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Abstract

An optimum diesel engine helps to solve the increasing energy demand, the depletion
of fossil fuels, and the environmental rnlems from the utilization of combustion
engines. To optimise the operation of a direct injection diesel engine, the effects of
various boost pressures under different rotations and main injection timings were
studied experimentally and numerically. The boost pressure setbetween 0 kPa to
60 kPa with increment of 20 kPa using a supercharger. The engine rotation was set
between 800 RPM to 2000 RPM with an increment of 400 RPM. The main injection
timing was varied with incremenl from 1° BTDC to 3° ATDC. The results
indicated the increase of in-cylinder pressure and heat release rate with increased
boost pressure. Higher engine rotation led to the decrease of the maximum heat release
rate, maximum in-cylinder pressure, and the difference between the magnitude of the
first and second onsets of the in-cylinder pressure raise. It also shified the timing for
the peak of the heat release rate to occur further away from TDC. The change of‘
main injection timing from [° BTDC to 3° ATDC decreased the maximum in-
cylinder pressure and moved the location of the maximum in-cylinder pressure away
from TDC. The delay of the main injection timing brought larger in-cylinder pressure
raise for the first onset but lower cumulative heat release rate. The difference between
experimental and numerical measurements of the in-cylinder pressure was found to
be less than 4%. The results of the study suggested that boost pressure of 60 kPa and
main injection timing of the 1° BTDC provide higher in-cylinder pressure and
cumulative heat release rate and consequently better engine performance.

Keywords: Boost pressure, Direct injection, Diesel engine, Engine performance,
Heat release rate, Injection strategy, In-cylinder pressure.
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1. Introduction

The world is confronted with issues regarding energy availability due to the
increase of the energy needs at a global scale, lingering dependence with non-
renewable source of energy, and overpopulation [1, 2]. Excessive utilization of
non-renewable fuels depletes natural assets and leads to an increzn in carbon
dioxide emissions, which contributes heavily to glflbal warming [3]. According to
the report from the International Energylgency, 26.5% of the CO, emissions are
related to the transportations sector [4]. With the advancements of technology, the
demand for energy inffbciety raises; coupled with the depletion of fossil fuel and
its high dependency, it is reasonable to assume that the demand [ energy will
eventually be higher than the available supply of energy. The awareness and
solutifg@s for this issue are of high importance and have become more relevant in
order to maintain a functioning society in the future [5].

Many s@llitions have been devised to solve those issues. Some methods used
mnclude the use of renewable fuel like biogas, biodiesel from edible and non-edible
sources, briquette which is cheaper and beneficial in the economic aspect, and the
production of efficient engines that generate more power and less hazardous
emissions [5-11]. Another known method includes the development of the engine
technology [12]. Advancements of the engine technology are motivated by rigorous
standards of emissions and demand for better efficiency. It is also required to
minimize the excessive use of fossil fuels. All these methods aim to decrease the
deterioration of nature and human well-being [ 13].

Compression ignition (CI) engine is one of many engines used to convert fossil
fuel into usable energy. With its great endurance and efficiency [14], CI engine has
become popular in the automotive industry. Diesel engine stands out as the most
universal combustion engine utilized for generating energy in many sectors [15].
The use of a diesel engine is not limited to transportation; power generation is a
good example of a sector that utilizes the diesel engine. Unfortunately, the universal
usage of diesel engines leads to the overutilization of them which causes a rapid
decline of diesel fuel’s availability and increases its price. This, in turn, leads to
negatively affect the importing countries’ economy. To avoid such an outcome,
management of the non-renewable fuels is required. The management for non-
renewable fuel is highly related to the manufacturer of engines, consumers, and
scientists associated with combustion studies [15]. Another alternative is to
increase the availability of diesel fuel through the development of alternative fuels
derived from renewable sources such as microalgae [16].

Another important aspect of the utilization of the diesel engine comes from its
emissions. Health concern due to the exposure of the engine emissions began in the
mid-1990s and motivated the advancement of emission regulations and studies to
enhance the technology and identifying possible health threats. For recent decades,
particulate matters (PM) derived from a diesel engine have been strictly regulated [17].
Strict regulations for emission control were adopted worldwide, and therefore
automotive OEMs minimized the emissions of PM tremendously through the
development of technologies that treat the exhaust gas [18, 19]; such as the port fuel
injection method [19]. Unfortunately, difficulties were found in decrea@hg the NOx
and PM residue together as a result of the soot-NOx exchange. Large NOx and PM
emissions are currently the main problem in the advancement of regular diesel engine.

Journal of Engineering Science and Technology October 2020, Vol. 15(5)




Effect of Boost Pressure and Injection Strategy to The In-Cylinder . . . . 3357

Despite the challenges, many methods have been discovered to enhaffie the
performance of a diesel engine. Some proven methods include maintaining an optimal
air-fuel ratio, oxygen availability, a proper level of injected fuel, and coupling the
engine with supercharger [20, 21]. According to Ichiyanagi and Suzuki, the thermal
efficiency and engiffftorque are increased through combining long-stroke engine with
supercharger [21]. Several studies have also investigated the engine power, brake
power, in-cylinder pressure, and specific power output in a diesel engine under
supercharged conditions [22, 23]. Two parameters that are commonly used to measure
the engine performance are in-cylinder pressure and heat release rate. In-cylinder
pressure gives the idea of the processes that are occurring within the combustion
chamber [24]. The heat release rate, on the other Bhd, varies the temperature and
pressure of the gas inside the chber [25]. The heat release rate and in-cylinder
pressure are good indicators of the fuel economy, power output, gas exchange,
emissions, and IC engine operating processes [26-29].

