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Abstract

The main objective of this doctoral thesis is the development of a com-
prehensive methodology to perform and analyse the thermal balance of recip-
rocating engines, based on experimental and theoretical techniques. Starting
from previous works carried out in the research group, which are related to
combustion diagnosis and thermal management, a methodology to analyse the
thermal balance from two points of view was proposed: on the one hand, the
external point of view, mainly based on experimental measurements, and on
the other hand, the internal point of view, based on modelling. The combina-
tion of both approaches allows the necessary model adjustment, along with a
detailed characterization of the different energy flows.

Apart from the thermal balance methodology, several proposals to model
some internal processes have been provided, being noteworthy the sub-models
for heat transfer to the chamber walls, the ports and between the oil and
coolant, besides, a detailed mechanical losses model was also developed. With
the aim of ensuring the models reliability and robustness, an integral uncer-
tainty adjustment methodology is proposed, which allows determining some
parameters affecting the thermodynamic properties within the chamber and
the sub-models adjustment.

The analysis and calibration methodology is flexible enough to be ap-
plied in different types of engines and combustion modes, thus ensuring its
generality. To demonstrate the methodology potential, it is finally applied to
analyse specific parametric studies in two engines, showing its usefulness for
both diagnostic and predictive applications.



Resumen

El objetivo principal de la presente tesis doctoral es el desarrollo de una
metodologia integral que permita analizar el balance de energia en motores
de combustién interna alternativos, mediante la combinacién de diferentes
técnicas experimentales y tedricas. Para ello, partiendo de varios trabajos
previos realizados en el grupo de investigacion en temas relacionados con di-
agnostico de la combustién y gestién térmica del motor, se ha propuesto una
separacion del andlisis energético en dos puntos de vista: exterior, basado prin-
cipalmente en medidas experimentales e interior, fundamentalmente basado en
modelado. La combinaciéon de ambos enfoques permite el necesario ajuste de
los modelos, asi como la caracterizacion completa y fiable de los flujos de
energia en el motor.

Junto a la metodologia del balance energético, se han aportado una
serie de propuestas para el modelado de diferentes procesos internos, entre los
que destacan los modelos de transmisién de calor a las paredes de la camara
de combustién, a las pipas y entre el aceite y el refrigerante, asi como un
modelo detallado de pérdidas mecdnicas. Con el fin de garantizar la robustez
y fiabilidad de dichos modelos, se ha propuesto una metodologia de ajuste de
incertidumbres que permite obtener el valor de varios pardmetros que afectan
al cédlculo de las condiciones termodindmicas en la camara, asi como el ajuste
de los diferentes modelos propuestos.

La metodologia de andlisis y calibracion es suficientemente flexible para
ser aplicada a motores de caracteristicas y modos de combustién diferentes,
asegurando asi la generalidad de la herramienta. Para mostrar su potencial, se
ha aplicado a dos motores en estudios paramétricos especificos, verificandose
su utilidad como herramienta tanto de diagnéstico como para su uso en apli-
caciones predictivas.



Resum

L’objectiu principal de la present tesi doctoral és el desenrotllament
d’una metodologia integral que permeta analitzar el balan¢ d’energia en mo-
tors de combustié interna alternatius, per mitja de la combinacié de diferents
tecniques experimentals i teoriques. Per a aixo0, partint de diversos treballs
previs realitzats en el grup d’investigacié en temes relacionats amb diagnostic
de la combustié i gestié termica del motor, s’ha proposat una separacié de
I’analisi energetica en dos punts de vista: exterior, basat principalment en
mesures experimentals i interior, fonamentalment basat en modelatge. La
combinacié d’ambdéds enfocaments permet el necessari ajust dels models, aixi
com la caracteritzacié detallada dels diferents fluxos energetics.

Junt amb la metodologia del balang energetic, s’han aportat una serie
de propostes per al modelatge de diferents processos interns, entre els que
destaquen els models de transmissié de calor a les parets de la cambra de
combustid, a les pipes i entre 'oli i el refrigerant, aixi com un model detallat
de perdues mecaniques. A fi de garantir la robustesa i fiabilitat dels dits mod-
els, s’ha proposat una metodologia integral d’ajust d’incerteses que permet
obtindre el valor de diversos parametres que afecten el calcul de les condi-
cions termodinamiques en la cambra, aixi com l’ajust dels diferents models
proposats.

La metodologia d’analisi i calibratge és prou flexible per a ser aplicada
a motors de caracteristiques i modes de combustié diferents, assegurant aixi
la generalitat de la ferramenta. Per a mostrar el seu potencial, finalment s’ha
aplicat a dos motors en estudis parametrics especifics, verificant la seua utilitat
tant com a ferramenta de diagnostic com en aplicacions predictives.
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1.1 Background

Since its development, the Reciprocating Internal Combustion Engine
(RICE) has brought several benefits to mankind, being especially remarkable
in the transportation sector but also in domestic and industrial applications.
It is partly responsible for the fast growing and evolution of cities and has
moulded the present society lifestyle. As a consequence, the use of RICEs has
increased over the last decades, giving place to two major concerns:

1. The combustion process of conventional RICEs leads to pollutants emis-
sions that are released to the ambient as part of the exhaust gases. In
normal operation, NO, and Particulate Matter (PM) are main issues in
Diesel engines, whilst gasoline engines produce higher concentration of
CO and HC' emissions. These pollutants are reported to have harmful
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effects on human health [1-3], thus becoming a major issue in modern
cities.

