCI = & ¥ & OB =R J O i i P 2 E BRI H2M2 T 5.

(7) @ HCCLERER A DILKIZAH 72 FIED—>Th 2 4Mil#a 2 BDSC & A7 Al
IS L, i8fs BDSC = ¥ OF WECIERERHN, FREt A 5.

AFZE TR AR AR NI 5 OB 2 EMA R FEZ MW TEIL, Zh
D FEOFIESCHBEIZOWVWTOMAEHFLIZEEZHMNE LTS, EHIERFE Y
Y OVEREEHRAIOREEEIZ S & ANLCTHRY fLA TR Y, THCCI => vy ) OFEAEDZHD
T &5 2 L E2HFT 5.
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KRESL 5 ZTHEREINS. FZOMELALITFICRRS.

F1E T

AR TIE@MBE L 7 ) — VR & WL T 2 5l T 2 TIREG X H B35 K (HCCHR
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HCCI IEHAHIPH O YLK, HCCI EHARF D 45 K IRFHIHIE K& ORBERIE 2 2 7 A DOF5E, SI-HCCI
AT — RO B2 FAIN ORI 2T B AL, AU CIE 240 S 3B BRI B 72,
KWFZETHITIRE Lz 70— 7 Vil HCCL =2 ¥ r OFEFULO FHEN: & FREIC DU
TEEMIZHOLNCTHZ L EHIEE T 5.
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MTED. FLHIENOFHEN ZPRE TMICHRE LR A r v Rz L0 ji%d
HZ LT, BEASNLBRTADE Y2 ha— 352 EAHKRS. X2.21THLT
WAHHERE A RT. ZOHKEORRKIZOVWTIE, 1 ROWERy Iar—3 3
(GT-Power)iZ L Av I ab—y g UHERICEVIREL TV .

ZDOVAT LTI, NVO FRiZ k5 HCCI iz & 1380, Rzl Lz%IiC EGR
E7a—A U EREICE o GRIEEAT D720, FIROFEMELEL S Z L7 < EGR
ZEALES. ©DF D NVO ([ZHAMEB T A BT 2 LT, B/ EFRS NOx HEHH &
DI Z MY, HCCL LR YR I -T2V AT L ThHDH. ARV AT LOFHE LT,
IIVTHEA I TN NVO OZUTEEN, KV SIERREO LT X A I U 732 e
#=Fons.

HCCI BABEITIRBEBIAE D - U B AMEZFUSITIRAE L T\ 5 2 & v, HCCI #Edii E i &2 28
L EHDITIEFRFFICHTR & EGR &4 foi | ZHiliH 3 2 %23 6 5. BDSC ¥ A7 AT HAE
ARG CTHREY 7 & EGR EAY 7 MBS 8o 2&2f A L7=(X 2.3 ). H
BEAMNEWIZERRY 7 FRKEL, EGR U 7 F2VEEW. &5 AORBER I OB AR
WLy 7 MEE, @mURRICE AL T, HOBRBEEEN R HIL< 725 L 9, GT-Power &
i kY 7 k(mode-FRONTIER)IZ L Y fiifk. L T 5 @@,

@ Exhaust gas is charged =
into Cyl. #1 using blowdown ®
F=
a
aip Blowdown S
#1 C Hi=oE pressure wave
#2 — = >
#3 5 = Exhuast & ;
o ‘
#4 /= Exhaust r ‘
L system g v
f Sl ey g ‘ /
Intake ‘\EGR . Exhaust
Intake - : : : : : :
@ Exhaust blowdown pressure -360 180 0 180 360
wave from Cyl. #4 Crank angle deg.ATDC

Figure2.1 Blow-down SuperCharge system
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Figure2.2 Exhaust manifold for BDSC-HCCI engine

10 i 1500 rpm 10 2500 rpm
9 High_— ¢500 9 |
8 — C300 s |
€5 Yw— C100 -l
E 6 Eo |
S 5 Intake EGR =5t
24 4t
] =
=3 Exhaust =37
2 > |
1 1t
0 E— E— S 0 : : : : : :
0 90 180 270 360 450 540 630 720 0 90 180 270 360 450 540 630 720
Crank angle deg.ATDC Crank angle deg.ATDC

Figure2.3 Valve lift timing for BDSC system,
left: 1500rrpm and right: 2500 rpm
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IS & T RE(EOD 10deg. BTDC —E & L7z, 7NV ERENZIZEE DI L v 7 M & H
WTATW, DAY Y 7 NI DHIETANTHA IV T 2SR, K VT XA
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X, Ptk SIiEls & HCCI iz W B X Z ARIC L T\ 5. ARIFETIE, 1%, 4 FD 2
REOHREER L CEREI T2, 2 &, %’éé—?\’ﬁ“ ZOWTIE VLT BREN 25 IE L THh 5.
ANOE T e =y RE N E#HE (Kistler6052¢, 611N & W EHHIL7Z. 4 FRHOREKA
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Table 2.1 Engine specifications and test conditions

Engine type Inline 4 cylinder | Coolant water 358K /378K = 2K
temperature

Bore x Stroke 86mm x 86mm | Engine speed 1500 /2500 rpm

Connecting rod length 139mm | Fuel Gasoline (91 RON)

Displacement 499.6¢c/cyl. | Fuel supply Port Injection

Compression ratio 11.4/11.6/11.7 | Fuel injection 350kPa (gauge)
pressure

Intake air temperature 298K £ 1K | Valve actuation Fixed cam shaft

Intake air humidity 50% £ 2%

Laminar Flow Meter Intake throttling Valve
. »Air flow
Air
PN —| Conditioner
" | »Temperature Intake manifold
»Humidity >Intake press. & temp.
(it ) [
DirectCurrent axs |
ECDY Electric »’?A@ )
Dynamometer @
22kW b
N’ »Torque
4 cylinders
4-2-1Exhaust manifol »In-cylinder press.
»Exhaustpress. & temp.
Three Way
To Stack SE— Catalyst iI
- Silencer _ExhaustGas Analyzer
— »MEXA-6100FT
(CO, CO2, NOx, THC, 0O2)

Exhaust Throttling Valve

Figure2.4 Experimental set up and measurement system
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Table 2.2 Valve lift timing for BDSC system

C100 (low load) C300(middle load) C500(high load)
VO 341 341 341
IvC 462 501 525
EVO 141 141 141
EVC 373 373 373
EGR -VO 421 460 484
EGR-VC 566 578 578

2 F—HfEMr
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BRI E DB OIRERY 7 FaB 2, 1 IRIERHERET L Th D GT-Power TIERL L 72
TPA(Three Pressure Analysis)E 7 /WIZ L 0 e E )27 R &RANET, JERIEICRL
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JHETI+0.92° CA % FFERE Le. LEXOVBONER/NENT —2 L0, KRELE%)
JEAMEP)REE AL &, RBEEREFIS ML, =2 T OMROREEIREBE B8 LT,

F =AML TO HCCL EIEN L RMEZ L T DO L D IZERT S.
- WNE ) EA-F i K E(dP/dOmax) = 400kPa/deg.CA
- KRS 2 EAMEP) O £ #(COV of IMEP) = 5 %
. NOx HEH&(ISNOX) = 0.1g/kWh

mmAfT HCCl EHARAFICHIT o P UBEE S LT/ vy ¥ VELZRDOTEES L
TRNE ERARORKMEEZ AV, KT EHF0 400 kP/deg.CA LL T COiElx% HCCI
RSSO — o & LTER L. BELEEEZRDTHEL LTRNEALVEOL
7= RSB hE OB A O CREE L 72, RURER A DL DO LB ERRIT 5 %A & %
E L7, EomAnt HCCLEERRF D NOx OFEH EITHAIH J1H720 0.1 gkWh LT &7 5
Mt % HCCL IR S5k & L CER LT,
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2. 4 Tu—XF B HCCI = v ¥ DEARMRE

2. 4. 1 BDSC ¥ A7 AIZX% EGR IBIHZIER
Ta =K ARG AT IR D NVO FRUTHAFHRE L0 2 < B UNEB) T A &
BT ZENHKDL EBE LD, K2.51EBDSC v A7 AL %5 HCCI &R D 4 %
K[ ORWNIES R ORHERENOIENEIEZ R LT b, il 7> 7 %2R L TR,
JEME EAERZE 0 & LTENL D BEAMZEIZE > TRILTWD. I AEEAWEIL-
72 C500 7 L&A L, = ¥ 1500 rpm OSMFICBIT HFERTH 5. LB D =D
EGR A #1TH 72\ KAk #E R (SI(w/o EGR)) O F S BIE & [FIRFIC R T AR AT L OFE
MToH D 360 °CA MR R D3R (2 OHA 1 BLRBEOR 7T v —F 0 U EHEIC X
VIR FRAETHRENEANN LR LTV, ZoBHIcEhE TR ALV T 2T 5 2
& T HCCI EIRIZ LB RBEA T 2 2 FNICHFEAL TWS. ¥ 25 L0, MKfEo7 e—
Z 0 CETEIOE TR AV 7 2 RKATRRICE T 5 2 & TRINETI2S EGR 2L 7 PR
2BV TIE 160kPa F2EE £ T LA LTEY, EGR EAZ LW ARNIEE S A2
WG SN TWD Z ENRG05. FROFEHEN%Z, kA ry M afksd 2 & T 130 kPa
FTEOTNDH I LD, 5D O 30 kPa FBENYER T r—H# T 12 5% EGR a2 &
D BB RERETIRERAT 5 28 T, Tu—F U U ENBOREEZRKE LT,
ZOMWBRE R L D &, FHAICBOTRNESAD 150 kPa Th HHA L RS OE
THDHI DD, (ERFIEIZHAEE T A &L KIBIZHEINTE 2 Rz, K261
TPA |Z RN OIREZIE K NES R EEOEREZ TRl L7fE R 277, ¥ 2.5 &Rk
K,w&@twEGR%ﬁ%kbﬁwkﬁﬁk@%ﬁ@ﬁ%_owf%%ﬁfmﬁ.7mH
27 EGR BAEIZ LY, STERRIZ L ARBENIRE RO EERE N B L% 100 K2 E5
LT3, :n’;@F%L%E R EZ 1000 KRE L2, YU VEAKOBECE
KIBEIZE L TWD. FRRAREED SIEERIZHHN 20 %HMLTWA. REKOEE
BN X » CAEEN AL, mAff HCCI Ei o E ) EHREZ KB TE L& 260
%.
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Ne: 1500 rpm
. l | IMEP:560 kPa
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o i |n-CyI|nder\/ 5'_ Sl (w/o EGR)
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Figure 2.5 Cylinder pressure, Exhaust pressure, Intake pressure and valve lift
of BDSC HCCI operation
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Figure 2.6 Calcurated in-cylinder temperature and mass of charged gas

2.6 DIEEALEMTIE, PFRENOFE 2@ T HCCL #iia T> T d. 7 r—
G AT JMZBWTCERERE I EmD 5 2 & T, @R WIGEIT I AEE) T A
BAEAEMT 22N TED. X 2.71%, EHIKET D RIEER T ZE &I 2 58I o0
TRLTWD. FRENIIROWKERZ R L, Xz n e /EEir 2 g i LR 7R
IO A % E(PMEP: Pumping loss Mean Effective Pressure) 27~ L T\ 5. £ 72l d
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72, EGR EAZITOR\VKIESKIEIRRECEB T DRI OV T HRIFIORT. £9° 1K
OB T AEBEDOFRERIZOWTHERTH. KfbmKiEiZE 7 v —& v vilbfs HCCI iz
DOWVEBI Y 2B 81T, EGR HADFHEAICEL > TRELS MFITKRERENDHD. Tu—F
v ks HCCI E##5 D Pex 125 kPa & Pex 130 kPa Ofi % liled 2% &, FHHERIE N
W Pex 130 kPa O 05 FEN T A BT Z . 7T e —X U Uilia s AT AT, o
THEN @D L TEBI AEEZNT 52 LN TE, ZORRAZREICE X5
R NS WD EnghD. —J, FEERIE N E D D Z LI X o THKITRP ORI
JEAm@< 20, A 7 CBIT HR THRENEINT 2. HANORIEB T A &% &D
NIEEDHITE, BATEDBREEAEINT 52 LN TE L0, FEHYP KL O ERICHE
IR THERKOEMZ L > T, A 7 ANERHITEFEREIRDTH720, RIEET ARG
B EBENENNT AT LB NFET D22 L LD, ERRERRIENE®mD 5 2
LIZE > THEASNSHIED EGR A A BMHEINT 5 2 & THRNEAKIEEN LRI 51
b, BRBEDSEBEEICHES LE S ERROHE K 5. HCCL Eizlc kW T, IR AZER &L
BABREHE, FEA EGR HAD 3 5D /3T A—4 (2L > THCCIREEDSIRES T b 5.

600

500

400

300

Total mass charged gas mg

200 pR=——

| —®—Pex=130kPa —0—Pex=125kPa
| 7@ Pex=100kPa - x-Sl x°

PMEP kPa

Mass of intake Air mg

Figure 2.7 Effect of increasing exhaust pressure
on total charged gas and PMEP (1500rpm)

2. 4. 2 TIRAEMECEKT YV OIEARREE

W27 v —& v afs HCCL =2 2 0BT 2 AR 72 HCCT RBED FFEIC >\ T E &
W5, X128 X292, ST XA T(C300) THERE DTS (Pex 130 kPa)— &
ELBABREEA 125 mg 205 14.3 mg OFPEH AL S EHEAE@E, FARE
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(13.4mglcycle) & —iE & LPERAE O FHIET) % Pex 124 kPa /5 130 kPa £ CTALEH T
FHE A EGR 7 A &4 § L7256 () DZNZ U2\ T, HCCI BRBED BV A= 5 & JRIEE
HEIG 50%RF D7 7 7 AE(CAB0), i KT EF#(dP/dOmas), IMEP OZEEF(COV of
IMEP)IZ 5 % 258 % 3. CAS0 IZMBEDO F.0EFKbDT Z & D, HCCIRBENIE 23K b
THIEL L THWD Z L T2, BREEEZE(LIETEGE, BEEEAHECTE & BICEE
A LI BEDOAIAH(CABO) S HER L, Z DOf Rl KT EHNEINT 2. SOk &2 )%
592 & TRBEDOZEE(Cov of IMEP) 23K L T < . HCCI BRBEIX = 0 H 35 K 2N RA
R[ROEFISAKAF L TND Z e D, BEEZIINT 2 2 & CIRAR T ORERR L &
FU, RIGHEENEHE 72 LICREALTWD. BREEOAMAMNER LTSS, BX R
YOTRICE DY UEARBEMED LTEL 2 ETENEARMEB L, £RRARIBE
BT T D7 DBBEO LN R E L 72D, —HIRE OWVLET % B S W 7256 T HIA
BRI, HERIEZ R0 DIV RIENS S L, SO HESRUE OARIBUT PV BRIE O ZE B 23 1 K
T5. FHHRIESAE RS EGR EARZHM LI-5E, RNESKEESHMNL CARE
XX DA, OB EICENEE O EFIC X DB A OB 12 L > TEH EFRN
BRLTW5. HCCLABER BV % 5 54, HCCLRBEDNIA N T > 7 4D ¥ DALEIZH
DL ST, BRBEORHEN K E S BT 5.

| Fuelamountsweep | | Exhaustpressure sweep |
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Figure2.8 Effect of fuel amount or exhaust pressure on heat release rate

(a)fueling rate sweep and (b)Exhaust pressure sweep
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Fuel amountsweep | Exhaustpressure sweep |
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S 2t Sat
0 2
800 800
] r [ ~0-Fuel 13.4mg
o .
3 59
©600 %600 -
< Q
¢ 4
[] x F
E400 2400 |
D L
K 3
s o-Pex130kPa | & [
200 —— 200 ————
3.0 3.0
-@-Pex 130kPa ] ~0-Fuel 13.4mg
S
&2.0 - X20
= m
S =
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Figure 2.9 CAS50, Effect of fuel amount or exhaust pressure on dP/ddmax and Cov of IMEP
at different (a)fueling rate and (b)Exhaust pressure

2. 4. 3 Tu—XUUiiiy AT A KD EIRA I

HCCI i#EE D BARRA 2 IEKT 2 702, (T A BA L LAEEZ NS E 5 2
EBHEHTHY, 7a—F U ilias AT AL HEB T A BOBIIHRICO N T I E
THRELTE. AEiCE 7T e —4 U Uiy A7 A X D EAfr HCCI EEEIRA DOJEK
HFIZOWTHAET L. FREK 2.10 1273 T. FERTIIREHR A& Z —E CHRE N O
BED B e S e TEN ERE L IMEP OE@BREE KK SERD=. Eik Lz k51
BDSC v A7 ATIE, $FRENOFEEE 28T 5 L FHEA EGR U A &ML, N
DORARIBEN ERAT 2. REHEARZ —EL LGS, PERETE D EOIE &5 KR
MR L, ZHICHEWED EFEREKRT S, —FH T, eRIENEIRTT 5 & H5AkNE
it L IMEP OZBEREPERKT 5. ©F DX 2.10 (28T dP/dOmax 7% 400kPa/deg.CA
L7 HHERIET) & IMEP OZEBEN 5 % & 72 5 BEXUTE ) TP E A 7§ < HCCI iR Dk
SSRGS T I LIS D ZOBRERREIEEZ NT A — X IR & T, ET) RS
SRR R & BRHEAS B IR SRR C P £ u/= HCCT SEdRp i 233 5 5. % LT HCCI i#iix
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FSLELPH O ) R IR AR & R KR RAR O S @ ATIEIRIR R & 70 b, KPP A T OMHE
BUTIRBEA BRI S Ok & 722 DT, A EofElE / » % o ZRBEIC X 2 iR ATRE
IR AR LT D, C500 1 A& AWT=5E6 oAt HCCI EsfR A 1%, IMEP 470 kPa T
HoT.