The nature of combustion, performance, andffscharge of negative emissions of a
diesel enginerely on a range of aspects, including Start of Injection (SOI), Fuel Injection
Parameter (FIP), numbeaf fuel insertions, construction of the ignition chamber, and
the arangement of the nozzle spray. High-pressure direct injection (HPDi) shows
promise as a highly effective approach to adhere to the strict international emission
regulations. FIP for diverse types of diesel engines has varying degrees between 200 to
2000 bar. Kato et al. [30] indicated the utilization of high insertion pressures of fuel in
order to decrease the emission of PM while maintaining similar level of NOx. However,
High FIPs are likely to require an unusual spray design in comparison with low FIPs
sprays [31]. This situation is a result of considering the generation of cavitation around
the nozzles at high FIPs that leads to large atomization speed [32]. Several
mvestigations [33, 34] indicated that larger FIPs increase the quality of air-fuel mixing
and cause quicker combustion that precisely affects the formation of negative
emissions. The identification of diesel spray is commonly conducted by focusing on
parameters including the penetration of spray edge, the angle of spray, speed of droplet,
the proportion of droplet and its distribution, and overall spray construction.

A good understanding of these characteristics is crucial in developing a more
efficient diesel engine while reducing the environmental damage of using it. Large
pressure differences among the nozzles of the injectors are important to atomize the fuel
mto tiny droplets that allow quick vaporization and large jet penetration towards the
ignition chamber [35, 36]. The proportion of droplets allocation for a spray typlcally
mnfluences the buming process inside CI engine. Smaller fuel droplets vaporize faster in
comparison with bigger droplets. Nonetheless, the penetrative attribute for small
droplets is less, and accordingly, the proportion of distribution requires optimization.
Chen et al [36] suggested that little droplets and huge penetrating distance for the jet
fuel increase the nature of the air-fuel blend that generates less delay of ignition and a
more thorough combustion. Less FIPs provide bigger droplet and therefore raise the
delay of ignition time at the time of combustion [37]. It increases the cylinder pressure
and leads to a larger NOx expulsion. As the FIPs are increased, the size and distribution
of the spray droplet decrease, and the air-fuel blending is improved as it has more
preferable mixing attributes during ignition delay, and thus carbon monoxide and
smoke are decreased [38]. Unfortunately, when FIPs reach a large value, the time of
ignition becomes too short. Therefore, the prospect of consistent blending reduces
which decreases the efficiency of the comtfition process [39]. Bruneaux [40] studied
the spray characteristics with relation to the common rail direct injection (CRDi) system
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n elevated temperature cell and high pressure that simulate the state of a common diesel
engine. Raise of FIPs was discovered to improve the breakdown of fuel at the exit,
leading to a better proportion of gas state and enhanf& the blending process. Hence, the
strategy for fuel insertion is an essential method in a diesel engine to improve the
performance, ignition, and residual expulsions as a result of the combustion process.

For the current study, an adjustable one-cylinder engine was utilized to figure
out the influence of timings in the insertion of fuel and FIP on emissions, ignition,
and operational behaviours. The engine was able to accurately regulate the
variables that exist in the fuel injection process. To perform the numerical study,
simulation program called GT-Power was used. GT-Power is an internal
combustion engine simulation program that is widely applicable in the automotive
industry. Through using the one-dimensional analysis method, it decreases the time
needed to develop a product and the cost involved with it [41]. It is based on a one-
dimensional flow simulation and provides several combustion and in-cylinder heat
transfer m@kls. Therefore, the fundamental aim in this investigation is to study the
behaviour of the DI diesel engine using in-cylinder pressure as the parameter and
to support the results using GT-Power simulation with predetermined parameters.
Additionally, heat release rate investigation was performed experimentally to give
a more in-depth understanding of the engine performance.

An identical method of investigation has been performed by Shah et al. [42] who
studied the advancement of a turbocharged DI engine simulation with GT-Power and
investigate the use of B20 fuel by running it on an alternating current powered
dynamometer. They discovered that the numerical results from GT-Power and the
experimental results were in-line with one another as the largest difference between
them was found to be 4.2% for engine brake power (BP), 3% for NOx, 5.1% for brake
specific fuel consumption (BSFC), and 3.4% for maximum combustion pressure [42].

2. Experimental and Numerical Setup

This study was conducted by initially selecting the engine. Afterward, the modelling of
the selected engine in the GT-Power program was performed. After modelling of the
engine, the experiments and simulations were conducted and the results from both
experiments and simulations were compared. In-cylinder pressure, an important
parameter in the engine performance, was measured experimentally and numerically.
Additional measurement of the heat release rate was performed experimentally as well
to give amore in-depth understanding of the engine performance.

In this study, an adjustable one-cylinder DI diesel engineffflas selected to be used in
the experimental investigation. The engine bore diameter was 85 mm, the stroke’s
length was 97 mm, and the compression ratio was 16.3. The cylinder head and piston
were made of aluminium alloy, whereas the dry liner was made of cast ron. The
cylinder offset was 6.5 mm, while the piston-pin offset was 0.8 mm. The length of the
connecting rod was 150.5 mm. The 4-strokes engine had 720° per engine cycle. The
configuration of the experimental setup is given in Fig. 1 and the photograph of the
experimental setup is given in Fig. 2. The specifications of the DI diesel engine used in
this study is shown in Table 1. To experimentally measure the in-cylinder pressure,
Kistler Japan 6052 pressure probe was utilized. As for the heat release rate, the
measurement was conducted by measuring the heat flux inside the engine with high-
response coaxial thermocouple.
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Fig. 2. Photograph of the experimental setup.
Table 1. Engine specifications.

Engine Single cylinder engine
Cylinder Displacement (cc) 550

Bore (mm) 85

Stroke (mm) 97

Cylinder offset (mm) 6.5
Piston-pin offset (mm) 0.8
n}nnecting rod (mm) 150.5
Compression ratio 16.3

[@take valve opening period (deg.) 347 to -120
Exhaust valve opening period (deg.) 122 to 330

Modelling of the engine to numerically measure the in-cylinder pressure in GT-
Power was firstly done on the inlet system at the pipe parts of air inductions process.
The intake system was composed of a few components such as inlet, intake
manifold, and intake port and intake valve. In this diesel engine, intake port was
composed of intake manifold tangential port and intake manifold swirl port. After
modelling of the inlet system, the exhaust system was modelled as well. The
diameter of the inlet pipe was 52 mm, while the diameter of the outlet pipe was 54
mm. The intake valve was composed of intake valve tangential and intake valve
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swirl. After modelling of the exhaust system, the main engine component was
modelled. The modelling of the engine included the engine head and cylinder. After
the modelling of the engine, the supercharger was modelled. The modelling for the
numerical study was made to be as accurate as possible by representing it with a
one-cylinder diesel engine and supercharger.