2. Fossil fuels are the main source of energy in transportation applications.
However, as can be seen in Figure 1.1, the oil reserves are progressively
running out whilst the demand of energy rises. Thereby, the use of gas
and oil extraction methods that are more aggressive with the environ-
ment (for example the fracking! [4-6]) are becoming a common practice.
As a consequence, the awareness towards the preservation of the non-
renewable sources and the protection of the environment has increased;
therefore, the development of more efficient powertrains is gaining im-
portance.

[3.])
o

»
o
|

]

w
o
1

N
o
1

-
o
1

Discoveries - Consumption
[Billions of barrels]

24—
1940 1950 1960 1970 1980 1990 2000

Year

Figure 1.1. Annual balance of new barrels discovered versus consumed. Source: [7].

As the harmful inmissions in the ambient have reached alarming levels,
current legislations are focused on reducing RICE tailpipe emissions levels.
In this sense, the European Union defined the Furopean emission standards
(Euro 1 to 6) that new vehicles sold in the European territory must comply.
In Figure 1.2 it is possible to see the evolution of the increasingly stringent

! Fracking consist on the hydraulic fracturing of rocks by means of a pressurized liquid.
This technique can be responsible of several environmental impacts ranging from the poten-
tial to cause earthquakes to the contamination of water supplies.



1.1 Background 3

normative restrictions since the Euro 1 comes into the scene. It is possible
to see how the allowed NO, emissions level has been reduced about 84%, the
PM about 96% and the HC and CO more than 80% with respect to Euro 1
limits.

Euro 1 Euro 2
uro
Euro 3 Euro 4 E
uro 5
co -63% . Euro 6
T LT6% -82%
7%
-42%
HC+NO, -69% 76%  _goos
-50%
NO. -64%
! 8%
-29%
Particles 64%
-82%
—!—‘ -96%
T T T T

1990 1995 2000 2005 2010 2015
Year

Figure 1.2. Euro normative evolution.

With the purpose of meeting those regulations, during the last two
decades the engine research have been mainly focused on reducing these pollu-
tants, mostly by means of active techniques oriented to limit their formation
during the combustion process. As a result, current RICE technology has
reached a development level in which further emissions reduction is barely at-
tainable through these active methodologies; therefore, aftertreatment systems
have become a very common solution.

Recently, the climatic change consequence of green house gases emissions
such as C'Oq, along with the decrease of fossil fuel storages, have moved the
research interest towards optimization of RICE operation with the aim of
reaching the maximum efficiency possible. In this frame, two ruling tendencies
can be identified as the principal responsible of this revitalized interest:

1. Since the signing of the Kyoto protocol in 1998, the industrialized coun-
tries have been committed to binding green house gases emission reduc-
tion targets, thus, current international legislation set the new research
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lines, in which the reduction of C'Os is one of the most important objec-
tives. According to the new European regulation [8], the COs emissions
must be increasingly reduced in the upcoming years, putting even more
pressure over the automotive industry.

2. As mentioned, the task of attaining lower NO,,, HC, CO and PM emis-
sions only with in-cylinder techniques seems to be hardly achievable,
which has led to the generalized use of aftertreatment systems. Such
systems reduce effectively the emissions but penalize the fuel consump-
tion as a consequence of the gas flow restriction through the exhaust,
which increase the pumping work. In addition, they often require regen-
eration processes that are achieved by using post injection strategies.

Taking into account that reducing fuel consumption leads to lower C'Os
emissions, efforts have been made on developing innovative engine strategies
that allow reaching higher efficiency with low penalty in emissions. Therefore,
new developments requires comprehensive analysis methodologies that allow
assessing their benefits and drawbacks. In this framework, the diagnosis and
evaluation tools plays a vital role to assess the real thermal improvement
reached with a determined technology. One common evaluation approach
consist on performing the engine thermal balance, which allows determining
the energy splitting in several terms such as heat rejection, exhaust gas energy
losses and effective work. This process allows assessing the energy usage and
identifying the main energy waste sources and their recovery potential.

Whit this aim, a comprehensive methodology to perform and analyse the
engine energy balance is proposed in this thesis. One remarkable innovation
of this work consists on the combined use of experimental and modelling tools,
thus providing a complete insight of the RICE thermal behaviour.

1.2 Previous works

The work presented in this doctoral thesis was possible thanks to pre-
vious theses related with combustion diagnosis and thermal management, in
which the main thermodynamic model, along with some sub-models, were de-
veloped. Following, the timeline of the reference works and a brief description
of their main subject is presented:
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— 1986: Tinaut [9] propose the base thermodynamic model to perform the
combustion diagnosis of Direct Injection (DI) Diesel engines.

— 1998: Armas [10] implements a combustion diagnosis model for DI Diesel
engines, in which several sub-models necessary to accurately determine
the heat release were developed. This work also includes comprehen-
sive sensitivity analysis of different terms involved in the combustion
diagnosis, and propose a methodology for the uncertainties adjustment.