ExhaustpressurekPa
132 140 148 156 164
600 — — —— ———
i Ne: 1500 rpm ]
550 |
© N Knocking
s \ area
T \ 600 kPaldeg
o - R
w 500 kPa/deg.
470kPa
= I: - - g 400kPaldeg.
450 =
[ Unstable Operational ]
B or k& are
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; T
350 —_ — e
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EGRrate %
Figure 2.10 Operational high load limit of BDSC-HCCI engine,

load versus burned mass fraction, (1500rpm,C500)
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Figure 2.11 Operational high load region of BDSC-HCCI engine,
load versus CA50, (1500rpm,C500)
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X 2.11 1X[X] 2.10 DA 2 BRBEO LA T D CAS0 IZHL Y B L=/ R %27~ LT\ 5. HCCI
PRIEIF 2 RS0 5 72 0121, RBENTAH CABO (2 X ZEEBENA R TH D, 16K D NVO 12 &
% HCCI i#iiz COmAMELRA TR L% 400 kPa® L S TNWE Z b, Tr—4 1
AE S AT BT Lo T HCCI mAMTEIRIR 2 18 IL KT 5 Z &N TE .

2. 5 Ft¥

AREFETIE, BDSC v AT LAOEARMRMEREZHONIT LI E2HME L, FERMIC

HCCIEiEMREAZRE L. BonmmAEZUTFICELEDD.

(1) RMEEPLRET LK T m—F U VENEICEDE TRV T RS Z & T,

A A 7 )V OBER T A 2@ B CEAMK Z L 2B Le. LavL, SRfER LA
NTHA IV T TIET a—H 7 U ENEOHO EGR EATiX HCCI iz EH 4 5
ZENHET EREDIE N E D H Z L THE A EGR &4 S0 LilElin 2 58 L7z,
L L, BDSC ¥ A7 AMZBT D HEIES OBEINE, HERATREREO R o 71RO B
\Z27e 2%, HCCI EEEOF| S DO—2>TH D U — U REEIC X DR TR O ) F
EHELTLEI 2, PERIRY 20T 2203 HCCL = ¥V EAfLD R &
D —DOTH D,

(2) C500 71 L%fEH L Crffi HCCI [RA A FHA L 72#5 %, IMEP=523kPa ¢ HCCI
A2 EHL L2, 2/ T NVO (I &% HCCI @iz Tl I k22 - f= E A fnEs
ZERBLTHZ LK.
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=

75 3 &

B3 E FNESROEEROBREHRE ST OREL TR S ERE
B & KREEICE 2 D8

3. 1 iXLBIZ

%éﬁH CLIEHRIZ BT D @V ES EA & O mRBERE 2R 2 ks LT, BT
NERAROFIREZ LT 2 L LIS, BN OIRE K OBREHEE O RE(L N AR Th
52 EBRE SR TRV BINICIRECREHRE O SRR SN 5 2 & T, RNEA
KO NES D H £ A5 KRS0 SO FE AL U MBS O BVR A IZREEN A U 5.
ZOBFADKEIZ L o> TRINES K[ EROBI AN E R L, ET) EFRE O &R
BEIRFE DM S LD . RRIZIREE A OB ) BRI IR TH 5 2 L s
ENTWD, FNICIREE DA 2T 5 ZAN R FEBIBRINTI R o7, RED
ATETIE, ZORNORESMmORREICER L, BT 2 ZHNICHEAT HEOMRA
ZFEN AR L S, BER T A ORINRIEIZ K > TRE S Z ATV 5.
EHICARERYETIE, 70 —F 7 ks HCCl = ¥ SN EEME S 2 L, R
FEO3 AR A HCCLIEHRIZ -2 5B HOWTC, FHRE EROMWE S BT 5.

fiF

3. 2 fEANIRERE{L HCCI EiGtEREiIz 5 2 B %

3. 2. 1 THMIRERELOFEBFIE

W 72 5 Aad HCCI #dE 4 B9 57291203, (K NOx JEHHE &AM L= £ £Eh ERHR
IR 2 MER S D, JES) ERRARRT 5 FIEO—D2 & L CRNIRE 4 O pE ka3
HHhTHHZEPEMAEY I 2 b— 3 URORMEEMEE A AW ERICL VD RSN TWS
W@, LALRRDE, ZHE TERICO THEBIICRHNORS KIRE O EL 2 BT 5
FH R FEMERIN T I 20 -7, MR 51% BDSC VAT AZBWTHEAS NS H
1D EGR Ot A%z EGR T4 N2k o THEL, FWNIRESA OB %Z FEBT 55
HAREL7W6, 13112 EGR #4 R&EHAWZRNIBERELOMEICOWORT. £
% BDSC v A7 AlZEBIT 5 EGR BEAREO T Y v X O THOHE %27 LT\ 5. &
RO EGR AR IV T INOFHEASI, RNOIREZFEDTND. 2 2 THKOHE
TRTEIE, 2FHDOTA N2> THEASN D HIED EGR OFARITHR & DIRG
ZIH L, EGR # A ZBBEENOPERNCIRIE S CRESMZ KT 5. 2O L9 7k
EGR Oifidh & FB T 572012, LIETOMRIZEHE T, 2 fifD EGR A FEsRiET D)L
&R DUV T 3D ARG R (CFD: Computational fluid dynamics) % F > Clgifl L C
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=

75 3 i

W5®, 3212, YIalb—r g ilLo Tk L7z 2FHO EGR A A RIZOWTR
T EROPK ANV TJERICRE S L7 EGR 74 L, EGR B"HEAT LRI, b=
FHAMOPER IV T D BHEAT 2 EGR A AW & > TREMA~RIT 5 2 & 24l LT
W5 HER VT OBRBEE IR O IZRED B H Z & T, FHEA EGR W A 3 HERM O >
U U FEERMICENTW RN ETERT 5. Edkklor ) 2T A F—IZih-> ThitA
T25EGRBEA b~y RETEELRZ & EI, WKMA~RNDDOZIET 272012, &
MTRTEIRER RN by TIRICH EGR A REERY 17 Cna. Bih, 2o 2 FEH
® EGR A FOZHRITE - T, PEREN ERANDENFEIZ L > THAT 5 @R 2B 2
DRI K 2 WU~ Dk 2 81 2, BRBEE N OPERMI &R D EGR A DM > TEET
52 LT, RNICKRERIBESHDIERIND. 3.31Z, EGR # A FAHMEIZ L 5 ENIE
FES3 AR DENZDOWT O 3D-CFD FHEMRZRT. v U U FRNORAEREZ, mii)o bR
FECTHEEETHNEIL, i bIREIMENEEE A R - 4 SEOIREZITI 60 KRETH S.
Normal BDSC BDSC with Thermal stratification

EGR guide (Cyl. head)

In.

EGR guide (piston)

@ Recharging EGR gas using blowdown pressure wave

@ Mixing between the fresh air- fuel mixture and high temperature EGR gas is controlled
by using two kind of EGR guides.

Figure 3.1 Outline of thermal stratification

EGR guide (Cyl. head) EGR guide (piston)

EGR guide (piston)

»EGR gas flowing to the intake side is suppressed.| »Exhaustside of the combustion chamber is a
relatively high temperature.

»Hot EGR gas is kept in exhaust side of combustion]
chamber.

Figure 3.2 EGR guide geometry,
left: EGR guide on the exhaut port, right: EGR guide piston
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1ZOtIieg.BéI'DC | 92 deg. BTDC 60 deg. BTDC 32deg. BTDC
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Ex.

ngh Temperature

cort e - 32

Figure 3.3 Comparison of spatial distribution of in-cylinder temperature

X 3.4 1%, RNIEEXROBESAMIC L BE) ERABEREROHEHEFBREEZRL TS,
FA*®mW#%mK&mm FCh, BESICHR2 %EES EREFTITEALSEKT
L7720, 40K & LSBT 33% IR CTE 5 & LTWa. [M3.3 O 3D fii#hitEofER T
m&&%w@meﬁé_&#e,Eﬁiﬁ%%k%<ﬁﬁ?%éﬂ%ﬁw%5.ﬁm?
1%, 3D EhFRIC L - Thciifb L7= 2 FE$ED EGR A RERY 73 v izt s
HCCIEHAZ 1TV, fRIPNIREE A LAY HCCLBRBED T EH-RICH- 2 53 BT DWW CIiA T
%.
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Figure 3.4 reduced ratio of mean pressure rise rate for homogeneity

3. 2. 2 GEBIEE N OFERIE

FERICIE, R CHW =P ERICES 4 K@V ) o EANWE, oY
> AL 1500 rpm & 2500 pm & L7=. R 31 ICERT VU b ERSE ST, B
M 2T MZOWTIFRTEDR 24 LABETH D, ERTIT1E, 4FD 2 KEO L%
LCiToTr. 23, 3BHEEIZONWTII AL TERE 221 L ChD. EBRFER CRTIELEST
— 513 4 FREOKRETHS. F, REICAT Y M SLTEZHBEL, Ary MLEH
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JEIZ X > CTHER DO EED ZHI L=, A AEEZIZOWTE, 1 ReRER Y 2 = L—
¥ 3 U (GT-Powen) & W TR 7. PERA D OFFHINCEE L Tk, 77—V = ZB#R5 5
(FTIR) %% {& (HORIBA MEXA-6000FT) & N EA 7K 38 %% A A (b #% tH (HFID) %% {& (HORIBA
MEXA-1170HFID)IZ KV EHHI L7z, FEBRCHEH LAV T V7 b E A4 I 70, WK Y 7 K
BN 2 FE¥EO C100 & C500 & AV 7=,

Table 3.1 Engine specifications and test conditions

Engine type Inline 4 cylinders
Bore x Stroke 86mm x 86mm
Compression ratio 11.7
Intake air temperature 25°C +1
Intake air humidity 50 % £2
Engine speed 1500 rpm 2500rpm
Fuel Gasoline (RON90)
Fuel supply Port injection
Fuel injection pressure (gauge) 350 kPa

3. 2. 3 BREEERRORKE

FHE AR A A OB & 35 EGR A KEOHA REA R ORIZE - T, N
IREERE B I TRk & < BT 5. AEILIME Tl 3D BRI X » Tk L7= EGR # A K
KOHTA REA N OIRE IS, HA4 RIS HCCL RO E /) EFSRIZ 5 2 % 55
WZOWTERT D2V TRAET 2. AR TIIHFRALV T EAROEGR T A FEmd &,
AR~y ROHA RERIZOWTHEL TWD. EBRICHW - U Ot Hk R
SRR & FECTH 5.

(DEGR 1 FO@ESIc L b

EGR 74 RO &3 EAfs HCCLEIERF OJE /) ERFRICH 2 5B OV TS, K
3.5 IR SNV T AT DR NRBERE W X R O EGR A RE/RLTW5. HER VT k%
DY X HFLMINCERE S Ve EGR A RiE, FREABER T A DA mE > U > 2 Nl
~MREFTHEER B, A ROESITMAFT W ERE DT HEERIBIRANT A—F Th
5. FEBETIE, KM34HFOEXIIRT LI, EGR VA FEEE20, 3, 4mm &2 (LSt
T, HCCI :&§izs D7) EHRICH 2 5B HOW T2, EGR FA RITREEIC R
THEEL, HA RRKH|T L THA NESEERLE
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EX-Valve

Height ‘

0 mm(STD)
3 mm
4 mm

Figure 3.5 Sectional view of exhaust valve (left), and EGR guide (right)

3.6 X EGR 7+ N &2 HCCL#EIRRF D+ /) EH-RIZH 2 5B OV TRL TS,
3.6(2) L O NI ABREHE N Z N 15.7 mgleycle & 17.3 mg/eycle —E TOfE R TH
5 3.6(@)Tlx, EGR V4 FE&% 0mm 5 3mm &35 2 LT, EHEFENRK 100
kPa/deg f&J# L T\ 5. EGR F 1 FE 3% 4mm T 5 &, 3 mm OEEIZHETHEDITH
ML TW5. X 3.6(b)TiL, EGR 74 K& &2 0mm & 3mm T/ EH-3R (35 100 kPa/deg.
KL, 3mm & 4 mm TIERFRE L2 o7, EBRICEKIT % EGR FFEARFFOHER L7 Y
7 MIK21mm THLHZ D, EGR T/ RES 3mm & 4 mm THAGGITRKE 220
W ole B2 oN5. LEXY, KFFETHWDS EGR A FOE S 3mm ZHAHT
HZEELT.

900 1500 rpm, 15.7 mg/cycle 1100 1500 rpm, 1?.3 mg/cycle
L -&-STD (Omm) - -STD (Omm)
800 N -e-Guide (3mm) | 0.71 000 S "-@-Guide (3mm)
o e ~-Guide (4mm) ® 900 --o-Guide (4mm)
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Figure 3.6 Effect of EGR guide height on maximum pressure rise rate (dP/d0max)
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Figure 3.7 Effect of thermal stratification on dP/d6max, CA10-90, ISNOx and COV of IMEP,
(EGR guide height: 3mm)
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Figure 3.8 Two type of test EGR guide pistons
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Figure 3.9 Effect of piston shape on (a)maximum pressure rise rate, (b)combustion

duration, (¢c)COV of IMEP and (d)Standard deviation of CA50.
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Figure 3.10 Comparison of HCCI operational region (1500rpm, C500),
Blue area: without EGR guide, Red area: with EGR guide
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Figure 3.11 Comparison of HCCI operational region, equivalent ratio versus burned

mass fraction, (1500rpm, C500), Blue area: without EGR guide, Red area: with EGR
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Figure 3.12 Comparison of HCCI operational region, equivalent ratio versus in-cylinder
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Figure 3.20 Effect of fuel distribution on in-cylinder pressure rise rate

and Heat release rate of BDSC-HCCI engine
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Lo THER DO FERIE N ZHIE L7z, N AREIZ OV T, 1 kTR I 21— a3
Y (GT-Power) & W TsRD 72, HERA P OFHANCBI L TiX, 77—V =ZHURS 5 JE(FTIR) %

& (HORIBA MEXA-6000FT) & /il #4 U 7Kk 3% & 1 A4 > bk K i (HFID) 2% & (HORIBA
MEXA-1170HFID){Z X 0 #HlIl L 7=.

FERTHEH LIV T Y 7 M A I 70, R Y 7 MEN R 2 FEO C100 & C500
W AREINCBIT 57 7 7 AT EAE R % HEYE 0deg.CA & L C, [E#E FAEREZGE
AN A+ L Lfi‘%fﬁbfm

50



H 3 RINIRA R OIREE K OWREHREE 5340 O BUE b TIRE MG B A8 KIRBEIC 52 5 5%
Table 3.2 Engine specifications and test conditions

Engine type Inline 4 cylinders

Bore x Stroke 86mm x 86mm

Compression ratio 11.7

Intake air temperature 25 °C +1

Intake air humidity 50 % £2

Coolant water temperature 85, 105 °C

(Twater)

Engine speed 1500 rpm

Fuel Gasoline (RON90)

Fuel supply Port / Direct injection

Fuel injection pressure (gauge) Port inj. : 350 kPa
Direct inj. : 10 MPa

PFI injection timing -370 deg. ATDC

DI injection timing -500 ~ -60 deg. ATDC

| /‘-\irin
Laminar Flow Meter ntake throtting Valve
Air CAirflow
Conditioner
W mir::sifglgmp. Exhausty . /[

Direct Current Electric

Dynamometer

110kW

To Stack

-

Exhaust Throttling Valve

4-2-1 Exhaustmanifold"
»Exhaustpress. & temp.