For this study, two experiments with a different s@of parameters were
performed. Both experiments varied the boost pressure from 0 kPa (naturally
aspirated) to 60 kPa with an increment of 20 kPa. The first experiment was
conducted with fixed main injefflon timing of 1° ATDC (After Top Dead Centre)
and varying engine rotations of 800 RPM to 2000 RPM with 400 RPM increments.
The first experiment was performed to understand the impact of varying boost
pressures under various engine rotations ina DI diesel engine under a constant main
injection timing. In conducting the first experiment, the lubricating oil and coolant
were set at a controlled temperature of 80 °C. Afterward, the engine rotation was
set to the desired speed and kept constant with the help of a dynamo controller. Fuel
was injected into the combustion chamber using a common rail injection system
under 80 mPa pressure. When the ignition started, the rotation of the engine was
automatically kept constant at a certaiffvalue under the controlled load of the
dynamometer. The measurement started from 0 kPa boost pressure to 60 kPa boost
pressure. Initially, at 0 kPa boost pressure, the engine load was set at full load in all
levels of engine rotations and the excess air ratio was set to 1. Afterwf3l, the boost
pressure was increased with an increment of 20 kPa and up to 60 kPa. Details about
the first experiment are further given in Table 2.

Table 2. Experimental conditions at constant
main injection timing of 1° ATDC for various engine rotations and powers.

Engine in]?:catli.nl:m Time of Fuel Total fuel Power
rotation Step (!ming insertion injected insertion [wat]
[RPM] (deg.] [ms] [g/st] [&/st]
Pilot -25 0.16 0.0014
800 Pre -15 0.18 0.0024 0.0398 2700
Main 1 0.83 0.036
Pilot -25 0.16 0.0014
1200 Pre -15 0.18 0.0024 0.0398 4500
Main 1 0.83 0.036
Pilot -25 0.16 0.0014
1600 Pre -15 0.18 0.0024 0.0398 6200
Main 1 0.83 0.036
Pilot -25 0.16 0.0014
2000 Pre -15 0.18 0.0024 0.0398 7800
Main 1 0.83 0.036

The second experiment was performed under a fixed engine rotation of 1200
RPM with various main injection timings of 1° BTDC, 1° ATDC, and 3° ATDC.
The second experiment was conducted to find out the effect of boost pressure and
sequence of main fuel injection towards the behaviour of a DI diesel engine at a
constant engine rotation. The steps performed to conduct the second experiment
were similar to the first experiment. The differences between them are in the
constant engine rotation and the change of main injection timing for the second
experiment. The engine load was also set at full load from the aspect of air excess
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ratio for engine rotation of 1200 RPM. The history of both in-cylinder pressure and
heat release rate were adjusted following the difference of the main injection
timing. Details regarding the second experiment are provided in Table 3.

Many previous studies compared the main injection timing only between
different BTDC timings or different ATDC timings. This study investigated and
compared the influence of main injection timing for both BTDC and ATDC timings
on the performance of a DI diesel engine. This holistic infBktigation was conducted
as Anggono et al. [25] suggested that the engine rotation and the combustion speed
in the engine wilffle balanced by advancing the fuel main injection timing from
ATDC to BTDC. With the balance between engine rotation and combustion speed,
the maximum in-cylinder pressure will occur near TDC.

Table 3. Experimental conditions at a constant engine
rotation of 1200 RPM for various fuel insertion timings and powers

Engine inMecatl:) = Time of Fuel Total fuel Power
rotation Step timin insertion injected insertion [watt]
[RPM] ldeg] [ms] [g/st [st]
Pilot -25 0.16 0.0014
Pre -15 0.18 0.0024 0.0398 4600
Main -1 0.83 0.036
Pilot -25 0.16 0.0014
1200 Pre -15 0.18 0.0024 0.0398 4300
Main 1 0.83 0.036
Pilot -25 0.16 0.0014
Pre -15 0.18 0.0024 0.0398 4300
Main 3 0.83 0.036

3.Results and Discussion

The outcomes of the first experiment under various engine rotations and boost
pressures towards in-cylinder pressure are displayed in Figs. 3 to 6. These figures
display the result of the in-cylinder pressure from the experiment (solid line) and
GT-Power simulation (dashed line). The results indicafJthat in-cylinder pressure
increased gradually as the boost pressure was raised from 0 kPa to 60 kPa. In
contrast, the in-cylinder pressure decreased with increased engine rotation caused
by an extended period of combustion on greater engine rotation.

It was also discovered from the results that the in-cylinder pressure increased in
two onsets. The first onset occurred in the negative crank angle near TDC and the
second onset occurred in the positive crank angle. The increase of the engine
rotation reduced the difference between the magnitude of the in-cylinder pressure
raise of the first and second onsets. This phenomenon was caused by the increase
of combustion duration at higher engine rotation.

In order to obtain the simulated results, the measured pipes data, compressor map,
bum rate, amount of fuel burned for each case, and swirl data were required [43].
Unfortunately, some of the required data obtamed were not accurate in this study; the
inaccuracy of these data may explain the deviation that occurred in the case of 1200
RPM. The accuracy of the results may be improved it a compressor map was available
from the manufacturer and the burn rate data were obtained from the experiments. The
bum rate is a crucial parameter as it precisely manages the period of efficiency, the
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vibration and noise due to engine operation, and the maximum pressure that was
exposed to the engine [44]. However, it was impossible to acquire the burn rate due to
the lack of the appropriate measuring tool.