— 2007: Degraeuwe [11] develops a thermal management methodology for
DI Diesel engines, in which specific heat rejection to different engine
components is determined. This work provides a lumped conductance
model for the detailed calculation of heat rejection to different engine
sub-systems (i.e. cooling and lubricating).

~ 2007: Martin [12]? updated and improved some of the models previ-
ously proposed by Armas, being remarkable the efforts made in the heat
transfer and the filling and emptying models. This work set the basis
for a general engine thermal characterization, including information of
the complete cycle.

— 2016: Garcia [13] propose the bases of a detailed mechanical losses model.
This works include several sub-models to determine the friction between
engine elements with relative motion as well as to calculate the engine
pumps power. Starting from this work, an improved mechanical losses
model, suitable to be applied in different types of engines can be pro-
posed.

Owing to these previous efforts, the basis for an integral engine thermal
characterization, which includes accurate combustion diagnosis, is established.
The present thesis goes further in the thermal evaluation tools improvement,
taking advantage of the potential of these previous works, and making efforts
to upgrade the current models and developing state of art new ones.

2Note that the cited reference corresponds to a later published book (2012). This is the
final published form of Martin’s thesis, which is used in this work.
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1.3 Objectives

The main objective of this doctoral thesis is the development of a
comprehensive methodology to perform and analyse the engine en-
ergy repartition, based on the combination of experimental measurements
(in-cylinder pressure and some mean variables) and some models. To comply
with the main objective, some particular objectives have to be satisfied:

1. Proposing a comprehensive thermal balance methodology that allows de-
termining and analysing all the energy terms. The methodology pro-
posed must consider all the energy interactions occurring in RICEs. Be-
sides, it should takes into account the difficulty of experimental mea-
surements, thus introducing a complementary modelling point of view
to complete the analysis.

2. Dewveloping the necessary sub-models to complete a comprehensive ther-
mal balance. Efforts will be focused on improving existing heat transfer
and mechanical losses sub-models, and developing new ones, in order to
have a complete description of all the significant phenomena in differ-
ent engine configurations. Accomplishing this objective will increase the
methodology robustness and generality, thus allowing its application on
different types of RICEs.

3. Proposing a methodology for the calibration of the sub-models. The
method must describe the step by step process to combine the avail-
able experimental data to adjust the sub-models. Therefore, the specific
engine characteristics and the limitation of experimental measurements
must be considered.

4. Showing the potential of the calibrated sub-models and the energy balance
methodology through their application on different engines. The analy-
sis will include the characterization of the energy repartition in some
parametric studies and the application in predictive analysis.

Meeting these objectives will result in a global analysis methodology
tested in a set of engines with different characteristics. Besides, conclusions
regarding the experimental and modelling work as well as the results obtained
in different engines will be attained. To get these objectives, the methodology
presented in the next section will be followed.
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1.4 Methodology

The methodology followed to achieve the objectives is shown in Figure
1.3. As can be seen, this work consist of five main tasks, organized in several
chapters.

Chapter 2 deals with the literature survey of current strategies to op-
timize engine efficiency. In this sense, a comprehensive review is performed
to understand the engine research background over the last 2 decades. The
trade-off between emissions and efficiency, along with the potential of thermal
balance for engine evaluation is discussed in this chapter. An extensive amount
of works dealing with RICE thermal balances is used for the discussion, where
the importance of establishing a comprehensive methodology for its analysis
is evidenced.

Chapter 3 shows a complete description of the experimental installa-
tions and the reference thermodynamic model, including;:

— Details of the instrumentation required to perform the experimental
work.

— A description of the different sub-models included in CALMEC and SiCi-
clo (0D thermodynamic tools), detailing which of them need to be further
upgraded as done in the following sections.

Based on the experimental and modelled information available, Chap-
ter 4 introduces an integral experimental and modelling methodology to per-
form the thermal balance, called Global Energy Balance (GEB). This method-
ology considers 2 main points of view, on the one hand the FExternal GEB,
which considers the engine as a black box and whose terms are obtained mainly
through experimental techniques; and on the other hand the Internal GEB,
which takes into account all the internal energy degradation phenomena due
to thermal and mechanical processes (e.g. heat rejection and friction). For the
sake of completeness, the relationship between internal, and internal-external
terms will be also detailed in this chapter. Special analysis of some heat re-
jection terms used for the calibration and validation stages will be provided,
along with an experimental uncertainty analysis.

Taking into account the description of the energy terms provided in
Chapter 4, the improvement of some reference sub-models and the proposal
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Figure 1.3. Thesis methodology.

of new ones will be necessary. Therefore, Chapter 5 is dedicated to the
development and validation of specific heat transfer and mechanical losses
sub-models, along with a comprehensive uncertainties adjustment process.

To asses the potential of the methodology developed in this work, Chap-
ter 6 describes the use of the GEB in two different engines: one conventional
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multi-cylinder 4-stroke Diesel engine, and a research single-cylinder engine.
The work presented in this section is divided in 2 steps:

1. Description of the sub-models calibration methodology based on the
equivalent heat transfer terms presented in Chapter 4, along with the
uncertainties tuning described in Chapter 5.