)

Silencer
-

Three Way
Catalyst

Actlve Active cylinder 1,4
»In-cylinder press.

Exhaust Gas Analyzer,
»FTIR (CO,CO2,NOx..)
»FID (THC)

»Smoke meter (Opacity)

/A N

Figure 3.21 Experimental setup and measurement system

51

|

Dl injector

(30 deg. between sprays)

> $0.115mm

» 10 MPa (inj. Press.)

rrmrmHHH§T TR RERETERT® T T® XX



PNIRG SDIRSE K OYREHR BE 53 AT O RRJEAEDS TR A M B o8 KIRBEIZ 5 X D 528

=

75 3 &

(2) EIEA V=7 X OWEFERE

AT THER T DEMEA Y = 7 Z OEFERIEZ I 5N T D 72O FHll 21T > 72,
4 3.22 (IAFEERCHA T 24 > V=2 7O HBEEEOBEDEEHE () &, /7 A VLD b
B 10(z J7 )~ 50mm KON 80mm (Z331F D x-y Vil TORRENEFE ORI 04 o R RE AT
(F)ERLTWD. RIS IS ES v — % F P @ {4 15 (ILIDS: Interferometric Laser
Imaging for Droplet Sizing) % 1\ 7= "® | R 8268803 10mmx10mm & L7=. Z DR OBRBIE 5
JE731% 10 MPa, {EF#REHE n-heptane, 72 F7PHRENIIREELE Lz, EALD 50mm D
FHAITEIR I C 1 B D Z — PRI 20.8 um, 80mm T 182 um THh o 7-.

Dl injector
25 100 25
] / 50mm /f 80mm
20 | [T PDF Based on Count‘ 80 20 || JcoPDF Based on Count

- . —CDF Based on Count R R | /|I—CDF Based on Count
¥ M5 [ —— - 603 M5 |l =
y u sou

210 ffffffffffffffffffffffffffff - 400 210 i 1 -
b : SMD: 18.2um
S SMD:20.8um| o s | |l SvD:182um)|
0 L L - L 0 0 L - — 1 L
0 10 20 30 40 50 0 10 20 30 40 50

Diameter um Diameter pum

Figure 3.22 Image of free spray and measurement regions (two x-y regions) (left),

and drop-size distributions at 50mm and 80mm from nozzle (right)
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Figure 3.23 Spray tip penetration of free jet spray
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Figure 3.24 Effect of direct injection timing on dP/d®max, CA50, ISHC,
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Figure 3.26 dP/dOmax versus CA50
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Figure 3.27 Comparison of HCCI operational area (EOI -100 deg. ATDC, 80 °C in Tyuer)
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Figure 3.28 Comparison of HCCI operational area (EOI -100 deg. ATDC, 105 °C in Tyer)
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Figure 3.29 Comparison of HCCI operational area (EOI -400deg. ATDC, 105 °C in Tyater)
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Figure 3.30 Distribution of fuel mass fraction for each case at -20 deg. ATDC
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DA EY LT 503, FRFICRAROBEZENED T2 L FHIEND. £ 2T, EERE
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Figure 3.31 Fuel distribution of DI split injection
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3.32 IZEHEMST DL B HCCL BRI 5 2 D B2 RT . )OS % -400
deg ATDC & L, KOS % -220 deg. ATDC & L7=. @AM PFI : 100 % & D HARWEE
Relhol. ZORKNE L TARYIETHEM LIZEE A > ¥ = 7 ¥ Db STz
DIZ, BRERDIEED EF:ATONARN-T2Z EREZLND.

600

g PFI:100%
[ D! 100%: Spiit
(atInt. & Exh.)

...........................................

550

(DI:100%, Split,
Tw=105dég.C)

dP/dOmax

< | | |
=~ : : i | = 400kPa/deg.
o 500 |- booeemeeees pooeeeeee - ;
w ! ! ! !
g 1 1
@
z
PEIIJ) WU E— — -
COV.of IMEP=5%
or Misfire
400
110 115 120 125 130 135 140
Exhaustpressure kPa
| . i . i . i . i . i . J
22 24 26 28 30 32 34

EGRrate %

Figure 3.32 Comparison of HCCI operational area

3. 3. 4 BREHEE A MK AR HCCI R IZ 5 2 5 8
(1) fAIPN BRI IR O B2 4%

HCCH R AR EIR DOIER K OE K ZEMEDM EA2 B & LT, BBHEEE /340 A3 HCCI il
252 DB OV T L7, DI SR M AT HCCI JEERIRF O PRIBEZ: E M M AE
WEZIAE L. BREEK 333 177, Bl DI EHREI(EONZ R L, ftitehe
L CAS50, BRBESIRT, COV of IMEP, ISNOx, ISHC K MISCO 2#F b4 . F 7% ofif
IZPFI 100 %FFDFER A Fb L T 5. EBR T2 AREHE(PFI+DI) % 6.6 mg(Net IMEP = 130
kPa)—iE T, EMWEOEIGE 25%& Lz, 2T Z A 30 703K 2.3 (2R L= AR A H &4
L7z, EBRGEMEE LT IMEP OEFBHHEN 5% I D b REWEETITo 7200, BEWEIZ X D%
BELEVEDZELE L 0 303 < T 5720 TH 5. HCCHRARMBROILRIZIL, e
EVEDR ENBETH L. AWIETIE, BREELENEZ COV of IMEP TREfi L7z, [X3.33 @
COV of IMEP IZ2OWTCHERT D &, WRATED LIEMETITIE-60 deg ATDC O TlX K& 7ok
BIZA B0, CO X HC PEHE 27\, HEHIEH-60 deg ATDC 1T C CAS0 A3
RATFEMEEHZ 349 0.5 deg. i/ L, COV of IMEP % 1.5 %X T4 5Z LN T&7-. Zhix
TR 7R B IR EE SR DB R A, BB EME LR THDL EVWr D, —F, H5IT
RIS HTIT EGR RN AFEII I E W 20, HC PR ENHINT S 2 & 72 < [
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Figure 3.33 Effect of injection timing on CA50, combustion duration, ISCO, ISHC and ISNOx
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(2) 15 NS DR 2

P ANBRBHE OO [EHIE BN 5 6D 2 FIE DMRA ST HCCL iR 5 2 2B A T~ 5
eI, EMEESEIG 2T A= & U2 2 Sz, fiERZX 334 [Tnd. &
ME I TREME ST DA, DIEIGNEWVIEE CASOg #fA L, COV of IMEP 2381 L T\ 5. &
WNICHEBEE S SN HBREHENRZVIEE, FNORAKIBENMETT 5720 LE16N05.
WS SRR 260 ~ -50 deg. ATDC &35 &, DI : 50 %, 70 %DEE T CAS0 34 A A
AbhD., 20L& NOx JEHENSHM LU TEY, DI: 25 %50 L AKIC, BREHRESEW
BRI AL S, RBEIRFEN LR LT D Z E LR TE 5. HERITREEHN 054, DI E
B EHIN L THEKREHORBEIH, PERUERRICRZEITED - 72,

LIbEX v, B G L2 RA R HCCL#E R T, BRBEZE Mo m ka2 B &R szEP
SRR 7B E IR R 2 TR L T2 55, IREEEIA CIIEN L EE O LR
B2, Lo LB IE,\QJA%iijDLﬁ/ﬁm,ﬁXYmEﬂ{EETL%‘EEKE‘i#%{KLNOX
PEHEN ST 5.

64



53 F RINIRA KO K OWRBHR A1 O RJEL S TG M B A8 KIRBEIC 5 X 2 8

11 ‘
@ DI25%
X & DI70%
10 X DI:100%

AP PF1100%
8 S = - & X -
T &5

50 ¢

CA50 deg.ATDC
N

<

I:

30

20

.%{

£

Osh |\

D /Q/) /
\‘g(“unx‘_*
P

@

COV of IMEP %
>
5}

g

i e ==t

Combustion duration deg.CA
>

*
o
~e

40 %P &

% ._X:&K “a \G/' '\LM

20

ISCO g/kWh

40

TR

30

20

ISHC g/kWh

S

X

L
i
%,

0.2

ISNOx g/kWh

0.1

&; 55\;5\“;;_;)&«%

REEE =

.élxy%

0
-630 -540 -450 -360

-360  -270 -180 -90 0
Injection timing (end of Inj.) deg.ATDC

Figure 3.34 Effect of DI injection percentages on CA50, combustion duration, ISCO, ISHC and
ISNOx (DI percentage: 25, 70, 100 %)

65



IR B S IR K ORI E 5041 O FJEAE 2N TR G EME B A8 KIRBEIC G- X 5 8

=

75 3 &

3. 4 Ft¥

TR PNIEEE B JE AL 2S HCCL S#EERMERE IC 5 % 5
3.2 ETIX, HRdmAn HCCLEii 2 EH T 572912, BDSC v A7 LIZEGR A N

ZOFETCHWD Z LI KV EANOIREREOREEZ M -7, Bon-MmAEZLTICE &0

5.

(1) EGR #A Rz&MWRNRERE mas HCCL @ik D)) EREICE 2 5%
IZOWTHE L. R LY EGR HA RICX Y ES EFRPRKT 10%RE KK S
7o, AU, RIBEHAR SRS 1deg. BEIME L, BREEDFRIBIC/e 722 LR L
TW5b. 72, EGR HA REIRV T 5 Z & T, mAm HCCI @ik OREEL A3 1
il & iz

(2) EGRIZ X v &AfR HCCLEER IR AN — o ¥ v [alifizk 1500rpm ¢ IMEP=523kPa 7>
5 580kPa, 2500rpm KiC IMEP=430kPa 75 470kPa ~fik L7=. F72 EGR # A
NIz X D IRE B bEEIc K v HCCT BREED r /N &2 MR A B L 7=,

(8) EGR #A RIZ XV HANOIRE &L 2D, (KA AR HCCI H#HRIZ 5- 2 5 882D
THRE L. ZOREE, EGR A RZEY 1725 2 & CIRAMIEIRRE D& K2 EMED
M EL7. EGR FA RIZX o TR X EHRDOREZMHITHZ L2k by, BEX
RS A3 OGRS CUIREHR EE 3 <, IR AMEWVEIRIZ BN S FET D L9 1
720, FERICEMEOBNEASRPER SN2 EBRRO—> & UTHERIR .
R B TR N 2 < FFAE S 5 Z &Y HCCL IR AR RADOIERIZHRENTH S &\
5.

A PR FE /5 AT 28 HCCL#EHRMEREIC 5 2 5 B
33 BT, BABREO—MAERANERE T2 Z L2k -T, BEHRE /423 HCCI 1#ER

PERE ﬁzéﬂﬁéﬁmﬁﬁ&%%mﬁﬁ# PR L7z, SO mAE Ll FICRT.

(1) FAWNEMEIZ X0 2 APREHRED 20 %% JEMETTRA(-100 deg ATDONCHEH L 72Ky, kT
ﬁiﬁ4#/~b@%®ﬁ TR 45 %Rk L7z, F7o, HERATREIZE W T-400
deg ATDC XV &AM THEAREL O —H 2 BHEEHN T 5 2 & C, HC e Z2#ns
B2 &I < e RES) BRI LT,

(2) AN OBRBHREE /340 OE)S HCCL A EEa R K O, EHEAERIC 5- 2 5 84 i
ATz BABRELD 20 % & HEXATREICESES T2 2 & T, mAMERRMCEEL S
2% Z 7L, YERIENDEWVEBISERGEASBET 5. 2ol ik, EEE
3% Z & THCCLABED EGR RITH T H /N A MEZ A LS5 2 & &2RT.

(3) 3 WRITEAEMFATIC KV EGR U A DIRLEIC AW AE AL S VI BRBHREE 0T GIF %, HEX
ﬁ% B E WD 2L TH—bTE L 2 & E2R L.

4) ELENEST SIVTZREHT K 2 WBAOZRITHER L, EE A2 RERATRE & PERITRIC )
ﬁbf%ﬂﬁkfé_&?ﬁ&&%k%%k?é:&%mw EHRHGPH D2 RIT oW

66



NG DR K OYREHR BE 53 AT O RJEAEDS TR A M B o8 KIRBEIZ 5 2 D 528

=

75 3 i

T, L LEMEA Y= 7 X OIRERIERDS EFATONRN27272D12, &
BRRAREILRT HITIEE S o7,

(5) KA HCCI i#ln T, MREEZEMEDM Ea BIICHEIED A I BT 72 Bk R
AR LT SE, IREMEEIS TIENRRBEREE O EXRD bz, EEEE
RN U45A, EMEREL O EVE AN LR PIRE MK T D55 R, Bl ErEn
KT L NOx HEHHE L ST 2R L 72 o 7.
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WAE EHEEN T —F T 88 HCCI = P Uit E 2 3

=

4. 1 LI

ZHETOMREICEY, PR 7 m—2 7 Vil 2T [T k- T HCCL i i A R
REPRTEDZLEFEFEL TE T, —HF TRV AT ATHEHPFRE — B AR — h~gEh
T D720, IKAMIE ERERONTRFRE T A% V5 NVO HRUT A~ H 5 KM B 7R &
T <, RBEREME R OB RME T LTV 5. [RARTERRE O BEZ EVE & OB =R
F]_ B @ EME AL G2 ThH 20, B L EEMIALIZE) ERRBEINT 2720, @AafE
HAFR S ) L CAFI & PRI S 05 @0, HCCT RIS & o C i 72 B Mg LE 2 A 9~ 5 MBS
H5D.

ABFFETIE BDSC ¥ 27 A& HIWTC, RARTD G @AM £ TIRWVIEISGEE T, &SGR
AR L7 & HCCL g 8145 = L # A& L, BDSC-HCCI = V2B B E
fLC M %, HCCL MR EMFHIEH, Bk OF HCCL MBERAEIC 2 2 C S Ol

Tz,

4. 2 SHEBREEROSEME

FEERICHAW - oD TR T EE AL EMEEECIT, CR #9117 & 14.1
D 2 AW L. FMELIIEA MR LNALERA N My PHETOES &, F

ARy by TR EET 252 L TS, BRI T X CTOERIZEBVT 1500

Table 4.1 Basic engine specifications and experimental conditions

Engine type Inline 4 cylinders
Bore x Stroke 86mm X 86 mm
Compression ratio 11.7, 14.1
Intake air temperature 25 °C
Intake air humidity 50 %
Coolant water temperature 85 °C
Engine speed 1500 rpm
Fuel Gasoline (RON91)
Fuel suply Port Injection

68



BAE JEMEREA T o —& 7 ke HCCI = UV U MEREIC 5 2 5

rpm & L7-. HEREHIL 25 —H Y U (RONID A L=, EBRTIE, 2%, 3EX
R OWHPER SN T HAZIE S, 1, 4 FD 2K FEOHREMHH L TREREZIT - 72, R TIT,
HEAMIZISU TV Yy 7 N THZETAAVTHA IV T EER L.