To analyse the difference between experimental and numerical results, both
results were compared. Table 4 shows the value and location of the maximum in-
cylinder pressure and the difference between experimental and numerical results
for 1° ATDC with various boost pressures and engine rotations. It was observed
that the location deviation did not exceed beyond 3° and the deviation of value
between experimental and numerical results did not exceed beyond 184 kPa (4%).

800 rpm
- 0 kPa_GT-Power —0 kPa_Experiment 20 kPa_GT-Power 20 kPa_Experiment
- -40 kPa_GT-Fower —40 kPa_Experiment = 60 kPa_GT-Power —&0 kPa_Experiment
10000
2000
BOOD
7000

In-cp mdxnn"” [kPa]

-15 5 5 15 25 35 45

6 Crank angle [deg ]
Fig. 3.-cylinder pressure with main injection timing of 1° ATDC
for various boost pressures and engine rotation of 800 RPM.

1200 rpm
= .0 kPa_GT-Power —0kPa_Experimant - .20 kPa_GT-Power 20 kPa_Experiment

- -40 kPa_GT-Power 40 kPa_Experiment = 60 kPa_GT-Power —60 kPa_Experiment

In-cylinder Pressure [kPa)
\

15 -5 5

25 a5 a5

15
Gunk angle [deg.]
Fig. 4 flh-cylinder pressure with main injection timing of 1° ATDC

for various boost pressures and engine rotation of 1200 RPM.
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1600 rpm
= -0 kPa_GT-Fower —0 kPa_Experiment 20 kPa_GT-Power 20 kPa_Experiment
~ -40 kPa_GT-Pawer —40 kPa_Experiment - -60 kPa_GT-Power —60 kPa_Experiment

In-cyfinder Pressure [kPa)

-15 5 s 25 5 45

15
Crank angle [deg.]

Fig. Sg-cylinder pressure with main injection timing of 1° ATDC
for various boost pressures and engine rotation of 1600 RPM.

2000 rpm
= -0 kPa_GT-Power =—0 kPa_Experiment 20 kPa_GT-Power 20 kPa_Experiment
- -40 kPa_GT-Power —40 kPa_Experiment - -60 kPa_GT-Power —60 kPa_Experiment

F000

In-cylinder Pressure [kPa)

-15 -5 5 15 25 a5 45

éank angle [deg.]

Fig. 6 f@h-cylinder pressure with main injection timing of 1° ATDC
for various boost pressures and engine rotation of 2000 RPM.

Tabjg 4. Deviation among experiment and GT-Power results
for the fi-cylinder pressure comparison with main injection timing
of 1° ATDC under various boost pressures and engine rotations.

Engine Boost GT-Power Experiment Deviation
rotation pressure Location  Value  Location  Value  Location Value
IRPM] [kPa] [deg.] |kPa] [deg.] |kPa] [deg.] [kPa]  [%]
0 16.42 5630.26 15.00 5499.77 1.42 13049 0.31
200 20 16.42 7177.25 14.00 7096.19 2.42 81.06 1.21
40 16.21 7716.32 15.00 7623.65 1.21 92.67 156
60 16.25 8687.32 16.00 8633.97 0.25 5335 133
1200 0 12.97 6342.81 12.00 6323.25 0.97 19.56 091
20 12.36 7276.73 13.00 7366.01 0.64 89.28 172
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40 12.46 8879.45 12.00 9020.45 0.46 141.00  2.05
60 12.47 9554.50 11.00 9683.28 1.47 127.78 3.35
0 18.14 5249.90 18.00 5192.84 0.14 57.06 110
1600 20 18.32 6295.21 16.00 6309.52 232 1431 0.23
40 16.34 6173.35 17.00 6691.63 0.66 8232 123
60 16.01 7603.25 14.00 7579.99 2.01 2356 031
0 15.36 4834.12 15.00 4654.46 0.36 183.66 3.95
2000 20 15.09 5372.05 14.00 5421.23 1.09 49.18 091
40 14.04 5885.65 13.00 5914.38 1.04 28.73 049
60 13.32 6830.96 13.00 6872.61 0.32 41.65  0.61

The results of the heat release rate measurements for the first experiment are
shown in Figs. 7 to 10. The measurements suggested that the maximum heat release
rate increased with increased boost pressure. The results are in line with studies
conducted by Chen et al. and Chala et al. [45, 46]. In this study, an exception was
found in the 800 RPM condition where the heat release rate for 40 kPa was slightly
higher than 60 kPa boost pressure. This could be the result of the shorter
combustion duration in lower engine rotation which caused the mass-burn rate to
be constant even with increased boost pressure. For engine rotation of 1200 to 2000
RPM, the difference between boost pressures was apparent with 60 kPa having the
highest maximum heat release rate.

On the other hand, the increase of the engine rotation reduced the maximum
heat release rate for all levels of boost pressures. It was also discovered from the
results that the timing of the maximum heat release rate shifted towards higher
crank angle (slower) with increased engine rotation. Longer combustion duration
n higher engine rotation reduced the burn rate. It caused the heat release rate to be
distributed along with a large range of crank angle and therefore shifting the peak
away from TDC.

Figures 11 to 14 show the results of the second experiment with various main
injection timings and boost pressures. The results showed an increase of in-
cylinder pressure with increased boost pressure for all main injection steps. The
results are identical to the evaluation performed by Lee et al. [47]. They suggested
[Aat the maximum in-cylinder pressure increased due to supercharging the engine
with engine rotation below 3000 RPM. The differenceffletween various main
injection timings studied were found in the value and the timing of the maximum
in-cylinder pressure.