2. Performing the GEB analysis in some parametric variations, aimed at
the integral energy characterization of the studied engines, along with an
example of the use of the calibrated sub-models and GEB for predictive
applications (using a 0D thermodynamic model).

Finally, Chapter 7 summarises the work performed and shows the main
conclusions regarding its contributions. In addition, some proposals for future
works are lastly discussed.

For convenience, besides each chapter bibliography, at the end of this
document all the references cited are organized in alphabetic order, indicating
the pages where they are cited.
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2.1 Introduction

As seen in Chapter 1, the evolution of the RICE during last years have
been framed by stringent emissions regulations; thereby, it is interesting to
analyse the trade-off between consumption and emissions before dealing
with the methodologies to improve the RICE efficiency. Thus, next section
starts with a brief review of the strategies used to reduce emissions and their
effect on the engine consumption.

The methodologies aimed at achieving better RICE efficiencies
involve both, the development of more efficient combustion processes and the
global improvement of engine sub-systems. Some examples of these efforts are
the study of new combustion modes helpful to increase the indicated efficiency,
the use of better turbocharging and turbocompounding systems to enhance
the air management, the design of new chamber configurations to improve
the air-fuel mixing process and the optimized management of the cooling and
lubricating systems. Alternatively, advanced engine concepts such as Downsiz-
ing and hybridization are gaining a place in the research focus and the current
market.

Defining a methodology to evaluate the advantages and dis-
advantages of each technique or engine concept is an important topic,
thereby, performing the engine thermal balance has come into scene as an
integral strategy to determine the energy usage. In this sense, the thermal
balance consist on determining how the fuel energy is distributed or degraded
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up to becoming mechanical power. Therefore, a comprehensive literature re-
view of works dealing with RICE thermal balances is presented, remarking the
importance of the accurate determination and analysis of each energy term.
Finally, a discussion about the relevance that the thermal balance has had as
an evaluation tool of the mentioned techniques, and the need for a detailed
and comprehensive thermal balance methodology is presented.

2.2 Combustion and emissions trade-off

The emissions regulations imposed the last 25 years have progressively
become more stringent, thus establishing the boundaries of what the auto-
motive researchers can explore, maintaining the fuel consumption as low as
possible. The main challenge has been then, to achieve the highest engine
efficiency while keeping the emission below allowed levels.

Taking into account the current state of the automotive research, in
this section the most common techniques used to optimize consumption and
emissions trade-off are briefly described.

2.2.1 Air management

The development of sophisticated injection systems requires a proper air
management, considering that the maximum power delivered by the engine is
limited by the fuel that can be burned, which depends on the amount of
intake air. The main drawback of increasing the air mass in the chamber is a
higher combustion temperature and Oy concentration, which leads to higher
NO, formation. On the other hand, burning the fuel in stratified condition
(usually occurring in DI engines) produces high PM emissions. NO, emissions
can be mitigated by using part of the burned gases of the previous cycle in
the mixture; however, this has an important effect on soot production.

The principal air management strategies used to optimize consumption
and emissions trade-off in current engines are:

e Turbocharging: the use of turbochargers enhance the intake process
by taking advantage of the exhaust energy to compress the air, thus
leading to densities above the ambient [1] and achieving better engine
efficiency [2, 3]. Moreover, turbocharging leads to lower fuel/air ra-
tio, thus improving the combustion and reducing C'O emissions [4] and
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PM [5]. However, high boost pressure usually leads to higher in-cylinder
temperature; in Conventional Diesel Combustion (CDC), this high tem-
perature increases NO, formation [2], while in Conventional Gasoline
Combustion (CGC) increases knocking risk [6-9]. These effects can be
reduced by using air intercooler [10], optimized injection settings or new
combustion modes such as HCCI, in which the gas temperature is lower
than in conventional Diesel and gasoline combustion, thus the higher
boost pressure does not imply an important increase in NO, [3] and
reduce the knocking risks [9].

Exhaust gas recirculation: a common practice to reduce the com-
bustion temperature, and hence the NO, formation, consist on the use
of Exhaust Gas Recirculation (EGR). The use of EGR in CDC has the
drawback of reducing the engine efficiency and increasing the PM emis-
sions [11], since lower temperature in the chamber tends to increase the
combustion duration and reduce the combustion efficiency [5]. Moreover,
increasing the EGR has a great impact on the turbocharger operation,
specially in high pressure EGR engines, where the gas flow through the
turbine diminishes, thus affecting the turbine efficiency and the pump-
ing losses. To optimize the NO,-PM trade-off, Maiboom and Tauzia [12]
combines the use of water in Diesel emulsion and EGR, achieving reduc-
tion of both when compared with CDC; however, these method have
some problems regarding cold-start, long term emulsion stability and
injection system components.