4. 3 JEMEHENFEAR HCCIEIRIZE X 58

4. 3. 1 JEHERRICHGzDRE

JERf S m AT HCCL JEHsRFOIE ) EF-SRIZE 2 5 BV T2, [EMEL 2 @ o
52 LI Lo T EEAMMECORNAERMNERLET 5700, [EHEFERELS2DLE2DH
5. K 4.1 IZJERErS HCCL MERReE T 5 15 EA-SRR KBS 2 2 8% RT . [FRE
IZEFFD AIF, GIF KON EGR %007, 4.1 & OIE, ZhZrhklE—Es
G/IF —E & LG A oz md . ERICII@mAR 7 A (Highload) ZM L, HEKIES
ZIHET D 2 & TREERLFE CABO 228k SH 7. X 4.1()DF NREHE S [F—DBA, JEH
FZ 117 505 14.1 ~@md 5 2 & TH) EAERK 120kPa/deg. CA L T\ 5. £7om
JEMEHARIC & 0 RIS OBREEALFE 2 845 EGR R 24%, G/F) 8% LT\ 5. JEHE
tEmD L E, BEKICUNERBERT A &N L EGR B2RMEM SN LR, GFI/NS
{725, GFOWITES EHEEMERLS 2D, M 4.1@DES EFRRO 2T R A
KFEE G/F ORI L HEAMRERTH D, ZOROmEOAR T CR11.7 75 IMEPnet
= 510kPa, CR14.1 7% IMEPnet = 570kPa Th 5. —Ji, X 4.1(a) O GF—EDFERIZ
ERHT DL, MEOENEAFROENRKELIME->TWVD., WHEDEIT 25 1D
50kPa/deg.CA L 72 ~7=. Z ORFOMEH OEMIL CR11.7 25 IMEPnet = 510kPa, CR14.1
23 IMEPnet = 520kPa TH ¥, BB ILZR—OARSELLR->TD. X 4.1(), Dk
WD, EEMEAGIC Ko T BRSNS 25K G/F ORI LD RERRKEN
e D. ULEXY, @mEMAIE S E) ERREOHIMC I Y, &mARRANMET
THETHIND. LHLARDLEEMEIZ X > CRRHZEGRmEZ =N m E L, F—#&
NBEHZ BT HALEEREINT 5 B2 615, HARMBRICE 2 58O TIT 4.3.3 fi
THrR 7 5.
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Figure 4.1 Effect of compression ratio on peak pressure rise rate

4. 3. 2 To—XU BRIz HE

JERELL 2 B D Z & T HCCIRBEZ pNL S ¥ 5 72D 2872 EGR MK T L, 1EEiH %
ENWDTHMET 0 —F T EERENT D ERB RO, RUAT AIEBNT
Tu—F Y UENEORE SRS AT AICBWT T a—2 7 U E RO RE SI1%, #2%)
REOEAMBRICKREREELE2 %, Tu—2 Y U JENEOBRENE NS5 L, 7o
— 2 U ENWIC L > THEASNLS EGR BENEAT 5. 70— 7 UE IO IMIE
K LTl L7- A EGR B2 4 9 72 0121F, JFRA D I L » THERE N O FEBIE T % =
DEHEVENRD L. L LHERES OB, Ry FHEDOHIC L BGIRZIET S 4,
F TR A BOEINIEVHIRFREER D L, SAMBRPMETT5Z28n8EZ LN
5.

F A2 | TJEME DN R 2 D HCCL ISR O 2 7~ 9. R 4.2 TRd 2 &0, &ARS
2\ (High load) ZfEH L C, #ABREIEZ —E & UBRBEREY CAS0 23[F— & 725 X 912 EGR
AP LTz, 2 ORFD EGR 3, G/F X OMEEh I A &I, mEM LIV Z 2 24%,
8%, 7% LT\, D2 5K:MDmEMN S, SIEMIAIC X DIEBI T A BEOK TR, 7
B— &0 ARG RIC 2 BB OV TRGET 5.
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Table 4.2 Experimental conditions in different compression ratio

Case 1 Case 2
Compression ratio - 11.7 14.1
Fuel amount [mg/cycle] 15.7 15.8
CA50 [deg.ATDC] 11.0 11.2
EGR rate [mass%] 30.7 234
A/F - 27.3 27.5
G/F - 40.7 37.6
Total gas amount [mg] 639 594
Exhaust pressure [kPa] 136 114
IMEP net [kPa] 510 570

BJ 42105 4.2 O 2 FIFZB T DENET), PERE L OHER SV T & 5 7 AD
B Ei RO A2 R, M 4.2 OFNELE 4 [EOENEEZ RS L, JERIEIEE
4 ZROPRA— MBI 2R TH 5. R V7 ZiliEd 5 7 A O &t &l
1 ey 2 = L— 3 > (GT-Power) (2K VW Rd7-. HEREIZIEDHFN HHER A
— DO ER DL, ABPERA— 2 ORN~OFIRALRDT. Mgtk d 11.7 725
14.1 ~@EH 5 Z & THR VT BREEY (180deg. ATDC £13T) 1281 54 4 KA ORNIES
13K 30 kPa K<, ZTAUZFEWEE 4 KA 0P T = — 2 0 U ETIEOIRIE S 11 %iEd L Tun
L. Ta—Fy ENEORBITHEROEEE E = EDEEER L. PR
T i T DN A DR KRB 'R 24%B0 LTS, RRE ChLE 1 KfFHNH O
Ta—Z g ENEORIE S 16%I80 LT\ 5 (-180deg ATDC f1ir). 7 v —& 7 U JE )
\Z R DBERAT A DFBEARFIZIIT 25 VL7 it ®ICER T 5 &, 2 DOMELFF>Z
EROMD. BIEE, T XU ENEREET L LD BEITHDL LD, RN EHE
RPEBESOZETFIZLDFEATHD. TO®BRTa—X 7 U ESEREFEL, FOHERAN
VT BB RSN S, ZOROEIEEEORAMEIL 2 FFEBIFERUETHDL. 7
0—X 7 UENFEOE— 7 ) E RN O ZEELT Case 1 28 8kPa, Case 2 7% 7kPa & [RIFRE
Thole. 7R—FUVENEOE—7ETE, ZORROENETIOZEEDEND /NS N
SO VT BIARENFRE L eo7-. XY, @mEMHbiciy 7e—Fo
JE W DIRME TN L 7 m— 2 0 A S AR TE T LTy, T OMa/ NI 7
FHEABLA AT A B ORI, B KICBERBERIT A BORDIEDO TR RKEN &30
IRYS
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Figure 4.2 In-Cylinder pressure, exhaust pressure and mass flow rate through exhaust valves

(comparison between Case 1 and Case 2)

AKWFIETDONNT B A I ZIIEMHIC X BT R— & L7, @IEME b~ TRl
LB A BZBINSE 572012, WR/7VVT O Z S 51 B AL LR EL e
FTIERBZOLND. £ L CEAL LIRS SV 7 BRI O C EGR B AREH & PEX
ST BRI A AT A 2 LT, (FEIT AREZEIMESE L Z ENARETH S, itk
D EIEREEIC L > TN LT 7 e — 2 o VIE D OIRIEZ K TE 5. CRILT TH[HEER
DI ETIEB A A BE NI E D Z L I1XTE DR, FRFCHEREEE DN EE VR 78
KISV T 5720, LA EESARRKIIIER LN LR T E TOMZE THEGR SN T
V5. LrL CRI4.1 OFEMHIZENT, HERCEET OIS K> TR 7HEDE KT 5
R L, AFENT ZEDOHINT X > TERAMBRADIERT LD RONT o 2 e kil d 5 2
LT, BARMBREJERCTE D HEERDH D, A% O & LT CRI4.1 OKMITHR#EL L
TSNV THA I TORDBMETHD.
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4. 3. 3 mAMBRIIZKIETE

JERMEELAY HCCI mAMRIIC G 2 DB a i~ R A2 43 1R T. BREHE S EGR
AT H Z & T HCCI R N NE AR Z RO 7=, ST XA I 7103, mA
7 L% (High load) A L7-. #efll IMEP net, #i#liC EGR % L 7=~ v 7 kiZ,
CRI11.7 & CR14.1 £ D HCCI IR Z R LT\ 5. EGR OGN, HERO
FHENTHEC K o> TUTo 72, RENER B2 —E & L7284, EGR EAEWIE E& K
AL, ZAUCHEWEN ERRBEEKRT S, —F, EGR HMETT5 &5 KNEMLL,
IMEP OZBNFH KR E L. ZOBRMEZ BRI EE T A — XV IRTZ LT, £

FERRFH (dP/d6max = 400kPa/deg.) & ABEZAB)RIAHR(COV of IMEP = 5 % or Misfire) T
P & 72 HCCL SRR EH M DD . KR O FERSIEICI T DRBEABIR L, TR
KIZEXDIRFATH 7. F7 HCCI EiZ#H OEWZEBE T 5. K43 1o ond Lo,
HEHREMTIZRT9 5 EGR AKX < B2, CR14.1 OIEHEHIPHIL CR11.7 IZH~ EGR R3]
4RA 2 M LTS, EEMEALIZ X - TEMEIC L DIRAROEE EFBNHEKT 5720,

JEMER)D DIREXIRE 2K TE 2. T ORRNA U K 2155 72O OFE A EGR &2
W Uiz,

WIS AMBRRUCAE B4 5. HCCI IEHEEFH O F 1) _EF- SRR & I KRB A 035
A EERR R & 72 5. CRI4.1 @ E AN RS IE IMEPnet=570kPa T& ¥, CRIL.7 O
IMEPnet=590kPa |Z L~ 20kPa Ji/b L T 5. @ EMEAGIZ X 250 BRI K O RFN %
LT, #BGhEm RN EARBROKTEEZ/ NS LNz 5.
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Figure 4.3 Comparison of operational high load region and high load limit between CR11.7 and

CR14.1
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4. 3. 4 @EMEIC X 28GhERR EOR (AT
e BT HCCI BERRIRY O [XREVH FR O UL 2 5~ 2 7o O (B 2 b LTz, i R & X

4T, URBHRO R T ITE L= RWNEBEE Lz, R 1 koo
#w/\:v%va/;w SO NIRRT T AR L VR E ORISR E LTk, Zok
B O JRIE 2 Uiz BT OB AR 4 EAESHT 100 deg. 7> B A% 100 deg. = TDIX
FICHED LEGEARLE Lz, ZOBRAERLE, REENREBE LI EAREDED LHH
BREZREM U, BB RITIER T ORIy OFEH E L, BAREIEOBEL L VR
Tz, PURBGNEGEND R TR EMEER, RBRERESINT, o ch= % EfEH
WMz X 22h8m By & Lz, 2 2 CTRRZIEEIC D 2 HB A R ORIRE R ORI G %
Kb DBRTIE, MABKKR ORBIBRDZEZITY A I VBB ERT H L TENERRD
7= FENTXER D CR11.7 L ON CR14.1 @O HCCI 3&#E#i5 1L, B ABREHE: & BRBERAY CAS0 23[R LT
H5. K44 ITREHED 16 mg/cycle T, BABERHTN CAS0 11.0 deg. ATDC Th 5.

X7RZ0F1E CR11.7 23 37.2%, CR14.1 73 41.0% TH 0 KREHERDZEIL 38 HFA V b D.
ZOWIRIE, JERMELEEIMC X 2BGhEM EN 1.9 RA v b, RTHREOBAICE-T 14
RA N, ABEKOBNCEL>TOSHA L FEWVWIERTH -2, BAMIEIERIZOWN
T, EMEHIEINC L0 BEEREZNRIZ E OBLRR RIFGE R0, R 7B ERmEA
BRIMERT 2 Z LIk > TR RITR&E <Ak LT-.

R e
% indicated efficiency

=2 4 L ] compression ratio
E‘ 42 B pumpingloss
@ I
S 40 H heatloss
i L
g 38 " Ne: 1500 rpm
o I minj: 16 mg/eyl.
= 36 [l CA50:11deg.ATDC
3 r Twater 85 C
w34 N IMEP:
o ra7. 512 kPa (CR11.7)
£ 32 | 569 kPa (CR14 1)

30

CR=117 CR=141
Compression Ratio

Figure 4.4 Heat balance analysis of factors contributing to improve thermal efficiency (high
load)
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Bulk Temperature K

CrankAngle deg.ATDC

Fig.4.5 Cylinder pressure and calculated bulk gas temperature

X 4.5 13X 4.4 ORNIES] &I T ARED I TH 5. [F CRRBER 215 2 72 OJEHE
BRIAIEEE 1Y, CR14.1 O FNMEL TE D Z EX 5D, JEAE EAEAHT 120deg. BTDC D )
RAEXIREDEITL 36K Tho7o. mmfBENETIL CR14.1 D578 0.7TMPa B E & <, BRBE

iR S 50K R EV. Loy L2Rds b FAEAT% O 30deg. O I LISL ©, IRARIREIX
CR14.1 D PMMEL 725 T %, HCCI HiE TIXRARZ HEE KIS E 5720, SIERIC
HEAJEREATRRIC BT DI HIELR DN K E < 72 5@, CR14.1 O J7 2NRBELIRT o oD ¥ IR 25 13
MIREL DN, EME R OBSEITIRICB W TH AR A MEET 5 72012, 2mAHEkE
DI LB 26D,

4. 4 [ERELAMEAT HCCILERIZE 2 p 58

4. 4. 1 ARARRIICKIETZE

JERE L DiE W MR AT HCCI IEiRFHHH & OBGh=RIZ 52 2B W CillAE L7z, X 4.6
I3AEHh A2 TEMPnet, fitfh4 EBRREHE#E SR L L, CR11.7 & CR14.1 (2L % HCCI i#iiiZ
K OMRE R LTS, M Lch MHEAMER A2 48E L7z C100 # 4 TH 5. CR11.7
DOIEAR RS 1T IMEPnet 220 kPa, CR14.1 (% IMEPnet 130 kPa To v, &L bIC &
ST I90kPai kKL TS, FIEHRBRENHERIZOWTERT D L, Efitbzm 0 2 &
TIREHEE RN 7 IR T DR & 72 o 72, IRERE B R ORI %5 LR IC SV T
IXRETCREL T 5.
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Figure 4.6 Effect of compression ratio on ISFC

X 4.7 (2K AT HCCI MR 31 2 [EfME L SRR PERE IS 5 2. 5 BIZ >\ CRT. CO
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7‘5/ ﬁ{mf“%ﬂiw‘jw“é ENRTED720, BRI ADOHEANELZ VR TEDH. £

DFER, IBEXD AIF IFEMHER @GN RE {725, CR14.1 DIRAFRA TH S IMEP
130 kPa |23 1T DR T A EIA1X 60% % 2 CTH Y, G/F 13 70 LLE & FEFITHRN I IR
BREMETH D, PERO KR KB DA/ TR TRR b R&E BN MHETH
HCCI 53 FEH T & 7=,

80 i 34
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Figure 4.7 Effect of compression ratio on ISCO, ISHC, ISNOx,
A/F, G/F and burned mass fraction
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4. 4. 2 @EMHIIC X 28R m ERR (KAL)

A frf HCCT JEHRRF O KRB H DO UGB B 2~ 2 7o DIZ B A fifAT L=, SR %2 X
4.8 [T FRMT HIEIZ DWW TIT 434 B L AR TH 5. BREHEDS 9.1mg/cycle T, JABEREH]

A% CAS50 6.3 deg ATDC T 5.