The maximum in-cylinder pressure in the main injection timing of 1° BTDC
was higher than that of the 1° ATDC and 3° ATDC in all boost pressure
variations. Advancing the main injection timing also led to the maximum in-
cylinder pressure to occur closer to TDC [48]. These conditions occurred due to
the lagging reaction of the combustion caused by the retardation of the main
injection timing. It shifted the location of the maximum in-cylinder pressure
towards a larger crank angle (slower). The lagging reaction of the combustion
also decreased the maximum in-cylinder pressure as the fuel was mostly
combusted after TDC B is also discovered that in delayed main injection timing,
a lower value of the maximum in-cylinder pressure made the raise of the in-
cylinder pressure in the first onset to be larger [5].
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Fig. §JHeat release rate with main injection timing of 1° ATDC
for various boost pressures and engine rotation of 800 RPM.

1200 rpm

Fig.Heat release rate with main injection timing of 1° ATDC
for various boost pressures and engine rotation of 1200 RPM.

1600 rpen

Fig.Heat release rate with main injection timing of 1° ATDC for
various boost pressures and engine rotation of 1600 RPM.
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Fig. n Heat release rate with main injection timing of 1° ATDC
for various boost pressures and engine rotation of 2000 RPM.

1200 rpm_0 kPa

GT-Power = =1"_GT-Power = =3"_GT-Power

Experiment =—1"_Experiment
7000

=—3"_Experiment

In-cylinder Pressure [kPa]

- ] 15 25 35
Crank angle (deg.]

Fig. 11. In-cylinder pressure of various main injection
timings with 1200 RPM engine rotation and 0 kPa boost pressure.

1200 rpm_20 kPa
=={-1")_GT-Power - -1°"_GT-Power
=—{-1")_Experiment

B000

- -3°_GT-Power
—1*_Experiment —3°_Experiment

7000
- 6000
-
4000

3000

2000

1000
0
5 15 25 35 45
Crank angle [deg.]
Fig. 12. In-cylinder pressure of various main injection
timings with 1200 RPM engine rotation and 20 kPa boost pressure.
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1200 rpm_40 kPa

= =(-1°)_GT-Power - =1°_GT-Power -=3"_GT-Power
—{(-1°)_Experiment —1°_Experiment —3"_Experiment
9000
8000

s 7000 ot
o .
[}
5
2
g
a
g
=
=
e
L%}
p 2000

1000

0
-15 -5 5 15 25 5 45
0 Crank angle [deg.]

Fig. 13. In-cylinder pressure of various main
injection timings with 1200 RPM engine rotation and 40 kPa boost pressure.

1200 rpm_60 kPa

= =(-1*)_GT-Power = =1*_GT-Power = =3"_GT-Power
—{-1*)_Experiment —1*_Experiment —3°_Experiment
10000

9000

In-cylinder Pressure [kPa]

-15 -5 5 15 25 a5 45
Crank angle [deg.]

Fig. 14. In-cylinder pressure of various main
injection timings with 1200 RPM engine rotation and 60 kPa boost pressure.
7

Table 5 shows the value andEcatiDn of the maximum in-cylinfr pressure and
the difference among experiment and GT-Power results for main injection timing
of 1° BTDC, 1° ATDC, and 3° ATDC under 1200 RPM and various boost
pressures. The largest location deviation was 2.38 degrees, and the largest deviation
of value between experimental and numerical resua was 222.93 kPa (4%). The
small deviations of location and value show a good agreement between
experimental results and the numerical results from GT-Power.
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Table 5. Deviation among experiment a GT-Power results for
in-cylinder pressure comparison with main injection timing of 1° BTDC,
1° ATDC, and 3° ATDC under 1200 RPM and various boost pressures.

Boost Main GT-Power Experiment Deviation
pressure ir:ijec.tion Location Value Location Value Location Value
min
Pal gt ldeg) [kPa] leg]  [kPal  [deg]  [py) (%]
-1° 16.38 6330.72 14.00 6155.43 238 175.29 0.28
0 1 12.97 6342.81 12.00 6323.25 097 19.56 0.91
3 17.84 5534.43 16.00 5351.98 1.84 182.45 1.40
-1° 16.20 7516.16 14.00 7319.84 220 196.32 0.61
20 1 12.36 7276.73 13.00 7366.01 0.64 80.28 1.72
3@ 17.17 6439.82 16.00 6496.43 1.17 56.61 1.66
-1° 16.26 §389.33 14.00 8166.40 226 22293 0.62
40 1° 12.46 8879.45 12.00 9020.45 046 141.00 2.05
3 17.22 T184.84 16.00 7262.82 122 77.98 2.07
-1° 16.28 9281.22 15.00 9177.34 128 103.88 212
60 1 12.47 0554.50 11.00 9683.28 147 127.78 3.35
3e 17.22 8100.36 16.00 8198.28 122 97.92 2.07

Figures 15 to 18 show the results of the heat release rate measurements for the
second experifllent under various main injection timings and boost pressures.
Increasing the boost pressure led to a higher heat release rate for all main injection
timings. The results also showed that the retardation of the main injection timing
from 1° BTDC to 1° ATDC shifted the peak of the heat release rate away from
TDC. These results are in line with the study conducted by How et al. [49].
However, retardation of the main injection timing from 1° ATDC to 3° ATDC did
not show a significant shift of timing for the peak to occur.

These results also showed that the retardation of main injection timing caused
the peak of heat release rate to be narrower and therefore having a faster burning
rate [49]. Only slight differences in maximum heat release rate were observed
between different main injections timing at all levels of boost pressures.
However, the main injection timing of 1° BTDC generated the highest overall
heat release rate as it had a less narrow peak and therefore released more heat.

1200 rpm_0 kPa

Fig. 15. Heat release rate of various main injection timings
with 1200 RPM engine rotation and 0 kPa boost pressure.
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1200 rpm_20kPa

Fig. 16. Heat release rate of various main injection timings
with 1200 RPM engine rotation and 20 kPa boost pressure.

1200 rpm_40 kPa

Fig. 17. Heat release rate of various main injection timings
with 1200 RPM engine rotation and 40 kPa boost pressure.