Internal Gas Recirculation: the Internal Gas Recirculation (IGR)
consist on retain a fraction of burned mass during exhaust process by
means of appropriate valve timing [13]. The effect of IGR on emissions is
similar as those of EGR, thus reducing NO, formation. However, since
the IGR cannot be cooled, high temperature at IVC and during com-
pression is reached, thus affecting the combustion phasing and duration,
and in gasoline Direct Injection engines (GDI), increases the knocking
sensitivity [14]. Therefore, in CDC it is common to use only EGR due
to its better effect in emissions reduction [12, 13]; however, in premixed
combustion [15], specially of low reactivity fuels [16], combined IGR and
EGR strategies are used to achieve both, low emissions and high ef-
ficiency, thanks to the higher temperature of IGR, which increases the
charge reactivity [16] and helps to reduce the HC and C'O emissions [15]
as a result of higher combustion completion.
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2.2.2 In-cylinder processes

The combustion process and its control is one of the most important
issues regarding emissions reduction, since the formation (and in some cases
the reduction) of the species mainly depends on the combustion strategies
employed and the in-cylinder conditions. Several studies dealing with the
control of parameters affecting the injection/combustion process, as well as
their effect on engine efficiency and emissions can be found in the literature
[17].

The most important parameters to control fuel injection and fuel/air
mixing processes, oriented at optimizing consumption and emissions trade-off
are:

e Injection pressure: the spray mixing properties are improved by higher
injection pressure. In CI engines, the penetration length increase at
higher injection pressure, determining the fuel-air mixing rate and the
air utilization [17]. Currently, Diesel injection pressure ranges between
200 bar and 2500 bar, but the benefits of increase the pressure over 3000
bar have been also evaluated [18, 19]. In general, faster fuel injection
leads to faster combustion, with a subsequent increase in the indicated
and brake efficiencies, along with a reduction in the PM formation [20];
however, higher injection pressure leads also to an increase in NO, for-
mation [21] due to an enhancement of the combustion process, and hence
higher gas temperature. It is interesting to highlight that very high in-
jection pressure can also penalize the Brake Specific Fuel Consumption
(BSFC) [22], due to higher power requirements of the injection pump;
moreover, working at high pressure increase the wear of the injection
system. In the case of GDI engines, there is also a trend to use higher
injection pressures; however, gasoline injection pressure is about 10 times
lower than Diesel (reaching pressures up to 200 bar [23]).

e Injection timing: it affects combustion phasing and Rate of Heat Re-
lease (RoHR) shape, through the change in the premixed/diffusion repar-
tition. Thus, the ignition delay is affected by the injection timing as a
result of changes in the air pressure and temperature near TDC. Advanc-
ing the Start of Injection (Sol) use to produce higher in-cylinder pressure
evolution and increases the indicated efficiency; however, the higher tem-
perature peaks lead to more NO, formation. Delaying the Sol helps to
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control NO, formation, but usually has a penalty on PM formation [24]
and brake efficiency [25], this last due to indicated efficiency worsening.

Multiple injections: The modern injection system technology gives
place to more complex and precise injection control, allowing the use of
multiple injection strategies. Pilot injections are useful to reduce noise
and NO, emissions with low effect on engine performance [26, 27]. On
the other hand, coupled post injections with high pressure are useful
to complete the combustion of the PM, and a later post injection helps
to the regeneration of the particulate filter and the NO, adsorption
catalyst [17]. However, these strategies use to have negative effects on
consumption, since late combustion is not useful from the indicated ef-
ficiency point of view.

Air motion within the chamber: to improve the air-fuel mixing pro-
cess and achieve faster burning rates, the modern RICE are designed
to generate high vorticity and turbulence in the combustion chamber.
The main rotative macro structures that can be found in RICE are the
swirl and tumble, being differentiated by their rotary axis (swirl rotates
in the cylinder axis and tumble in the diametrical axis). Both are gen-
erated during the intake process and evolve in compression-expansion
strokes thanks to the engine geometry (particularly ports and combus-
tion chamber configuration). The swirl movement is prompted by cham-
ber configurations consisting of a shallow bowl engraved into the piston
crown [1], whilst the tumble movement is enhanced by pentroof combus-
tion chambers [28-30]. Numerical studies shows that high swirl ratios
increase NO, levels but reduce the PM emissions [31]. On the coun-
terpart, high tumble ratios combined with optimal air management and
injection setting results in good emission-performance trade-off [13].

Injection rate shaping: the NO, thermal formation mechanism (re-
sponsible for most NO, emissions) takes place at high temperature,
which are dependent on RoHR. At the same time, the RoHR depends on
the injection rate shaping. Some authors propose to inject low quantities
of fuel at the beginning of injection to reduce NO, formation [17], which
can be achieved using pilot injections or boot shaped injections [32].

Nishimura et al. [32] studied the effects of fuel injection rate on combus-
tion and emission in a DI Diesel engine. They found that pilot injection
helps to simultaneously reduce NO, and noise, with a slight increase in
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PM emission. With the use of boot shaped injection rates, they achieve
an important reduction in both, PM and combustion noise. Their results
emphasize the benefits of using injection rate control as a key strategy
to reduce emissions. Since the injection rate is highly dependent on the
injection pressure, Kohketsu et al. [33] examined the feasibility of using
a variable pressure injection system, based on two common rails. They
reproduced a boot shaped injection rate, and found that the use of this
system improves the fuel consumption as well as NO, and PM emissions
trade-off. According to these authors, it seems that boot injection rate
effects are more important at high speed and load operating points than
at medium speed and load operating points [34, 35].