XR2h=I% CR11.7 28 31.0%, CRI14.1 28 35.6% Cd 0 K REGHRD AT 4.6 KA TH
L. ZOWRRIL, JEREHEEINIC X 2BhEm EN 1.7 KA v b, R THREOEMIZE - T
23 WA U b, WHIEEOEES D 0.6 BA v FEWIHIFERTH 72, RIRBERIZHONTIT
WE CHBRAENEN ST, [EMELE 11705 141 ~EHDH I ETEHy =% A 7 LOH
FREVIHIERIL 2.9 RA VR BT D, Lo L7ass SAKAT HCC iR E T, JEME
L BBGhRE BIX 1.7 KA v b ENEL, RUTHESLCHAHBIMERT 5 2 & TREKMIC

RWBGhR O BTG b,
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Figure 4.8 Heat balance analysis of factors contributing to improve thermal efficiency (low load)
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4. 5 Tu—F UL iEE HCCI = v OMERESEM

4. 5. 1 ZFEBILEKOFIE

BDSC-HCCI#4BE D57t & EBSh 2 £ 4.3 12T, FBRICITE S 4 K5 O P & 1997ce
OHIV P wER L, =2 P OIEMERITRIEI O R 425512 12.0 £ 13.7D 2
a2 MW, =Y o mEEET 1500rpm & 2500rpm D 2 SR E L7z, mEKIRIZ TR
TOEMET105°C —EIZHIE L, REHIL X 2T —H VU &M LR — MEHIC L0 it
Fo UToe WRANZERUTIRIE L H A2 1 & 0 IREE 25 °C, 1B 50 %—E I Hl#H L7,

Table 4.3 Engine specifications and experimental conditions

Engine Type Inline 4 cylinders Engine Speed 1500, 2500rpm
Displacement 1997 cc Coolant Temp. 105 °C

Bore X Stroke 81 X 96.9 mm Intake Temp. 25 °C
Connection Rod 152.7 mm Intake Humidity 50 %

Fuel Supply

Port Injection

Fuel

Gasoline (RON91)

Injection Pressure

350 kPa (gauge)

Oil Viscosity

5W-30

Compression Ratio

12.0, 13.7

4. 5. 2 T7u—XU ik HCClL = > v U MERE

4.9 (2 >V v mllsEE 1500rpm (23517 5 BDSC-HCCI = ¥ > D IEMREVGh R 4 /R4
JERELEAY 12.0 & 18.7 D 2 FMFOFERZ/RT . F2 O 7D 12.0 TOA R v L
SI KO/ v 2xmy kb SI(fHek C ) OREMERE b OFE T3, £ 9 EME 12.0 ©
BDSC-HCCI = ¥V DFERIZOWTHERTH L, Ay hb STIZH AR KT 22% EBEER
BhEmm E L Cnad. HCCI mAfERRAUZ W TIXIEREZEN 17%m EL TRV,
Z DEFIERREEIRIT 36.9% CTh - 7. s AT HiPH I BMEP 70 kPa 75 BMEP 530 kPa
Llpofo. RITIEMEL 13.7 DFERIZOWTHE R T 5, HEfMitkE 12.0 25 18.7 ~mH 5 2
ETEBIT 6%LL EIEBREG RN [ L LT\ 5. @mARBRICBWTIE AR v by STITK
L 24% IEBRBVGHZR 3 A B LT 0, IERREGNER 1T 38.8% & I ITmVMEREZ FEBLL T\ 5.
LA HPH X BMEP 50 kPa 7> BMEP 510 kPa & 720, JE#gk 12.0 L 0 ¢ 20 kPa J&
HLTWA.
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Figure 4.9 Brake thermal efficiency of BDSC-HCCI engine (1500rpm)
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Figure 4.10 Emissions of BDSC-HCCI engine (1500rpm)
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wic= Y oalE# 1500rpm (23811 5 BDSC-HCCI = ¥ > DR MEREIC DWW T
4,10 (2~ ¥, CO PEHEITEAEL 12.0 & 18.7 O & 4 SIE#RIZ S, KA 2 BRITIE
1/3 FEEEIRIL L TV 5. JEMEHE OB OO WTIE, [EMELEASE W 13.7 O AMEA R CI3d
7L, mARAITIEZWEER & o7, HC e &l ST IEERIZ < b R FEFREDMENITL
R L otz JERHIC K 2 HEHEOE VL, CO HEHEOMEE & RIS L2 m 7 23
RAGRITL 72 <, EAMHTENTZ VORI & 72 o7z, NOx HEHH&IZEHMEL 12.0 & 13.7
DO &b STHEERIZ A~ 1/100 LN OHEHE & 72 o 72, Mgl X 2 g EOE WA E
IRFENEE NS T

X 4.11 (= ¥ Al 2500 rpm (2351F 5 BDSC-HCCI = ¥ v D IEBREN R 2 7R L
TW5. EMEHDS 12.0 & 13.7 O 2 FhORE R AR~ . E O DEHEL 12 TO A1
v RV ST OBREMRE S OFECOrRd. £ 3EMEH 12.0 © BDSC-HCCI = > ¥ OFERIZHD
WTERTDE, 2uy bb STIZH AR T 14 %IEMER N L LT\ b. HCCI mé
P EHRRR AU BV TR EBRB RN 18 %lA) E L TR Y, Z ORFERENERIT 36.3 % TH -
7o, =P AR 1500rpm 2> 6 2500rpm ~E < 72 B & ST ER DS =R A 5 72
DI, BhEOUERNS D Lz LB 2 b s, @A f#ibH X BMEP 30 kPa 7>% BMEP
490 kPa & 72~ 7. WRICIEMLE 13.7 DFERICOWTCHER TS, [EMiEZ 12.0 15 13.7 ~
B 5 Z LT 1500rpm & [FAERIZ S 512 6% LA EIEBRE =2 M B L7z, mAmRAICEN
TIEAR w ML SHICH L 19 %IEREGhER M L L TRV | IEREZIHEIT 38.2 % & IEHIC
EWEREZ 155 Z LK. EERAAHIPH X BMEP  0kPa 7>% BMEP 480 kPa & 725
7-.
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Figure 4.11 Brake thermal efficiency of BDSC-HCCI engine (2500rpm)
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TV U EEEH 2500rpm (281 5 BDSC-HCCI =2 ¥ v O HERMEREIZ DWW T 4.12 |
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T MEAGRI T2 L, @AM TEMIZ VIR L 22 - 7. NOx P #13ERMi 12.0 &
13.7 Ol & & ST AT~ 1/100 L FOHEH & & Ze o 70, JEREEAMEW 12.0 D238k
HEFZ VR E 2o 7.
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@t L7z EGR A ROKRSLE R R UK, HER~ =R — RERZS&ET S Z LIk -
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Figure 4.12 Emissions of BDSC-HCCI engine (2500rpm)
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Figure 4.13 Operational are of the BDSC-HCCI engine
compared with the conventional HCCI and the JC08 mode
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(1) FEREeOBE R E AR HCCI iR BT A E ) FHRICE 2 2B L~ [F—

©)

3

BB R COlR IV, @IEMEACIZ L BEKICHERBER T A &3 L, EGR
MR E N GFWINEL 72D, ZOOFEN EFRIT ERSABEREOBL &, GF O
BN K- THINT 5. [Al— GF THilgd 5 &, &EMAGICE S EJ) EF-Rorn
MEA/ NS Ip otz EEHOENC X o T HESARNED T DRI~ G/F 73
VI DRI, ET) ERRICEZ DEEPRE .

mEME I K2 7 m— 2T T ORISR, FREEABRA T R &N T 5 08,
FIRFICE KICHLERBEA T Z &b RES DT 5. o, Efika®mdd & T
HCCI e AL S D 1o DICL B EHERIE 12 FiF 5 Z L3 C&, R 7 A A
B+ LT s,

JEMELEZ 117 205 141 ~@mH 5 2 &I X0, FERMEHEE N K 2 8gh=m LRI EGR 2
Fom ERE TRIZ2, Ay 7HEEHABRLOERIC XY, BURBZRITRIECT
EL7.

Tu—F U B AT AR L7 HCCI = P OFEAMEREIC W T EBRAICTHE
L7z, EBRTIIEMTAY 12.0 LN 18.7 LB E&8T-. #REAZLUTICE LD 5.

(1)

TV AR 1500rpm, EAEH 12.0 DFATIE, A a v L STIZHAFE KT 22%
IEBREGHE MM E L=, HCCI @AM EILR IO TR IEREGI =R 17%m L,

82



B4 JEMEEAS Y v — 4 T ifs HCCL = VU PRI 5 2 D 2

Z DRFIEBREN 1T 36.9% CTh - 7=, HinA M4 < BMEP 70 kPa 2> BMEP 530
kPa & 72 o 7= JEMEEL 18,7 TIREAE 12.0 12 I 6% L B IEREh R 23 8] L7z,
EAMBRICBWTIZ AT v L ST ISk L 24%IEBREG 3 M E L, EREGhERIL
38.8% & 7o~ 7=, JEERAMEIPH L BMEP 50 kPa 75 BMEP 510 kPa & 72~ 7-.

(2 = vl 2500rpm, EHE 12.0 OZM T, A v hL STIZH~KR KT 14 %
IEBREGh 3 M) | L7z, HCCI mAMIEIRIRAUC I TIEIEREh A% 13 %m L L,
Z DRFIEBREN 1T 36.3 % Th o7z, EiRA ML BMEP 30 kPa 7> BMEP 490
kPa & 72 o 7=, JEMEEL 18,7 TIREAE 12.0 12 B~ IZ 6% L B IEREh R 23 H) L 7=,
EAMRAICBWTIE AR v bV STIZH L 19 %IEMREGR [ L, IEREI=RIT
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5. 1 ICHBIZ

EWES) ERRIZL - THIR S 2 mAm HCCI MEIRIRA AL K3 2 Fik L L Clfans
A THZOG, BEKENENT S Z L TIREXOAEREPHE X, MBI X DIRELES
D ERAMEA D720, LV EOAKTOEERNAAREL 85, EBRIC & DM AZER RS
(2 LT 2 2 S RAHDES .

AEO A, @AM HCCLEERADILRIZHEN R FIED—>TH ik 2 BDSC &
AT NZHEIE L, i BDSC =2 2 2 OAZWECIEREREM, #2252 THD.

5. 2 ZEBREBROSEHE

FEBICM W e D OERGE T E FRGEM AR 51 1RT. EEHII AT A %X 5.1
\ZRd. =Y ORI 12.0 TH D, BREHITRO L X 27—V U 2 (RON9O0) % i
U7z, BREOMEEE 132 T OEMET 350 kPa(7F —VE) & Lz, AFEBRTIIAE DA
F7va srB—Hl Lo THREN LB —R—F v — T v T Lo TlIE 22k S
o, WRIENIRENTEA L X g v E—FORERZHRE T2 & THIETX 5.
W SKIRE I IAKG DA 2 — 7 —FIZ X THIE L7z, =Py BRIZERT 72 =5 O%
BHRALTES 2 2 & TEEORKIREICHIE TE 5. JAFHOZEKOMRE & FHEE X%
ALEAL 25 °C LV50 %o—iE & LTz, PEXERNOEEENTR A7 v b L7128 5T
e L7z

FHRTIE 4 &3 T HCCLEHE L, 4 KfA2TOENE S %2 v RIE N E /) ZE #gi(Kistler
6052¢, 6117b)IZ &> TEHAIL7=. &% CAS0 ¥ gross IMEP & =4 L, &%fdD8k
BENAR R OB 2 R OBEREZTFAE T 2L TAT UV RASHETZ, P2V LYRT 47
H et IE 125 A58 (Kistler 4005A) & kR~ = A — b RICED 413, WO E I IRE) 2 &
L7, HFR— 3 v 3%, CO, CO2, THC, NOx KTr 02 D 2 K 5 Hr #2(HORIBA
MEXA-7100FX)(Z X v -l L 7=.
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Table 5.1 Engine specifications and test conditions

Engine type Inline 4 cylinders
Bore x Stroke 86 mm x 86 mm
Compression ratio 12.0
Supercharger Lysholm compressor
Fuel Gasoline (RON91)
Fuel supply Port injection
Engine speed 1500 rpm
Coolant water temperature 105 °C
(Twater)

Intake pressure (abs.) 100 — 200 kPa
Intake air temperature 32-105 °C £1

Controlled

Airin »~ Tin and humidity
Controlled Exhaust

Tin and Pin

Laminar Lysholm Catalyst
flow meter compressor
|
External Intercooler Controlled
, . Pex
induction
motor Intake Fuel
Controlled Intake temperature injection/
rotation frequency | pressure | control Valve
control timing/
ig::'r‘ol Exhaust
— throttle
Controller control

Figure 5.1 Measurement setup for boosted operation

5. 3 BRIZEI2EARBRIEK

ARFETIL, HCCIEEMANL R Z U TO L S IZER L.

+ Ringing Intensity (RI) <2 MW/m® or dP/d0 max < 400 kPa/deg.CA

* Peak Cylinder pressure (PCP) <9 MPa

+ COV of IMEP < 5%

+ ISNOx <0.1 g/lkWh
r A HCCL R D= /o % 0 FEEE 2 HillR T 5 72012, Tk TRAES L5
SR|ZNZ Ringing Intensity(RD®ZBHN L7=. RI® 2 MPa |3 H AWK SN, =0 O v AEK

85



BhE ANEEAE AW e — T U ilgs HCCL — > ¥ v o EfE

1500 rpm ¢ HCCI JEHRRHIZ 351 5 de KIET) 5738 400 kPa/deg.CA & —H T HETHSH. *
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B 5.2 13 ARUE T M ORI 23 i BT ER IR FUZ B 2 D 50T DUV TOR LTV 5. Aih
W RHMERHTE 127~ L, it IMEPgross %27~k LT\ 5. WARJE S OB AL i AR PR
FUTIZIFRIZACHM L T 5. WRJES] 200 kPa, WAIRSE 32 °C OIEIZBWT, EATfR
FRAUE 935 kPa |Z3E L TV 5. £72, WRIEE O ERIC S AR IR LT % HCCI
EAMBFRIIENORAKEREICHRIEKEFEL TS,
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[—o—Tin=32C | 3
900 -<0--Tin=50°C | ! ! !
——Tin=70C | 3 SR
E‘G_S I -0 Tin=90 °C § : 7 /Aj
o 800 | —x—Tin=105C | " T 7.0
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Figure 5.2 Maximum gross IMEP for various intake pressure and temperature
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LU F OFMETIImARES) EH2% 400 kPa/deg.uT& L, %muﬁ@%ﬁfﬁ%ﬁr@ I% RI
M 2MW/m® BLF & L7-. @ HOCH AR 1L, WA E ) ER-R A58 5 72012 CAS0
ZARERIRVEM LTS, L L@F@Wﬁ{ﬂa DA iwﬁ@ﬂﬁ%&(}%k%iﬁ <.
A ATREZR CASO [T AR ESCWAIREIZIE & A EREBEZZ T TR Lo s . AT
77200 kPa, WAIRE 32°C DM, PCP BRI ZHIRD 9 MPa IZEL TW5. Ef
FFBR ST XUE S 200 kPa & TIXIZIEMIITIER LTV D3, FIZEHARMBARAEZ AT 57
WIZIE PCP Z KT 5 FIES B L 70 5. WRIE/ R OWRKIRE S B E 5122 T, #Y)
72 A A K 2152 OIZ 0% e BEGR &2 L TWAH72DIZ EGR AR LT s,
AF L GFIZEBRTD &, WRIENDNEE D221 T AF & GFF MiFOZENED L, KT
77200 kPa {23\ TSR EE DS 70 °C P EO S TIEm#E 2 CfE & 22> T D, A
JE 0 K OV SR OSEINZ B 25K E e EGR EX3 32— T, WEREN
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FRBEEET D7 OICEWHIRRNMEL 2D, RS LT AF KO GF OENEDT
5. - T, WARJET 200 kPa LA E, WEAIEEE 70 °C L0 HE0WSRMHTIE, HriiiREa5 0t
HEDIHTHCCIRBEICE DA Z LA LD LTV,

10 Tin=32°C
--------- Pin=100kPa (a)
g | Pin=120kPa
o Pin=140kPa
L g —Pin=160kPa
° ——Pin=180kPa
3 7 [—Pin=200kPa
4
o 6
o)
©
£ 5r
>
Q Pin
£ 4 Tincrease )/ " ...
3
2 ."‘| N 1 1
-40 20 0 20 40
Crank Angle deg.ATDC
Tin=32°C
2
000 - Pin=100kPa (b)
1800 Pin=120kPa
¥ Pin=140kPa
2 ——Pin=160kPa
£1600 F __ pin=180kPa
g ——Pin=200kPa
£1400
|_
=
@ 1200 |
2 Pin
=,1000 increase,
£
800 f..-=
600 : : : : : '

-40 -20 0 20 40
Crank Angle deg.ATDC

Figure 5.3 In-cylinder pressure and bulk temperature for the maximum gross IMEP points

in Fig. 7.2, (32 °C in Tin)

87



%5 E AMIRAG A AW e T e — 2y aiia HCCIL = o 2 O PERE

—o—Tin=32°C -0~ Tn=90°C | |

600 [| © Tin=50°C —X¥—Tin=105°C---+--------- O
r| —a—Tin=70°C | ‘ 1

dP/d6 max kPa/deg.

RIMW/m?2
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CA50 deg.ATDC

PCP MPa

EGRrate %

48

44

40
[

36

A/F or G/F

—e—Tin=32 (A/F) —6—Tin=32 (G/F)
—A—Tin=70 (AfF) —A—Tin=70 (G/F)

32

28
100 120 140 160 180 200 220
Intake Pressure (abs.) kPa

Figure 5.4 dP/dOmax, CAS50, RI, PCP, EGR rate, A/F and G/F for the maximum gross IMEP points
in Fig.7.2
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5. 4 EiE# BDSC-HCCI = ¥ DMERE

X 5.5 ({2 HARA & i##6  BDSC-HCCI = 2> O IEMEV R A2 77, o701, [
TV VU TORER STIEEROFE R S O ORT. TN EOEIRICE T 2 RS % it
HHCE RN RT. X oiis HCC EHRZ 3\ TR B G 2 O BB I L2 ERIT S AT
WU, LU G, #—ARTF ¥ =V liHZEE L THREENZRRET LY b
KB EHTHRE LT, N7 HEMN40 kPa L7225 X HICHFRIE N 2R E L. R 7H
40 kPa 1%, HARWS HCCLIEIAGAEIZRIT 2 mAMRAREORN L 7HELFEI U TH 5.
Z =R F v — % TREEET) 200 kPa ZEHL$ 5 Z L A TE L, BDSC-HCCI = 2D
A AMRFITEH RN SI = P ORAMICHY T 5 2 &R b2d. EHIZ, BDSC-HCCI
TV OIEREShERIE, ek STIERIZ b~ 12 %00 B B L Tn 5.