1200 rpm_50 kPa

Fig. 18. Heat release rate of various main injection timings
with 1200 RPM engine rotation and 60 kPa boost pressure.
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4.Conclusions

The effect of varying boost pressures from 0 kPa to 60 kPa and main injection timings
from 1° BTDC to 3° ATDC in a direct injection diesel engine has been investigated
in terms of the in-cylinder pressure and heat release rate. From the investigation,
several points may be raised as follows:

e The in-cylinder pressure results from both GT-Power simulation and experiment
were in good agreement with the largcsucviatiun not exceeding beyond 4%.

Addition of boost pressure to the DI diesel engine increased the in-cylinder
pressure and heat release rate ifg#ill main injection timings investigatedffn the
other hand, the increase of the engine rotation from 800 to 2000 RPM reduced
the in-cylinder pressure and heat release rate due to the longer combustion
process at higher engine rotation.

Two onsets of in-cylinder pressure raise were found in this study. The first onset
occurred in the negative crank angle and the second onset occurred in the positive
crank angle. The increase of the engine rotation reduced the contrast between the
maximum in-cylinder pressure of the first and second onsets. Furthermore, the
timing of the maximum heat release rate moved further away from TDC with
higher engine rotation. The contrast between onsets and shifts of the timing for
the maximum heat release rate were caused by the delay in the combustion with
increased engine rotation as it raised the overall duration of the combustion
process and therefore providing longer duration for heat to release.

The retardation of the main injection timing caused a decrease in the maximum
in-cylinder pressure and shifted the location to oceur further away from TDC.
Those were due to the lagging reaction of the combustion caused by the
retardation of the main injection timing. The in-cylinder pressure raise on the
first onset was found to be larger on the retarded main injection tinflg.
Advancing the main injection timing to 1° BTDC led to earlier raise of heat
release rate and higher cumulative heat release rate due to the less narow peak.

e The outcomes of this study suggested that increasing the boost pressure with
supercharger up to 60 kPa and advancing the main injection timing to 1° BTDC
resulted in higher boost pressure and cumulative heat release rate and therefore
better engine performance.
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BTDC Before Top Dead Centre

Cl Compression lgnition

CRDi Common Rail Direct Injection
DI Direct Injection

FIP Fuel Injection Parameter
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NOx Nitrogen Oxides

OEMs Original Equipment Manufacturers
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S01 Start of Injection

TDC Top Dead Centre

References

1. Anggono, W.; Sutrisno; Suprianto, F.D.; Evander, J.; and Gotama, G.J. (2018).
Biomass briquette investigation from Pterocarpus indicus twigs waste as an
alternative renewable energy. International Journal of Renewable Energy
Research, 8(3). 1393-1400.

2. Anggono, W.; Suprianto, F.D.; Gotama, G.J.; Sutrisno; and Evander, J. (2018).
Combustion characteristics behavior of Pterocarpus indicus leaves waste briquette
at various particle size and pressure. 5% International Conference on Mechanics
and Mechatronics Research (ICMMR 2018). Conference. Series: Materials
Science and Engineering Tokyo, Japan, 417, 012007.

3. Coyle, ED.; and Simmons, R.A. (2014). Understanding the global energy
crisis. Indiana: Purdue University Press.

4. Yilmaz, E.; Chen, H.; Matsui, H.; Ichiyanagi, M.; and Suzuki, T. (2019).
Validation of in-cylinder heat flux estimation model by measuring wall
temperature. fnternational Journal of Automotive Engineering, 10(2), 226-232.

5. Anggono, W.; Ikoma, W.; Chen, H.; Liu, Z.; Ichiyanagi, M.; Suzuki, T.; and
Gotama, G.J. (2019). Investigation of intake pressure and fuel injection timing
effect on performance characteristics of diesel engine. 2019 9th International
Conference on Future Environment and Energy. Osaka, Japan, 257, 012037.

6. Anggono, W.; Suprianto, F.D.; Purnomo, K.; Hartanto, T.I.; and Wijaya, T.P.
(2016). The effect of nitrogen flame characteristics in biogas external premixed
combustion. Applied Mechanics and Materials, 836, 265-270.

7. Ashok, B.; Raj, R.TK.; Nanthagopal, K.; Krishnan, R.; and Subbarao, R.
(2017). Lemon peel oil — A novel renewable alternative energy source for
diesel engine. Energy Conversion and Management, 139, 110-121.

8. Anggono, W.; Suprianto, F.D.; Sutrisno; Gotama, G.J.; Evander, J.; and
Kasrun, A.W. (2018). Investigation on biomass briquette from Cerbera
manghas waste twigs as renewable energy source. ARPN Journal of
Engineering and Applied Sciences, 13(3), 1080-1084.

9. Poogjary, S.; Rao, V.C.; Sandesh, K.; and Shet, V.B. (2018). Process

optimization of pilot scale biodiesel production from pongamia and waste
cooking oil feedstock. Journal of Engineering Science and Technology
(JESTEC), 13(9), 2670-2684.

Journal of Engineering Science and Technology October 2020, Vol. 15(5)




3372 W. Anggono et al.

1 6.

20.

. Abdulkareem, S.; Hakeem, B.A.; Ahmed, L1; Ajiboye, T.K.; Adebisi, J.A.;

and Yahaya, T. (2018). Combustion characteristics of bio-degradable
biomass briquettes. Jowrnal of Engineering Science and Technology
(JESTEC), 13(9), 2779-2791.

. Anggono, W.; Sutrisno; Suprianto, F.D.; Setiyo, M.; Wibisono, R.; and

Gotama, G.J. (2019). Experimental investigation of the effect of Nephelium
lappaceum seed biodiesel to the automotive diesel engine performance. 2019
9th International Conference on Future Environment and Energy. Osaka,
Japan, 257, 012039.

. Guntur, R.; and Prasanthi, G. (2018). Effect of compression ratio on

thermal characteristics of VCR diesel engine using Nicotiana tabacum L.
seed oil methyl ester. Journal of Engineering Science and Technology
(JESTEC), 13(3), 558-572.