2.2.3 Other strategies

Apart of improving the air management and in-cylinder processes as
described in previous sections, alternative strategies can be used to optimize
the consumption and emissions trade-off. The use of aftertreatment systems
and cleaner fuels are examples of alternatives widely studied.

Following, a brief introduction of the effect on emissions and consump-
tion of these solutions is presented:

o Aftertreatment systems: to comply with the current emissions nor-
mative, the use of aftertreatment systems has become necessary. Several
types of systems based on chemical and mechanical operating principles
can be found [5]. A brief description of the most common aftertreatment
systems is following presented:

Catalytic converter: it accelerates oxidation/reduction reactions of ex-
haust gases that have not reached equilibrium. The most used are the
3-way catalytic converters, since they can reduce simultaneously NO,,
HC and CO emissions [36].

Selective catalytic reduction: it is used to reduce NO, through chem-
ical reaction with ammonia, obtained from the injection of urea in an
hydrolysis catalyst!. The selective catalytic reduction is usually accom-
panied by an oxidation catalyst to reduce CO and HC' [5] emissions and
improve NO, oxidation [37]. Modern systems allows reducing 90% of

Tt is done to avoid the direct use of the more toxic ammonia.
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NO,; however, it has been reported that they increase the amount of
nano particles emission and fuel consumption [38].

NO, storage-reduction: this chemical filters store NO, during lean mix-
ture operation; therefore they require regeneration. This is done by
means of post injection strategies, which means increasing fuel consump-

tion [39].

Diesel particulate filters: they are located at the exhaust line and help
to reduce about 99% the PM emissions [40]. The DPF is usually placed
after the turbine [41]; however, Bermudez et al. [42] evaluate the possi-
bility of using a pre-turbo aftertreatment placement. They reported an
increase in the amount of NOy converted from NO and a reduction in
emitted CO at low load.

Since all these aftertreatment techniques implies the use of elements
which restrain the gas flow through the exhaust, and some of them also
requires a regeneration process achieved through post injection, all of
them penalize the fuel consumption as can be confirmed in the stated
references.

Cleaner fuels: the use of these fuels to improve both, consumption and
emissions, has opened a complete research field. Thus, several works
devoted to analyse the benefits and drawbacks can be found in the lit-
erature survey. Rakopoulos et al. [43] found that the use of biodiesel
could lead to higher BSFC; however, the main agreement is that the
indicated efficiency is not affected [44]. In the same line, Lapuerta et
al. [45] presented a comprehensive literature review, concluding that the
use of biodiesel reduces significantly the PM emissions but increase the
NO, emissions. Verhelst [46] performs a review about the possibilities of
using hydrogen as a fuel for RICE. In spite of the benefits of using hydro-
gen in terms of performance and emissions, it has important drawbacks
regarding the production, transportation and storage [47].
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2.3 Consumption optimization methodologies

Taking into account that better RICEs efficiency leads to lower C'Oq
emissions, and aftertreatment generalization has given room to the efficiency-
oriented optimization of the engine operation, engine consumption has become
a major issue.

Several strategies to reduce fuel consumption can be found in the litera-
ture. In the next sections, these methodologies are grouped depending on the
research topic addressed.

Ideal Indicated Brake
cycle cycle power
Cycle imperfections Mechanical losses
- Real combustion - Friction
- Heat transfer - Auxiliary
Fuel - Other imperfections - Pumping
power

Figure 2.1. RICE efficiency degradation.

A simplified schema of the efficiency degradation? is presented in Figure
2.1. The ideal-to-indicate power ratio is mainly affected, on the one hand, by
combustion imperfections inherent to the real combustion process (e.g. RoHR
shape, phasing and duration) and on the other hand, by the HT between
hot gases and chamber walls. Besides, other imperfections related with valve
timing effect on the gas properties (changes of adiabatic index, v, due to
composition and temperature), blow-by losses, incomplete combustion, etc.,
also reduce the ideal-to-indicate power ratio; nevertheless, they use to have a
minor effect or are indirectly affected by other engine parameters (for example,
increasing EGR reduces 7 but its use is mandatory to control NO, emissions).
Similarly, the indicated-to-brake power ratio is degraded by mechanical losses
(i.e. pumping work, friction and auxiliary systems energy consumption).

Taking into account Figure 2.1 and the stated comments, the following
lines for RICE efficiency improvement have been considered:

1. Indicated cycle optimization

2The energy degradation will be thoroughly dealt with at Chapter 4.
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2. Air management
3. Heat transfer reduction
4. Mechanical losses reduction

5. Other strategies

For the sake of rigour, some comments must be done regarding the
previous classification:

— The reduction of the HT losses helps to improve the indicated cycle [48];
however, the engine thermal management to speed up the engine heat-
ing at cold-start and the optimal engine cooling to reduce temperature
gradients are also important to reduce the mechanical losses (lower en-
ergy required by the coolant pump and lower friction) [49]. Due to the
essential role of HT in the engine operation, both topics will be dealt
with in detail, independently of the indicated cycle optimization.