40
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Figure 5.5 BSFC and intake pressure of boosted HCCI operation
compared with the NA-HCCI and the SI

FERIZ X —ARF v — % & /2 BDSC-HCCI = > ¥ > O ARtk & §Fli 9~ 5 7= 012, &1
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F X —Tx ORENRIT 3% THDH. OO 7Ly OBEGIRIT 70%, ¥ —t
BERITT5 % & Lo, WARIET) 160 kPa DRIFIZE L T, #—RF v — Vv ORERIRIL
B3 %THY, ZORKOaLr 7Ly FOBEGHRIZT0%, ¥ —E R IL62%THDH. WA
J£7) 200 kPa TD X —RF v —T % ORELNHT 53 %Z2EHTL0ITHE LV EEZ6ND.
LUy 6, WAJET) 180 kPa LLT, 372705 BMEP700kPa ¥ CO Ml +43 12 FEBL A HE
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Figure 5.6 BSCO, BSHC, BSNOx, Tex and PMEP of boosted HCCI operation

compared with the NA-HCCI and the SI
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X 5.6 12X 5.5 TR L7 1 v hOfERTO CO HEHE, THC HEHE, NOx HEH &K Ok
KARE & AR THIZ R L TS, CO HEHEBITAMOHIINZf WA L Ty 5. BMEP 700
kPa LA Tl CO HEH A OB IME R 2380 L T %, NA-HCCI & ¥ boosted HCCI @ CO HE
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5% NOx HEHH &I HCCI JEEE D4 T D 5T, NA-STIZEH~ 1/100 LR Td - 7-. boosted
HCCI @ NOx HEH B A OB LT b, WEE T OB - T G/F 234
LTEY, ZoOfERE L TREEREIRENMES 2V PHHENKRE KR LZ B2 bR
% . HERUREE X NA-HCCI & boosted HCCI #j# & & 300 °C 725 400 °C D[] & FEH TR .
KREBRTIE, 1RSI YU aflivy, oV UBEORRE TEREZITo7-. TORE,
HCCI R DR . T b 5 i Bh =R & #fEHE L 72 £ £ HCCI mAMMRAZ K& HERTE 2.
BOMEE LT, KT Y AR K ORERREIZE > TREVWVIBRBEIEEZ 5 L Dk > A
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Table 5.2 Comparison for without BDSC and with BDSC HCCI operation

Case 1 Case 2
(w/o BDSC) (w/ BDSC)
Intake temperature [°C] 107 90
Intake pressure [kPa] 204 201
G/F - 44.7 44.5
CAS0 [deg. ATDC] 10.0 10.2
Exhaust pressure [kPa] 200 192
Fuel amount [mg/cycle] 21.1 21.7
dP/d6 max [kPa/deg.] 867 665
RI [MW/m’] 6.5 3.0
Net IMEP [kPa] 767 778
EGR rate [%] 4.6 9.3
PCP [MPa] 8.31 8.16
%. 1000 Pin, CA50 and G/Fconstant
ke} —0—BDSC HCCI o)
@ 800 | —0-NonBDSCHCCI |~ r
5 600 g T " Caset
g 400 ¢ ffffffffffffffffffff Case2
% 0 Case3 20
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Io)
10 ©
[
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L
e
=
o
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o
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1610 ©
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0.16 [
< 012 |
S o008
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' €
3 2000 &
1500
‘ =
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Intake Temperature deg.C
Figure 5.7 Effect of intake temperature on dP/d0max, EGR rate, PCP, Tmax, CO and THC
(at 200 kPa in Pin)
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Figure 5.8 The normalized HRR of the three different intake temperature (32 °C, 90 °C, 105 °C in
Tin), (a) shows the full HRR plots, and (b) shows the extended view
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Figure 5.9 In-cylinder bulk temperature and in-cylinder pressures of the three different intake

temperature, (32 °C, 90 °C, 105 °C in Tin)
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Nomenclature

Nomenclature

ATDC
BDSC
A/F
BMEP
BSCO

BSHC
BSNOx
CA
CAS0
COV of
IMEP
DI
dP/d6
EGR
EVC
EVO

HCCI

HRR
grossIMEP

netIMEP

ISNOx

IvC
IVO

NA
PCP
Pex

Pin

After Top Dead Center
BlowDown SuperCharge
Air-Fuel mass ratio

Brake Mean Effective Pressure
Brake Specific Carbon
Monoxide

Brake Specific Hydro Carbon
Brake Specific Nitrogen Oxide
Crank Angle

Crank Angle 50% burned
Coefficient of Variation of IMEP

Direct Injection
In-cylinder pressure rise rate
Exhaust Gas Recirculation
Exhaust Valve Close
Exhaust Valve Open

Fuel mass

Total gas amount
Homogeneous Charge
Compression Ignition
Heat Release Rate
Indicated Mean Effective
Pressure, gross

Indicated Mean Effective
Pressure, net

Indicated specific Nitrogen
Oxide

Intake Valve Close

Intake Valve Open

Kelvin

Naturally Aspirated

Peak Cylinder Pressure
Exhaust pressure

Intake pressure
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Nomenclature

RON
RI
SI
TDC
Tin
VCR
VGT

Research Octane Number
Ringing Intensity

Spark Ignition

Top Dead Center

Intake temperature

Variable Compression Ratio

Variable Geometry Turbine
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Appendix A: Cooled EGR 7% HCCI BABED T )1 EH-RIZ 5 2 5 %

Appendix A: Cooled EGR 7% HCCI #RBE DT /) EH-RIZH 2 2% 2

1. Cooled EGR E ADIH

KL C, HCCT iEiism A BRA & il R~ 2 BRBERF O £ 7] EH-RIRIC, IREKD
TR CIREHI FE AR DR BAL AR THDH Z L Z /R L C& 7. BDSC VAT AIZL-T
TAPICTEAL S V2R E AT SIS AMT D Cooled EGR Z A L TR DERHEIRE 2K T &+
HZ LT, BORAERNEEBLLUEND EHEMURTE D LR8BI OND.

S5 Cooled EGR D A% BDSC 3 AT A% A= HCCL JE#R(2 5 2 5 B A2 Jia -+ 5
728, B A-1 IR T X DICHRD 5% EGR H AICE &2 UL EEIT 72, 2
Z THNEBD Cooled EGR % R, 2 (1)D L D ICEFHT . F(DF D G, ILFENICE D D HRD
BHET, G, XENICE®H D4ME EGR DEEEZTRT. G, 1 TR D % &l EGR A D
BHEAEZ/RLTWD. ZO Cooled EGR E|A R, 73 HCCI BREEFRFIZJE S EHRICH 2 5 8Iz>
W TEFROGEHRIC K VT, IR TIIEEI T AREREL —E L LT, Re % 0%($=0.47)
6 0%(0=1.0)F TEIL S 7. FEOFMITHROZBMENT- V.

R =G, [(G.+G.,) (1)
sec [ [HEN o
GooloaearL_ G| Gac {6

G, Intake Air G, Fuel
G, Hot EGR
G, Cooled EGR

Figure A-1 Schematic of the dilution strategy using cooled EGR

A2 ([T AZERD—% EGR H AIZE E#L 2 7235512, Re A HCCLABERE D [+ 7) - 5-
Rl KN dP/AOpax \Z -2 D B E TR LT D . B TOSM TRBENLFE CAS0 28 BAE & 72 5
KO NHIHNRE L £/ 2T L T\ D, Re A ED D EIRBEDFEIZIZR Y, dP/dGpay DMK
TT25Z 000D, Re D 0%HFD dP/d Oy 13 1028 kPa/deg. T D DITHE L, Re 73 52.2%
ME21Z 779 kPa/deg. & 72 V), 9 24%(KIE L T\ 5. BDSC v AT A TIE, HNOIRE S %
R EGR A DARAEALIZ X 0 FER T 2 728D, 1REE 23 i MBI C I e F8 e FE S FH R AR <
AR C IR R IR B S i W R — 7R B RIRFE /3 A & 72 5. Z 2T Cooled EGR %W KUHTHLIC
BETEATSHZ LT, FNESKOEIREKE@ERIRE K)ICBT 258 EEAKRISICE 2
LEBIINI VD, —HORREBRERRIRE &)IZB T 5 A B KOS RIC R <
B 525, T35, Cooled EGR &3 A L 7= 454 O S IHIZh 5 /3 15 FE fEIk 12 & » T2
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Appendix A: Cooled EGR 7% HCCI BABED T )] EH-RIZ 5 2 5 %

AT, FREEBIZB T 2B AEDORFENILRT 5 Z & TREEDREBLL, ZDf
R dPAOp MREIKI LT EEBZBNS.
CA50=TDC (const.)

1100
24%

g’ ..........................

£ 1000

s

<

< 900 H |-

© L

S

S 800 {1 [

Q L

©

700

0 10 30 50
EGRratio,Rc | %

Figure A-2 Effect of cooled EGR on maximum pressure rise rate

FERICH W= o P O E7REC & FBRGE, EREE N A R A-1 KO A-3IC7RT.
TV AR AT OERICE VLT 1500pm & L7z, EBREEHIFHIRO L X2 T —H
U291 RON)ZfEHA L7-. #M%8 EGR X EGR 7 — 712X 5T 40 °C 725 120 °C O#iPH T
BIREICHEL, £V 7BEICL > TEGREZHIE Lz, =2 P OWRIREITK
HRA v H—7 =T EFERAL, A% —27—F EMIZRT = =5IOSRt ERIZ L - Tl
H U7, S Cooled EGR #iE, =2 ¥y O K OHERHF O CO IREZFHHIT 5 Z & TK
Wiz, AT ZE L CTHUWS Cooled EGR 3 R 1L, RIfi TR LRI L - TEFRT H.

Table A-1 Engine specification and Experimental conditions

Engine type Inline-4 cylinder
BorexStroke 86mmx*86mm
Displacement 1998 cm’
Compression ratio 12.0
Engine speed 1500rpm
Fuel Gasoline (RON91)
Fuel injection Port injection
Coolant water temperature 105 °C
External Cooled EGR rate 0-40%
Temperature of Cooled

EGR 40 — 120 °C
Intake Temperature 32 - 70 °C
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Appendix A! Cooled EGR 78 HCCI ABEDE ) ER-RIZH X 55

JER

Z2
=

Controlled
.~ Tin and humidity

Air in

Laminar
flow meter

Controlled
Tin and Pin

Exhaust

Controlled
Pex

= EGR cooler

Controlled
external EGR flow

Figure A-3 Measurements set up for external cooled EGR experiments

3. Cooled EGR 2t/ EH-FRIZEH 2 H

¥ A-4 |Z Cooled EGR 23 HCCIRBED 7] L R-HICH 2 2885777, M A4 TIIREHE
A% 15.7 mg/cycle, Cooled EGR # A{EE% 80°C —iE & L, Cooled EGR #|& R, % 0 %>
540 %FE TEbEHTZ. PR AR v MUZ K> CERIE N #2385 2 & T,
iR EGR & G, Z il S & C, BB 2 2 b S 7. SEHERIE I 2@ 5 &, @i EGR
HADTFENE G, BN L CRERIRENE £ 5728, BREENFN R LT 5. SJOHIE
BHFREN Z IR T &85 L, @ik EGR T ADFEAR G,, N L, REEATFE AR L
%. HCCIIEHAIZ I W THRBEIC K D7) BA-2IE, BRI IKGFET 2 2 &0, [Fl—
PRBENLFH(CASO) D & TRHMIT 2 M BN H 5. KKV, Re ZEODHITLED, CAS0 —ED
HECTENERAREETETNDZ EBDMND. R.=40 %DE ) EFHHIE, Cooled EGR
ZIEALRWEAITH AR 20 %EEETFLTWD

kPa/de
()]
o
o

Maximum Presssure Rise Rate
dP/d Omax
N
o
o

200

T_EGR=80°C
Minj = 15.7 mg/cycle

Rc=40%

4 6 8 10 12

CA50/deg.ATDC

Figure A-4 Effect of cooled EGR ratio on maximum pressure rise rate

103



Appendix A: Cooled EGR 7% HCCI ABEDE ) EH-2RIZH- 2 5 5%

A-5 X CA50 7% 9 deg ATDC — 7% & L7=HFZ, R 2L SO Rt oEgg AR
AR LT D, R, MR DICIEWBE AR O R RMEA R U, 7B 2 B
LTEY, HCCIRBENFERIL L TWD Z &5,

T_EGR=80°C
Minj = 15.7 mg/cycle
CA50=9 deg.ATDC

Rc=0%
80 Rc=20%

Rc=10%
Rc=30%
Rc=40%

Apparentheatreleaserrate
J/deg
S
o

20  -10 0 10 20 30
Crankangle/deg.ATDC

Figure A-5 Effect of cooled EGR ratio on heat release rate

4. Cooled EGR & JE 0 8278

Cooled EGR # WUZE AT 5 Z & T HCCLABED T ) EHSMER L7 R & LT, fAlN
DOIRERELIZ X > T Cooled EGR OFWHNFE/n 5 = & TERANEEL L2 STz T,
AN ORIER) T A BB OBLIZ L 2 EEBEREGEN TN D EEZLND. X A6 |
Cooled EGR MR E % 40 °C, 80°C, 120 °C &AL S =MD, R MNES EHFEL Mm%@
AZNEAMEPnet), G/F(G : RN OIEEN T A E &, F: REVEE)ICE 2 2B OV TRL
TV 5. BREERFHI S E ) B RO RICHE 2 DB L PERT 272012, 2T ry b
I% CA50=8 deg ATDC IZBIT HFEREZ R L TWA. KLY R.AEWIEE, £721% Cooled EGR
BEDMERVNE ETES) EAROEBENREDRKRE N LR D. £72 IMEPnet IZEET 5 &,
R. DHIIMZAEY IMEPnet 2380 L CW4. ZOREE LTIE, A &/I/EF'O)ﬂf‘/j’TEﬁ%O)
e, WELOR RSB NS, R 7KL, Cooled EGR EAIZFEWA B A5 kI
WERDIRAKIREN LRI 570, FHPRITE T % & TRl EGR 4 A & G, %tmbué
B Z LITERT S, R 30%E 40%D M THI) EFA-ROEHENKE < 2o TNDHNR,
[RIREIZ IMEPnet H KX < LTV, AF BB LXZEmBES L E 725 R, 23 40 %LL LD
SMETTIE, RBEE BN AKICHER L2, AF DNEGRIES AT ORI RB W TIRAET DI 0E
EEOIERDFRIZOWTCHREITZAZRORELE 35, GFIZEHT 5L, Cooled EGR L
23 80 °C DFRIFIZENTIX, RACE DT GF BA—TH2D Z D, GFIZLDHET) L=
DOEBEEPRLIZGAORETHD L2 5. Cooled EGR IREED 120 °C DM Tl
Cooled EGR ®EAIZ LV WKDIRED ER-§2 2 & TRIEMEMMET Le/es, GF 23
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Appendix A: Cooled EGR 7% HCCI BABED T )1 EH-RIZ 5 2 5 %

<> T %. Cooled EGR IR 40 °C DFMTIE, R. OB G/F ML T
L. ZHUE R OHINZ LV EERRENME T2 2 & TIUFRUSEENME T L, 5 CRRBER:
MEFEBTLH-OICERINDBEBARBEENGEL b0, FHPERIE 2@ TRk
EGR & G, Z NS Z LICLDHERTH D.