. Hulwan, D.B.; and Joshi, S.V. (2018). Multizone model study for DI diesel

engine running on diesel-ethanol-biodiesel blends of high ethanol fraction.
International Journal of Automotive and Mechanical Engineering, 15(3),
5451-5467.

. Thirumal, B.J.; Gunasekaran, E.J.; Loganathan; and Saravanan, C.G. (2015).

Emission reduction from a diesel engine fueled by cerium oxide nano-additives
using SCR with different metal oxides coated catalytic converter. Jowrnal of
Engineering Science and Technology (JESTEC), 10(11), 1404-1421.

. Janardhan, N.; Murali Krishna, M.V .S.; Kesava Reddy, C.; and Durga Prasad, N.

(2014). Effect of injection timing on performance parameters of direct injection
diesel engine with ceramic coated cylinder head. International Journal of Scientific
& Engineering Research, 5(12), 1596-1607.

Lopez, N.O.M.; Diaz, M.A.O.; Gonzales-Delgado, A.D.; Garcia, J.B.; Solano,
AF.B.; Lavecchia, R.; and Zuorro, A. (2019). Effect of flocculation on lipid
extraction from Chlorella vulgaris UTEX 1803 using response surface
methodology. Journal of Engineering Science and Technology (JESTEC),
14(1), 181-192.

. Bari, S.; and Marian, R. (2015). Evolution of risk of diesel engine emissions

on health during last 4 decades and comparison with other engine cycles - An
innovative survey. Proceedings of the ASME 2015 International Mechanical
Engineering Congress and Exposition (IMECE 2015). Houston, Texas, USA,
IMECE2015-51887.

. Ichiyanagi, M.; and Suzuki, T. (2016). Experimental optimization for thermal

efficiency of short-stroke small engine with supercharger by using lean mixture
combustion. Journal of Japan Society for Design Engineering, 51(9), 659-670.

. Sankaralingam, R.K.; Ferroskhan; Ismail, S.; and Venugopal, T. (2018).

Experimental studies on premixed charge compression ignition (PCCI) engine
using port injection of heated diesel. Jowrnal of Engineering Science and
Technology (JESTEC), 13(11), 3457-3472.

Abraham, J.; Bracco, F.V.; and Reitz, R.D. (1985). Comparison of
computed and measured premixed charge engine combustion. Combustion
and Flame, 60, 309-322.

Journal of Engineering Science and Technology October 2020, Vol. 15(5)




2L

22

23.

24,

26.

217.

28.

29.

30.

3L

32.

33.

34.

Effect of Boost Pressure and Injection Strategy to The In-Cylinder . . . . 3373

Ichiyanagi, M.; and Suzuki, T. (2015). Implementation of air-fuel ratio feed-
forward controller considering heat transfer at intake system to SI engine. SAE
Technical Paper, 2015-01-1982.

Berber, A.; Tinkir, M.; Sinan Giiltekin, S.; and Celikten, 1. (2011).
Prediction of a diesel engine characteristics by using different modelling
techniques. International Journal of the Physical Sciences, 6(16), 3979-3992.
Chaudhari, H.G.; Patel, T.M.; and Patel, P.R. (2017). Effect of
supercharging & injection pressure on engine combustion characteristic of
jatropha biodiesel blend. IOSR Journal of Mechanical and Civil
Engineering (I0SR-JMCE), 14(2), 47-59.

Gatowski, J.A.; Balles, E.N.; Chun, K.M.; Nelson, F.E.; Ekchian, J.A.; and
Heywood, J.B. (1984). Heat release analysis of engine pressure data. SAE
Technical Paper, 841359.

. aggunu, W.: Ikoma, W.; Chen, H.; Liu, Z.; Ichiyanagi, M.; and Suzuki, T.

(2019). Effect of various supercharger boost pressure to in-cylinder pressure
and heat release rate characteristics of direct injection diesel engine at various
engine rotation. 2018 International Conference on Automotive,
Manufacturing, and Mechanical Engineering. E35 Web of Conferences. Bali,
Indonesia, 130, 01036.

Jayashankara, B.; and Ganesan, V. (2010). Effect of fuel injection timing and
intake pressure on the performance of a DI diesel engine — A parametric study
using CFD. Energy Conversion and Management, 51, 1835-1848.
Sombatwong, P.; Thaiyasuit, P.; and Pianthong, K. (2013). Effect of pilot fuel
quantity on the performance and emission of a dual producer gas - diesel
engine. Energy Procedia, 34, 218-227.

Banapurmath, N.R.; Sankaran, R.; Tumbal, A.V.; Narasimhalu, T.N;
Hunashyal, A.M.; and Ayachit, N.H. (2014). Experimental investigation on
direct injection diesel engine fuelled with graphene, silver and multiwalled
carbon nanotubes-biodiesel blended fuels. International Journal of Automotive
Engineering and Technologies, 3(4), 129-138.

Wimmer, A.; Pivec, R.; and Sams, T. (2000). Heat transfer to the combustion
chamber and port walls of IC engines — Measurement and prediction. SAE
Technical Paper, 2000-01-0568.

Kato, T.; Tsujimura, K.; Shintani, M.; Minami, T.; and Yamaguchi, I. (1989).
Spray characteristics and combustion improvement of D.I. diesel engine with
high pressure fuel injection. SAE Technical Paper, 890265.

Baritaud, T.A.; Heinze, T.A.; and Le Coz, I.F. (1994). Spray and self-ignition
visualization in a DI diesel engine. SAE Technical Paper, 940681.

Bruneaux, G.; Verhoeven, D.; and Baritaud, T. (1999). High pressure diesel
spray and combustion visualization in a transparent model diesel engine. SAE
Technical Paper, 1999-01-3648.

Dec, J.E. (1997). A Conceptual model of DI diesel combustion based on laser-
sheet imaging. SAE Technical Paper, 970873.