— The valve timing [50] and gas properties (temperature and composi-
tion) [51] affects the ideal-to-indicated power ratio, whilst pumping work
affects the indicated-to-brake power ratio [1]. Therefore, the air man-
agement affects different engine degradation processes during engine op-
eration and it is analysed separately.

2.3.1 Indicated cycle optimization

The p — V diagram is usually referred as indicated cycle, from which
the gross indicated work and the pumping work are obtained?. Improving the
engine thermodynamic processes to increase the net indicated power (by in-
creasing the gross indicated power and reducing the pumping power) is known
as indicated cycle optimization. It includes the proper management of fuel
injection, fuel/air mixing and combustion processes, along with the control
of the gas thermodynamic conditions inside the chamber (temperature and
composition) [52, 53].

In general, better indicated efficiency is reached with faster combustion
(after proper combustion phasing), which in turn are favoured by high pres-
sure and temperature [1]. In this sense, the flexibility of the CDC and CGC

3More details of these terms and their determination can be found in Chapter 4.2.2.
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is limited by their intrinsic combustion process and mechanical and thermal
limitations, but mainly by the emissions formation. Therefore, new injec-
tion/combustion strategies are being developed in order to improve the indi-
cated cycle while keeping acceptable emissions. As an example, the injection
control technologies allows deactivating cylinders [54] to reduce the power out-
put when it is not required.

2.3.1.1 Alternative combustion modes

The combustion process has evolved thanks to the introduction of sophis-
ticated and reliable injection systems, which allow using Direct Injection (DI)
strategies. This has led to improve the classic CDC [55, 56] and CGC [57],
increasing the indicated efficiency and reducing the emissions [17, 20]. To
reach both higher efficiencies and lower NO, and PM emissions, the opti-
mization of the fuel/air mixing process is mandatory to attain high burning
rates while keeping low combustion temperature. Several years ago, one of
the most promising combustion modes was the Homogeneous Charge Com-
pression Ignition (HCCI), in which an homogeneous premixed charge of air,
fuel and residual gases is burned by autoignition, allowing a combustion with
lower temperature and lower fuel/air ratios than in CDC. This combustion
mode, mainly oriented to NO, and PM control also showed some potential to
reduce consumption thanks to the fast RoHR and lower HT (due to the lower
gas temperature) [58].

The benefits of using HCCI concepts have been widely reported [58-61];
however, the precise control of pressure and temperature required for a proper
autoignition, besides the complex homogeneous charge preparation, limit the
HCCI strategy to a narrow operating range and result in long warm-up periods
and high HC and CO emissions levels [62, 63]. To overcome these issues,
several variations of the HCCI concept have been proposed, such as: premixed
charge compression ignition [64, 65], active radical combustion [66], modulate
kinetics [67] and partially premixed combustion [16, 68] among others. In
these concepts, new air management strategies, fuel injection and mixture
formation are used to extend the operating range [69] and to reduce pre-
ignition, knocking [70] and HC' emissions [67] while achieving high indicated
efficiency [71].

The premixed methods before commented have in common that they

try to reduce the charge reactivity through the reduction of the mixture tem-
perature, thus slowing down the chemical reactions and delaying the autoigni-
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tion [72, 73]. The control of the charge reactivity by blending or separately
injecting low and high reactivity fuels to achieve reactivity stratification along
the chamber, called Reactivity Controlled Compression Ignition (RCCI), has
been studied as a solution of most of the problems presented by the previous
modes, while achieving high engine efficiency [74, 75]. The benefits of the
RCCI concept regarding NO, and PM emissions reduction have been broadly
reported [76-78]. However, RCCI strategy has the drawback of low com-
bustion efficiency (high HC and C'O emissions) when compared with CDC
and CGC. This is mainly explained by the unburned fuel trapped in crevices
and flame quenching near the walls [78, 79]. It has been reported that, with
the proper design of the combustion chamber (piston shape optimization and
crevice reduction), the combustion efficiency can be significantly improved [80],
reaching indicated efficiencies higher than 50%n ¢ H,, in light-duty engines [81]
and 55% s H, in high-duty engines [82].

2.3.2 Air management

The improvement of the injection/combustion systems has made neces-
sary the development of advanced air management strategies to comply with
the higher air flow required. Furthermore, the mixing process is enhanced
through adequate air motion within the chamber. These processes can be im-
proved by means of a proper intake/exhaust lines design, since the filling and
emptying process depends on the fluid dynamic configuration. For this pur-
pose, computational simulation tools such as 1D modelling [83] and CFD [84],
allow performing dedicated studies of the fluid gas motion, thus optimizing the
RICE intake/exhaust geometry to enhance the gases flux through the chamber
and improving the fuel/air mixing process.

The design of the intake/exhaust manifolds can be optimized to take
advantage of pulsating waves in order to enhance the corresponding processes
for the most relevant operating conditions [5, 85]. Moreover, the use of tech-
nologies such as variable valve timing allows modifying the valves timing
and lift to optimize the intake/exhaust process, thus increasing the volumetric
efficiency and/or reducing the pumping losses [50].