CA50= 8 deg.ATDC

Minj=15.7 mg/cycle
600 nj ‘ gicy

00 | | ===
L —e—T _EGR=40°C s
- ——T EGR=80°C
350 f--A-T EGR=120T*

520 |
500 -—-—.L__. -

dP/d Omax
kPa/deg
N
n
o

N
o
o

IMEP net/ kPa
(]

G/F
hr

fr=—"r_ L g
40 | A e — A= —e=A |

4

-

PMEP / kPa

10 20 30 4 50
CooledEGRratio,Rc / %

Figure A-6 Effect of temperature of cooled EGR on dP/d0max, IMEPnet, G/F and
PMEP

CA50=8 deg.ATDC
Minj=15.7 mg/cycle

970 :
og0 [ ~® T-EGR=40°C

Q « | ——T_EGR=80"C

TS 950 [ _a-T EGR=120T

28 940 |

S 930 |

S 2 920

> ©

© 910 |
900

0 10 20 30 40 50
Cooled EGRratio, Rc / %
Figure A-7 Effect of cooled EGR ratio on In-cylinder bulk gas temperature at 20 deg. BTDC
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LLEXY, Cooled EGR HAIZ K2 HT) EHBOMBENRIL, HHNOIREFEEIC L > T
Cooled EGR DN ENE/e D Z LIZ X DB EDOREEBILICLZEETHL EE2DND. K
ATIE, MA-6ITRLTE=T 1y MBI % EFEARET 20 deg. DE IR AR DRI 277 L
TV 5. Cooled EGR DIREIZ K 5T, R.2% 10 %M HI12fE0, REKIEEIZ I0K LT
DOHIFETH 7=, Zhix, BOEKBPRINCEZ 5 @iREEK T, Cooled EGR DFEE3H
KNS W ERER & L TEZDBND.

5. mAMRIICE 2 D%

] A-8 IZ Cooled EGR (T & % mi#fif HCCI AR DIL RN FAIZ SOV TRT. K A-8 12
7% R.1E, IMEPnet OV & JES) EFROMBENRDONT o AN LTS R, =30 %%
AT, KXY, Cooled EGR HAIZ K- T, mAfm HCCIH#EERFR I A 30 kPa LK L T2
ZEembng. ERENEE SRR AN CHE L2 GAITITR 2% E AN LTV B 23,
B AMTBR LR L T L7 A X R L fe o 7o, HEH T AR OWTHE R T2 &,
Cooled EGR #H AT 55 T CO & HC, NOx T X TOFHENMER I TS, CO HEH &
1% RAZEEA 15%, HC HEHEIE 20%, NOx HEHE T 50%KH L T\ 5.

280 ‘
I I - ~O-EGR 0%
£ 270 R -¢--EGR 30%
— 260 ‘O\“ "‘.%D/o

8 3\&‘..__’

& 250 ‘ :

« I 30 kPa
240 ] 190 K
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D 0 | &=

Q L TR b o
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Figure A-8 BSFC, BSCO, BSHC and BSNOx of HCCI operation with cooled EGR
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6. =& ik

(1) BERHZSHEED  BAEFRATIZ K D T Y U o TR G TEME A KIRBEZ 31T 5 e KIE ) EASK
B B9 HAF5E, ISAE ICATYE, (2012)
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Appendix B! 35 KZ2EMN _EIC X5 HCCI & A faf pEIEHA K

Appendix B: #:kZZEMER FIZ X D HCCI iEHin & faf fEIE LK

Sk T A N HCCI #RIgE D H 1Y

kDT, AR SDRRENES (Diesel) DB & HIH 2 2 & THRBERI AR %
EREICREH KD, 22T HCCI => ¥ THRERIS, BABERAARFE &t 3 2 #EAE DB
Hm< BEND. HCCLRBED E K A 6T 5 FiEL LT, RAKT VA MRAEYDTH
HEBZHNDH00. FKITRAKICHEAE XL X — % 5 2 572912, HCCI BB 4D
NUATIZ0 25, KL ST, RFTMICE WIREFEIENIRES KPR S D 7=
B, BREENFEIZL L, ) EARORESe, BREELEMZ M RS RN H 5.
Z 2 TAMIIETIE, BDSC-HCCI BEBSIC AT A b &M L, BUTFOHEEIZ OV T
BEIFLZELE2HMETD.
<m B HCCI jEfii>
« BT VA Y HCCI BRBEIC G- 2 DI HOW TR T 5. HCCI 35 KA o A %h
PERO, BRSAE, FHKLEMEICEH L, FEHEIC X0 FZBRIICHEET 5.
* KT A R )Y HCCT R A i 12 5 2 DB DOV TR D,
<I&A i HCCI jEii>
© KT VA M K AR AT HCCT SEHERF D 75 K2 E MR EIZOW TR,

FERICHW e P OFERFE T &L EREM AR 5 IRT. BEHITIRO L ¥ 2 T — 0
VU (RONIO)EFEH L7z, AWFZETIE 1 F, 4 FDO 2 XFOHREMHEHL CTEREZIT-T-.
2%, 3FHAEIZOVWTINVTEREIZEIE L THDH. ERFERCTRIEET — X134 FX
BORERTHD. Fo, HFEEICAT Yy ML T EHZBE L, Au v MBI L > CTHE
K[OFHEN =HE L=, FHAHT RREIZ SN TIE, 1%%&%%Vi1V~VEV
(GT-Power) & HIVVTRed 7. BEKUSSr OFHANCEI L Tix, 77— U =B HURIN 30 (FTIR) 2
(HORIBA MEXA-6000FT) & i #4 M 7k & &k A A4 » {k # i (HFID) % & (HORIBA
MEXA-1170HFID)(Z & ¥ #HEI L 7=.
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Table B-1 Engine specifications and test conditions

Engine type Inline 4 cylinders
Bore x Stroke 86mm x 86mm
Compression ratio 11.7
Coolant water temperature 85 °C
(Twater)

Engine speed 1500 rpm
Fuel Gasoline (RON91)
Fuel supply Port injection
Plug gap Imm

3. KT VA RDEANMT HCCI EHR 2 5 2 5 2

3. 1 BUKRT VA BT XD HCCI 35 K s 5 i) 1)

B B-1 12Uk HCCL 2 KI5 2 2 B DWW ORT . Moo 7 vy ME
RKELOFRREZTRL TS, IB17Hbhnd k512, GF=46(A/F=29) DA Tldmk
ZAHEA L CHEKEHICZITR SN0, G/F=35(A/F=24) DA TIL, skHEMICHE
WEKRFHER LT D, REHREDN IR 7251251, mukiZ L5 HCCI & KR
EBRREL 2o TWD. FUKREIZ L W HCCI B Z SIS Z &0nn, mkT v
A MMEFRFE OBARTOREHEE) ClEZ A fE HCCI = VUi B i 2R MM O KR IE S o
EOIMHNIKT L THIRDH D EEZBND.

CA10deg.ATDC

w/o Spark 0 5 10 15 20 25 30 35
Ignition timing deg.BTDC

Figure B-1 Comparison of the effect of spark timing on CA10

3. 2 RKTUAMPESEFREEKLERICE X525
X B-2 12, sUKERISmAR HCCTEIERFICIR 1 B ) Ef-as L CA10 OZEENZKIFT
WREZRY. 22T CAI0 KRz RDOI IR LTHWS. X B2 TR AREZ —
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E(17.8mg/cycle, IMEP~580kPa) & L, PEXVE 1) A&+ 25 Z & T CA50=9deg. & 72 5 s,
ZRME L. ZORCER L7 7 Zide ey REHEHZ & — Ko Kistler 6117B &
ALz 777X %73 Ilmm THDH. /07X A 27013 C500 B L&EMEHA L.

M B-2 EROES EHRIRT LI, RAKREZ R & 51208, £ EREMER
T 5. Ak % 30deg. BTDC & L7c3E, mKHELUICHAES) EAEN 1% L7-.

ZORKNEFHRD 72O, MAKFETOBRAERDEWCEH L. X B-3 12, mff HCCI
HIERHZ BN T, RKEZITORWGSE &Rk 25deg BTDC (21T > 72356 O it O
AR RT. WE O CAS0 XA L ThDH. K B3 bbb ki, skz L
G, BOEAMINC B W TEIERENENCE S o TS, ZO/RREY RAK LA %
M35 EBUAENRERILL, T EFFOMRBICER 7.

| CA50=9deg ATDC |

650
630 - 3 7777777 :7”””37 w/o spark : 638 kPa/deg.
/I B B e T s e S

500 | N

570 1-
550

11% decrease

dP/dO max kPa/deg.

****************************************************

— —
o o N
L

»
1

***************************************************

w/o spark 1.13

(N}

,,,,,,,,,,,,

-

CA10 o cano deg.

N

Standard deviation of

0 5 10 15 20 25 30 35
Ignition timing deg.BTDC

Figure B-2 Effect of ignition timing on dP/d0max and CA10

120 - - - . -
| N w/o spark wj/o spark
1 SparkASS|st25deg BTDC || TMEP: 588 kPa
. 00 ' dP/d6: 663kPa/deg.
§’ CA10: 6.0 deg.
S 80 CAS50: 8.7 deg.
2 CA90: 12.0 deg.
S 60
2
E 40 - Spark Assist 25deg.BTDC
= [Sparktiming TMEP: 587 kPa
C T dP/d0:  611kPa/deg.
g ﬂ | [ CA10: 5.3 deg.
<, L P : - CASO0: 8.7 deg.
: : Z : E CA90: 12.1 deg.
20
-30 20 -10 0 10 20 30

Crank Angle deg.
Figure B-3 Apparent heat release rate of two cases calculated by

ensemble-averaged pressure data
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WIZ, KD HCCI BBED R EMEIZ G- 2 55OV CTHERT 5. X B-2 T, &Kk
H CA10 OIEHERZEZ R LTV D, SUKIZE D YA 27 VR CREIZ B 2oL F— &2 BN
THID, BMEERZEENM L35 & THEHEKS. Lo LFERE R CIL A KRR
20deg. BTDC LV #af 7256, RAKZITORVWEE LD S CA10 OFEEFZENKE <
o TnD., ZORKE LT, AR SKEAIC LD KRETEROEBIERNBEZEZ b b.

3. 3 RAKT TR basEAm HCCI @i IC 5 2 2 i
mafika/thmﬁﬁiﬂmlﬁ%ﬁ B DEN EAREEONRER D HZ &
PWRENTZ. T2 THEKT VA S @A HCCI EiRRRUC S 2 5 MBI W Tl
X B-4 (T8 AKMEL &, 25deg.BTDC Trik L4 D 2 DOSAFICIT % HCCT i lnd B
ERLTWS. HOEBRCTHENZHEHEAAKEL, EMAEOHBEREKRT VA MK
% HCCI BRI AR LT 5. BERAM O MUBERFRD, ST A RME{TH 2 L
TENZEAMNNCBE) LT 5. HCCI mAafmEER L 3 %Lk L, IMEPent 600 kPa
59T HCCL RN HIRE & 72 o T D, — 07, BRBEZ BRI KT VA 952 & T,
EARA~BE L TBY, BEZEMEMET L2 135,

14

13

[Jiw Spark 25 deg ATDC | H'gh load limit

2N " (8 N

1 F AN 7

10 | AR

CA50 deg.ATDC

s

400 450 500 550 600 650
NetIMEP kPa

Figure B-4 Comparison of HCCI operational area between without spark and with

spark assisting

4 B-5 (%, X B-4 ® HCCI Moz AMHEHPHND, ZNENOAMITIS T 2 8%E fic B S Al
L, ZOERMITET 2R EASFC) LR 7HIKPMEP), LIEAHT 100°CAIZHIT 2 fHH
L (In-Cylinder Gas Temperature at 100deg. BTDC), NOx O 4EH E(ISNOx), IMEP @
ZE#FE(Cov of IMEP) /R LT 5. i@, HCCIlEiLA[RE2iR AR &M= HET DA,
PERENZ@mD T, FEABRT A BLHINIE TS, KT VX M, BREKITHNS
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MOHBRAT RNV —E M ZIRBEEIEET 2 Z &0 D, JUKT VA MEIR Y 7HE KR
THIERHDH EEZSNS. KX B-5 D PMEP X v, IMEP 530 kPa X » Afif23 & HCCI
IR T, PMEP BB LE 10%EBI N TS, ZOR T HRKEORE, ISFC
DENZM EL TS, T72bh, ANORERIBEZEKS LTH, AKIZLD=R ¥
— HCCI ‘ﬁaﬁﬁﬁ‘iﬁf‘*k 725, BNREARDEEY I 2 b—a UERICK D &, AkT
VA MIEDZRNAF—ITRATIRE 10 °C 85714 T5 02 5. LarL, BDSC &~
2T KT, ﬂwﬂ,aé%@{&ﬁz X OAEEN 2 BN T B 7200, FEREIIC G/F 3 E
7B, BT VA MORENENIED D IMEP=530kPa(As 27 LTk G/F=36 FLE)
LV EWAR(G/IF 23/ E0) T NOx HEHHEN RIS LD T D, KT A Mok
> TARBRAILK L7z IMEP 600 kPa T NOx #EH #13 0.834 g/kWh & 72> 72, kT
A NOIIRNBFENDAFEIR(G/F) & NOxJEHEN KT 5 GIF N ER LR L o7,
S KT A MR AFERAICHIA L TV A S, NOx HEH BRI BB E & 72 5.
%72, X B-5 ® IMEP OZ 8% (Cov of IMEP) % ttili 42 &, gk T oA MM L 0 REEZE)
R LTS,
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Figure B-5 Comparison of performance between conventional HCCI

and spark assist HCCI operation
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Appendix C: H C.7& KR 5K ) 22K

1. HOEKEHHE OB/

HENVHH AT — Y — X ZHE L7 5A COMERERM & OFRERR 2372 S v CTunzeu., 4l
ZATMRFHEERRF T B R 403, EGR =, JEMik, REREEOEWIZ LV IRARD
RSN R EIC R 72 5. HCCURBEXIR A RIRE ITMVEEE SN D Z &b, BRIERHE

REHEVEREN SR T LT EZE2 N5, fix OK/ME CIRESRGENRRLZ LT, =
vV U RO ERR AR HIR S D Z B0 K E O OB IR E V. F T,
HCCI RBEA EH T2 F1EE LT, fi A ZVOBERT A 2R+ 200 THH Z &
5, HCCI = VP NIHERD KIER KT D oR0T 4 — BN DR, A 7V
FHIn R ER XD, AFEETERAL TWSA T o —F U Ve s AT A%, 250G ET
Tu—F 7 B EAT O 12, YA 7 VEEN HCCI Efism n 82 MEICE 2 5 88T &
HIZREWEEB LN, ZOHIERLETHD.

F AT FTOHREHEICOWCHET A L2 BNET 5.

(1) BDSC > 2F LZ&FEHE LT 2L 4 KfE— Y12 X % HCCI 3EfEHFE O FEB ks B4R
L, KfEfOE KT S & OMBEIC W THREFT 5.
Q) RHEENE S > & oA &AM HCCI ERRIC 5 2 2 B W THL NI T 5.