Agarwal, AK.; Chaudhury, V.; Agarwal, A.; and Shukla, P.C. (2013).
Comparative study of macroscopic spray parameters and fuel atomization
behaviour of straight vegetable oils (Jatropha), its biodiesel and blends.
Thermal Science, 17(1), 217-232.

Journal of Engineering Science and Technology October 2020, Vol. 15(5)




3374 W. Anggono et al.

37

38.

39.

40.

41.

42.

3.
44,

46.

47.

48.

49.

. Birch, S. (2000). Fuel injection: the inside story. Tech Briefs SAE.
36.

Chen, P.; Wang, W.; Roberts, W.L.; and Fang, T. (2013). Spray and
atomization of diesel fuel and its alternatives from a single-hole injector using
a common rail fuel injection system. Fuel, 103, 850-861.

Wang, X.; Huang, Z.; Kuti, O.A.; Zhang, W.; and Nishida, K. (2010).
Experimental and analytical study on biodiesel and diesel spray characteristics
under ultra-high injection pressure. International Journal of Heat and Fluid
Flow, 31, 659—666.

Zhang, G.; Qiao, X.; Miao, X.; Hong, J.; and Zheng, J. (2012). Effects of highly
dispersed spray nozzle on fuel injection characteristics and emissions of heavy-
duty diesel engine. Fuel, 102, 666-673.

Celikten, 1. (2003). An experimental investigation of the effect of the injection
pressure on engine performance and exhaust emission in indirect injection
diesel engines. Applied Thermal Engineering, 23, 2051-2060.

Bruneaux, G. (2001). Liquid and vapor spray structure in high-pressure
common rail diesel injection. Atomization and Sprays, 11(5).

Dahlan, A.A.; Muhamad Said, M.F.; Abdul Latiff, Z.; Mohd Perang, M.R;
Abu Bakar, S.A_; and Abdul Jalal, R.1. (2019). Acoustic study of an air intake
system of SI engine using 1-dimensional approach. International Journal of
Automotive and Mechanical Engineering, 16(1), 6281-6300.

Shah, A.N.; Shah, F.H.; Shahid, E.M.; and Gardezi, S.A.R. (2014).
Prediction of an optimum biodiesel-diesel blended fuel for compression
ignition engine using GT-Power. Pakistan Journal of Engineering and
Applied Sciences, 14(1), 102-114.

Gamma Technologies. (2016). GT - Suite engine performance application manual

Lyn, W.T. (1963). Study of burning rate and nature of combustion in diesel
engines. Symposium (International) on Combustion, 9(1), 1069-1082.

. Chen, L; Ding, S.; Liu, H.; Lu, Y.; Li, Y.; and Roskilly, A.P. (2017). Comparative

study of combustion and emissions of kerosene (RP-3), kerosene-pentanol blends
and diesel in a compression ignition engine. Applied Energy, 203, 91-100.

Chala, G.T.; Aziz, A.R.A.; and Hagos, F.Y. (2017). Combined effect of
boost pressure and injection timing on the performance and combustion of
CNG in a DI spark ignition engine. International Journal of Automotive
Technology, 18(1), 85-96.

Lee, CS.; Lee, KH.; Whang, D.H.; Choi, SW.; and Cho, HM. (1997).
Supercharging performance of a gasoline engine with a supercharger. Korean
Society of Mechanical Engineers (KSME) International Journal, 11(5), 556-564.
Raeie, N.; Emami, S.; and Sadaghiyani, O.K. (2014). Effects of injection
timing, before and after top dead center on the propulsion and power in a diesel
engine. Propulsion and Power Research, 3(2), 59-67.

How, H.G.; Masjuki, H.H.; Kalam, M.A_; Teoh, Y.H.; and Abdullah, M.A.
Effect of injection timing on performance, emission and combustion

characteristics of a common-rail diesel engine fuelled with coconut oil methy!
ester. SAE Technical Paper, 2013-01-2663.

Journal of Engineering Science and Technology October 2020, Vol. 15(5)




15_5_35_JESTEC Paper Final OCT2020

ORIGINALITY REPORT

15, 14, 144 1.

SIMILARITY INDEX INTERNET SOURCES  PUBLICATIONS STUDENT PAPERS

PRIMARY SOURCES

www.e3s-conferences.org 7 .
Internet Source Yo

repository.petra.ac.id
P 2%

Internet Source

rscdb.cc.sophia.ac.jp 2fy
(o}

Internet Source

e

mafiadoc.com 1 o
0

Internet Source

=

Tamilselvan Pachiannan, Wenjun Zhong, 1 o
Sundararajan Rajkumar, Zhixia He, Xianying °
Leng, Qian Wang. "A literature review of fuel

effects on performance and emission

characteristics of low-temperature combustion
strategies”, Applied Energy, 2019

Publication

£l

n Willyanto Anggono, Wataru [koma, Haoyu Chen, 1 o
Zhiyuan Liu, Mitsuhisa Ichiyanagi, Takashi °
Suzuki, Gabriel Jeremy Gotama. "Investigation
of intake pressure and fuel injection timing effect



on performance characteristics of diesel
engine", IOP Conference Series: Earth and
Environmental Science, 2019

Publication

Willyanto Anggono, Wataru [koma, Haoyu Chen, 1 o
Zhiyuan Liu, Mitsuhisa Ichiyanagi, Takashi °
Suzuki. "Effect of Various Supercharger Boost

Pressure to in-Cylinder Pressure and Heat

Release Rate Characteristics of Direct Injection

Diesel Engine at Various Engine Rotation", E3S

Web of Conferences, 2019

Publication

n shellbuckling.com 1 .
Internet Source A)
n Submitted to Sophia University 1 .
Student Paper /o
Exclude quotes On Exclude matches < 30 words

Exclude bibliography On



	15_5_35_JESTEC Paper Final OCT2020
	by Williyanto A

	15_5_35_JESTEC Paper Final OCT2020
	ORIGINALITY REPORT
	PRIMARY SOURCES