2. SEBALE Lk
FERITEY] 4 KER— MERHAXT V) oo DU AN, #FC-1 ICEREB O
g Lﬁi///@ﬁmw_owfi%m%ﬂ@ﬁm_ow1£MLt A R ZED

L DRKO— /)Tg?)%)}_AﬂEHZi BLBMTITHI O L9 R L. F IR A
T HREHEIY, MEEHE SOV A NE & AT uﬁﬁﬂ%’f‘é‘fé.
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Table C-1 Basic engine specifications and experimental conditions

Engine type Inline 4 cylinders
Bore x Stroke 86mm x 86 mm
Intake air temperature 25°C
Intake air humidity 50 %
Coolant water temperature 85 °C
Engine speed 1500 rpm
Fuel Gasoline (RON91)
Compression ratio

#1 cylinder 11.97
#2 cylinder 12.01
#3 cylinder 12.03
#4 cylinder 12.03

3. £%f% HCCI dEfE DA

ARE DT e — T UG AT LA ERE L mAn HCCL &S FEER 21T - 7=
RaX A-1

R, TR B FEBRCHM Ll Adm b @A m 2 480E L7z C500 2481 L7z, 2B Claket
WA CHERE N O EE N B BL S/ T, S EH-ER L IMEP OZE B K O kS
ZRo7-. BDSC v AT AT, SERENOVLES) 28T 5 & 8 A EGR ' A &AM
mu, FHNOREKIREN LT 5. BEHEHNEIMEP)Z —E & L72Ga, HEREI S
WEEFEKBEML, BN EFREBEATS. —J, BERIENERTT5 L& KDBEMA
{L L IMEP OZBERAH KT 5. ©F VX C-11238 T dP/ddmax 400 kPa/deg.CA & 72 5 HE
SRt L Cov of IMEP 5 % & 72 2 HERUT ) CHH £ AV 7= &P C HCCI IEH5 D BN A 2 i 727
Z 2 CHFOES) EF2 400 kPa/deg.CA & Cov of IMEP 5 %®D#ji% 4 K& O FHMETH H.
FHPTOMIL, 4 KEDOEN EFROIZSHEZRLTWA. K C-1 X0 EArRAIIH
520kPa THDHZ LRG0 D. —F, TNETIZRVAT A& -7 2 K fEEERBR Tl
AR DK 580 kPa Th 5 Z L b, ZRAIEIRIC LV mA M HCCLIEEAR 3 IR < 41
Tl EWNGD. ZORKNERDLT-DIC, FREOEFEKEICER L.
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Figure C-1 Averaged HCCI operational range for 4 cylinders
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5B RN DIES) BRI KA, R BEIE 50%F D 7 7 > 7 4, IMEP DA B3 & 7”9
BJ C-2 YR C2 £V, BKED CAS0 [T#RY, —FEKDF W 4 FLfEE —FEN 3
FRED CASOIZITHI 3 AN B D, ZDOFER, IMEP OEBRGFARHNIKRE 2D, =

OXRFEMOFE KX LS XIC LY, BN EFRIT—FE KRR ONKEIS, REELE)
&U%K@ﬁi*%%kﬁ%ﬁﬁmﬁ?:iof&ﬁéhék I, %1% HCCI #Efz D%,
SEAFRIPH I D ORBOIAITHE B LIS AT TR 722 5. §72b B HCCLIRBER 25
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Figure C-2 Apparent heat release rate of each cylinder calculated by ensemble-averaged pressure

data
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Table C-2 Information on the details of Figure 7.11 operation

Cylinder | dP/dq max [kPa/deg.] | CA50 [deg.ATDC] COV of IMEP [%]
#1 359 11.5 1.4
#2 493 10.4 1.0
#3 330 12.4 2.0
#4 423 9.8 1.2

4. SRR O A5 R

%55 HCCl — > ¥ 21T 5 KA M C DA KR O T, KfE DO IR A RIRE O FHE
CkaboltEZLND. ZOKFMIEL X ZWHIT 5812, AT 2 k= 7 MK
WEABR L., ZOEBOMELK C3 [RT. FHOHR~=FR—/L FRIZHT AL
VAL o TEREWEN L, EGR TABE R F S ERHKD720, H A
HIENAEETH D EEZDND.

FPORETER AT A ERFE L DU R, X C-412 2 R T G EA CAS0
WZHEZDHBIZHOWORLEE. KC4 LY, IR T ESFEAHEINEE5 2 & TCAS0 %A
WL CEAERD Z &b,

I R T WESHZ K % HCCI IEHRRE C D 45 K IR U TR 2 i) 2 382 72, Z D FEBR Tl
BB % AL 5 72912 2 KA O Aidlis LB 21T o 72, EFAERZ X C-5 12”3, K C-5
1, @ISR E M ZAEEE L OS2 SRR OBREARE R L, FROIZHE KR
MOKIE M ZEZART 2720 IR TER 21T 723584 7" LT 5. 2 IR 7 filfa 73 i
WA (a), K[ERTEHEKREHNKRE S B2oTERY, FAXREHBFHIIZEN 1 BLREO
PERAR — MZ R 7 %59 16 cc/eycle i35 2 & T, 1 FXEOH KR 2 BAL S H 2
ODORFOBFAERERIZ D Z ENTE. F72 BDSC VAT AT ORENEDT 1
—H U UENEDOREIZE > TEGR ENMITEIT 5. K C-5 (a)lldsiT 5 IMEP OZH)
KixENEh 1 FRED 2.53%, 2 BLEN 1.09% T DDIx L, B KB % iz 72(b)
T, 1 FRED 1.47%, 4 FRED 1.07%E 720, mREOLEENBD LT\ 5. RIS
BERPREN 1 BEREITEKREHNELS o2 b DS PEBRBJMMEB SN TN D, WX
RCHEKENZAEDOELZ LT, m VU BEOoa XX MERE ET5. LEXY, 2K
T 7 M X W HCCL BRI O 25 KR A2 6l LU, KIS ZEZ SRS 2 & n3g oz,
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Gas Injector
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Figure C-3 Secondary air injection system
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Figure C-4 Effect of secondary air injection duration on CA50
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Figure C-5 Ignition timing control using 2nd air injection (530 kPa in IMEP)
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s

5. SMRIT O KEHHIE S = A IR AU G 2 5 5%

HKEFHIOIXH D12 K - T HCCLEEREHH 25 L 72 25 fE HCCL — > 2 1T, KfdifiE
DK Z B D Z kT VAT A& L, KEHE OB KREIE S > X Ml 23
Bz, KR 25K HCCL IEis AT #iPH - 5 2 5 58I DWW TR 5720, KM C-1
ERIBRICER &2 —E L L, JERE O EYEN 22 ST, £ EFs L IMEP O£ #)E
FOKKEZRE L, 2 Xk 0517z HCCT i s B it 2 X C-6 (2R3, [XIHF ORk#R
CPHE AV EPHIE, KR O 2 KR HIE 23 M6 35 A 0> HCCT s A ff &P (X C-1 O#iPH)
L, A& OAREIHIT RS TS Z O TSR 05 KR &2 B S E A %
ALTWD. BC-6 KV, K[ERHIEENC XD @AfS HCCLEEREIFH A 10 %f2Em EL, &
A HFRFUE IMEP 570 kPa [Z— > DKMEICAE B Lo @A RA L h—& L.
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Figure C-6 Comparison of HCCI operation range
Dash line area: w/o cylinder balancing control

Solid line area: with cylinder balancing control
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Appendix D: BREHEIRAS HCCI BREERLSLHEITH & EHAMEREIC M IE T

[EA%
A

1. BREHERIC & 5505

ARFETIE, THOREMERIZ S S & ITRIK L=k FEDE VY HCCL = ¥ v DRE:
PERER CVARMTEPHIC S 2 D B2FET L L2 HME LTS, AERTITE KIS
HOTHRIEO—DTHLA 7 X AMEICER L, 72 AP KE B 508 %2 vz
HCCI ERER AT 72, FEBREMEE2FE D1 1Trd. KRB O+ 27 & AlixEnEn
RON90 & RON100 & Hv 7z, = s 1500rpm T, JEMELLIT 13.7 & L7z,

Table D-1 Experimental conditions

Gasoline
Fuel

RON90, 100
Engine Speed 1500 rpm
Compression Ratio 13.7
Coolant Temperature 105 °C

2. F 7 & s HCCI #EHMHREIC 5 2 5 5%

D-1 (2 2 FEOBREHT X 5 HCCI iEskr o ERENE R 273, X D-1 FIXERO
JERL7=KTHDH. o= EHNiL 12, RON90 TD A1 v kL SLIEERORE S it T
Y. EPEIRAMEICER TS, 47 X A0 90 /5 100 ~HEINT 5 Z & T, KA
FRAT 17kPa 8 L, mAMIRA T 23kPa A L7z, A7 & AN 2122k TiElA
AR T DR E oo, WITREREBRRICER T 2. SAMEBIE SIREHEE
ROZETIRE LR, F7 2 A8 90 255 100 ~HEINT 25 Z & THI 5% REHE B 3 BN
LTW%. K D2 IR THEERDLEZRT. 47 &2 AROBIN A REN D B 25 KRR
WL 720, [Al—H K EZ5 57200 EGR AN L7272 02K > TN EN L=,
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Figure D-1 Effect of RON of test fuel on HCCI operational range and BSFC of
BDSC-HCC operations
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Figure D-2 Effect of RON of test fuel on PMEP of BDSC-HCCI operations
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Figure D-3 Effect of RON of test fuel on exhaust emissions

D-3 1347 # Afiny HCCL MEHERF O HEXIERRIC 5 2 2 BIZ OV TORL TS, CO
PEH AL, RON100 @ J57% RON9O (T ~_EMT D70 ER & e o 7=, HC HEHEIX
RON100 O J7 MEDNTEUEER & 72 - 72, NOx HEH & I1T R A fHF Tld RON100 O 5234 <,
RAM TIIDRNEER & 7R o 7.
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Appendix E: (7ZFH A]ZEHERE 2 2 7= for ] 2B SRR 2 N T2l

VU CHERE DR R ) L

£

1. JHEfE AR B I L D BB M) I & S

HCCI ABEILE IR A ROIRECES), YEbt, FIRESEOEEERIC L > TEEL 2T
L2 Emb, =Y OEIRAMLERAEIIIL U TRNIEEX A X 0 ITHIE T 2 0B
5. FNEAKOMBCCIREICEELY 52 D b HEEREZRPRIK AL T DY 7 b
=AM, BRI THD. £ 2 TARMEDE 4 HIZHBIT 5 ¥ MREFHII Tl n
2285 (VVA: Variable Valve Actuation)f## 2 I\ T 5. ARfH®RTIE, HLFEFEEICE -
THT L < B Siv7o ol 2 Ehp g 12 L 5 STEIEO MERESGE N R IC W CEMKHE L -
(E S N

VVA ##13, BEEHAT Y Voo P 0BG R LM ETE DR RFEO—D L L
T, TNETEZL OWEKROBHEIMTONTEO. VY o DB W TREER L
7DV 7 FESCA, BRI A BRI TR (S E L 2 &2 LY, BBhR
RPRMERE, REH AR LDV MREEEZRES M ETE S, 2 E T <D0
T L7 7 MNEANVVLD: Variable Valve Lift/Duration) it 23 L ST E 72723,
IO AT S EREITICRONTERY, +oIcERLTH D LV, o
OB O — DT OBHALIZE ) MW a X ERE T oD, £, RSV T7 Y 7 ME
DOHFEAIZIZ LV MAZERELZHFEH LR THEZRE R TE 508, —F CTIRFAS -
FRAR AT LR N IR OIS oA LM LE DI IS K o TRBEL EMEDME T4 55
W& 5@, VVLD ¥ DM KA I IR A i by DRBEZ ENE A MEFF 92 &[RRI, B
Bl a2 MERL R EEWNT 52 ENEETHD.

HRMFEE HI1C K> THBICHIE S iz 7] £ 8) 70 (VVPL: Variable Valve
Phase/Lift)ft A58 L=V Y VU o= vz W, BEOMREE ZRNICHET S 2 &
ZHMETD.

2. 1 A B

J v An ey v SLERZ RHLT 5 72 OICARIFEIC I 1T 5 VVPL g Tk, KoM
REIIVC) & Afif OIS UC FRERANIHEA SR b U 7 NE LA ZHEIN L, BREE
BOHRISFHEELZFHIEHT S, X E-112 VVPLEED VT ) 7 N —T7 %733, R 7
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E

R OBRIZ, IVC R E AT 2 L RIRHIRKBFREHIVO) 2 84 L THR IR &
F—R—=TF T ERTREL LS TWNDH. Ay MLEERC ;é$/7%%ﬁﬁ%
&, BIKARELRE OB EMEMR Z TN TE D X )12, AEECITRKY 7 ML
/N 7 NEEOWR S ONARFEE 35deg.CA L7 ﬁbﬁ__@w%#)7b$®ﬂ9 D
U7 MIFADERA X, B LA A ZE(VCP: Variable Cam Phase) 84 2 5 = L 72 < FEHL
LTWS. LInL2RD D, BREEZEVEICRI D & 5 EHRRIFIZ B WD TIAR 7Rk 2 il
(ETERNWT A Y v hRET D, ZOEA1L VCP ZHEKl L3RS U CHER Y LA % 17
AT 5 LT, w%ﬁ&®ﬁ—A—7y7g%ﬁ%b N TR D FANAR T 5 =
ENRTED. WA EHERROA— =T v 7% FIALREICT 5 Z & THE EGR 28 A
LE?&%%&%%E&%%N%. VVPL B OFEAIZ DUV CTUIIBERO®© 2 2B 7 v,

«» 35deg.
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Figure E-1 VVPL valve lift curves

2. 2 FEBREM

ik o DRE T R OVEBR SR 2R E-1 17, EBRICIES 4 KE OPER R 1997ce
DAYV vl L, JEMEE 12.0, BREHIL X297 —H Y U v Z2@HL, &
— MEFHC L VA L2, 2O DT VVPL B 2358 U EBR 21T - 7=, 22
PRLE AJF 13RI ICIE > T 14.7 & L, JUKIFEIIEI MBT & L<IE/ v 7 [RFUCERE
7o, =V URERENE T A RAVFE Y O RIEEEL 650rpm &, A EIHEE D 1500rpm O 2 7|<15F
& L7e, WAZERTIR T EE S L 0 IR 25°C, TRJE 50% & (il L 7=,
%ﬁfi,mwrﬁ%tmyﬁfﬁ%ﬁ F(Kistler 6052c, 6115B) CHIE L, 4 FRFED
WHER ~ =B — L RNOEDAREN 2 = L U AT ¢ 7o S A 2 (Kistler 4005A,
4049A) % FHIWTHIE LT, AR CRTIENERRE, 4 FRMEOE S 100 YA 7 LD
PYMETHD. RHNOT ARECER T A E &, HE T AEE RGF: Residual Gas
Fractio!lZ DWWk, EBRIZEVEONWPERIE N ZBERSLMEE Lz 1 RotHER >
2 L—v 3 Y(GT-Power)lZ L W sk 7=, HERR7IE, CO & CO2, THC, Oz, NOx & HEH
A2 (HORIBAMEXA-T100FIC K W FHAI L=, =P MAZ 1 E 7 Z 0 DR NV 7 6
(GIF FLiSIT & » THM L 7=.
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Table.E-1 Engine specifications and experimental conditions

Engine specifications

Engine Type Inline 4 cylinders
Displacement 1997 cc
Bore X Stroke 81 X 96.9mm
Connection Rod 152.7 mm
Fuel Supply Port Injection
Injection Pressure 350 kPa (gauge)
Compression Ratio 12.0

Experimental conditions

Engine Speed 650, 1500 rpm
Coolant Temperature 85 °C
Fuel Gasoline (RON91)

3. MERLOELE

3. 1 ARAGHEERRF OPREEZ E M

VVPL Tl 7 b ERD OBRIZ, IVO % B3RS X0 bBAT5 2 LT, X
EDF—N—=TF TN IR DT DITFEREE T AEG N L, £7- IVC 28 FAAIZIES<
T OBENERELLD N T 5. S BICADOA——F v 2K > T IVO K2 T A HANES]
PR T 2720, k& 2R OIRE K OENIREIAMERE S iy, FRRARHER R ORBEZL E
PESIA BT 5 L& 260500, (K1 7 MO IVO EALBMRAREIOREEZ EMEIC S
ZAHBBEIZONWTHHAE L. E-2 [CFEMFERICE TS VVPL #EEZ W= v Ao v b
/v SLIEHARFD P-V # X2 m 3. D72 kD 2 vy M VIEIRREOFE R & F8 T FIC
AT WE L b YRR 1500 rpm, BARENE—ESRMETORK TH L. MR Dft
Sz m v h U DIz L B EER(X T o Baseline) D& fiilx IMEPnet=290 kPa, VVPL #f#
W o 2m y MVEER(X T o VVPL)O AL IMEPnet=310 kPa THh 5. X o
IVO_0.1mm M OV IVC_0.1mm %, VVPL ##& 2 W\ e/ v 2\ R VISR TR U 7
FE2Y 0.1 mm E7RDBAY A I 7 AR LTS, IVO OEAIZ LV RN KEWE
L7ct%, FRDBWASNTODEETBo05.
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Figure E-2 Pressure-Volume for conventional throttled operation and VVPL operation
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Figure E-3 Comparison of mass flow rate through intake valve between conventional

throttled operation and VVPL operation

E-4 |z, E-2 ®Anw v hViEdL(Casel) & VVPL #EIC L 5 7 v 2w v boLidis
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Figure E-4 Comparison for Conventional throttled operation (Base), VVPL and advance

of the intake valve event.
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Figure E-5 Comparison of heat release rate between throttled (Base) and
non-throttled (VVPL)
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Figure E-6 Effect of VVPL system on COV of IMEP and BSFC during idle condition
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Figure E-7 Effect of VVPL on BSFC and PMEP
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Figure E-8 Effect of exhaust retard on BSFC, PMEP, RGF, COV of IMEP and CA10-90
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Figure E-9 Effect of reducing the friction by using VVPL system
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Figure E-10 Comparison of ignition timing and CA50
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Figure E-11 Comparison of in-cylinder bulk temperature at 20deg. BTDC
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Figure E-12 BSCO, BSHC and BSNOx of OVVPL non-throttled SI engine compared

with conventional throttled SI engine
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