To ensure a proper intake process in a wider range of the engine map,
additional approaches such as supercharging have become usual in current
engines to ensure the required amount of air in the cylinder. Supercharging
increases the air density at intake, thus leading to higher air mass trapped,
more fuel injection at same fuel/air ratio and hence higher power output for a
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fixed engine size [1]. Moreover, supercharging benefits the fuel/air mixing pro-
cess and hence the combustion and engine performance [86]. Supercharging is
done by means of compressors, which can be driven by the engine crankshaft,
an external source or a turbine located in the exhausts. This last is known
as turbocharging, being the most usual supercharging method [5] whose bene-
fits on engine performance has been widely demonstrated with one-stage [87],
two-stage [88] and three-stages [89] turbocharging systems. In general, this
increase of air and fuel amounts allows working at high indicated mean effec-
tive pressure (imep) operating conditions, which are the zones of the engine
map with the highest brake efficiency [25]. Besides, the use of turbocharging
systems allows reducing the engine size and increasing the specific power, and
hence reduces the BSFC. This is the main idea behind Downsizing, which is
analysed in Section 2.3.5.1.

Increasing the boost pressure also increases the air temperature, which
reduce the air density at intake when compared with the isothermal process.
For this reason, the use of exchangers after the compressor is a common prac-
tice. These exchangers consist on air-air or air-water heat exchangers, known
as intercoolers. Cooling the air increases the air density, and reduces the
temperature evolution within the chamber, which leads to less HT and hence
increases the indicated efficiency [25] (with an additional reduction of NO;).
The intercooler efficiency is higher at high air temperatures [5], thus the im-
provements of intercooling are more important at highly turbocharged oper-
ating conditions [10].

The air movement within the chamber also has an important ef-
fect on engine efficiency. The induction of vortex increase the fuel/air mixing
process and combustion development, thus modern RICEs are designed to gen-
erate high vorticity and turbulence in the combustion chamber. As explained
in Section 2.2.2, the main rotative macro structures found in RICEs are the
swirl and tumble. Both can be enhanced by using an appropriate port and
combustion chamber design [13, 90] or by means of guide vanes in the intake
line [90, 91]. The effect of swirl in consumption is not clear; depending on
the engine design and the operating condition evaluated, the efficiency can be
improved as a result of an enhanced combustion process [92-94]; however, the
increase of HT and pumping work can lead to lower efficiency values [92, 93].
On the counterpart, the use of tumble increase the turbulence before the ig-
nition, thus accelerating the burn rates, stabilizing the combustion, and ex-
tending the dilution limit [95]. Some works on new engine concepts shows
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that high tumble ratios combined with optimal air management and injection
setting results in good emission-performance trade-off [13].

The interest on reducing NO, emissions has led to the extended use of
EGR (see section 2.2.1), which is a challenge in order to attain an adequate
air management. The EGR can be supplied to the engine by mixing the intake
fresh air with a fraction of the exhaust gases taken from the exhaust line at
low or high pressure, i.e. after or before their expansion in the turbine respec-
tively [51]. The EGR have two main consequences in terms of air management:
on the one hand, it requires the use of several valves along the intake/exhaust
lines, thus generating pressure drops and hence energy losses; on the other
hand, it changes the chemical properties of the charge and modifies its ther-
modynamic conditions at intake, thus reducing the O, concentration with a
negative effect on combustion efficiency. To diminish these negative effects,
some alternatives can be used: cooling the EGR helps to maintain the air den-
sity, thus increasing trapped Os, and combinations of low and high pressure
EGR are useful to reduce losses in the intake/exhaust lines [96, 97].

Finally, the IGR strategy improves CDC and CGC efficiency during
the warm-up period as a consequence of two main effects, on the one hand,
replacing some air with IGR leads to near to stoichiometric mixtures, and
hence higher combustion temperatures are reached. On the other hand, the
gas temperature evolution increases as consequence of higher gas temperature
at IVC. The commented effects speed-up the engine warm-up, reducing friction
and emissions (see section 2.2.1). In premixed combustions, the IGR used is
also extended to low load operating conditions, since it increases the charge
reactivity, thus providing more combustion control, improving the combustion
efficiency and hence reducing consumption [15, 16].

Summarizing, with proper air management several benefits on the indi-
cated cycle can be achieved, leading to better efficiency along with low emis-
sions level and good cylinder filling at a wide operating conditions range. Fi-
nally, it allows increasing the power output or reducing the engine size (Down-
sizing), with clear additional benefits on consumption.

2.3.3 Heat transfer reduction

The Heat Transfer (HT) accounts for about 15-35%sH, of the total
fuel energy [98] depending on the operating condition. Therefore, several
authors have made important efforts to improve the engine efficiency by means
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of reducing the heat losses in the chamber, either by setting appropriate engine
operating parameters or by improving the engine architecture, materials and
sub-systems. Taking into account that injection and air management settings
in current engines are mainly oriented to control emissions, this section is
focused on HT optimization from two different points of view: the smart
design and operation of engine cooling sub-systems to achieve optimal cooling
and warm-up processes, known as engine thermal management, and using
combustion chamber coatings to reduce the walls thermal conductivity, known
as low heat rejection engines.

2.3.3.1 Engine thermal management

Engine thermal management (ETM) can be defined as the adequate
control of all the thermal fluxes of the engine in order to reduce emission or
consumption [99]. The most important thermal fluxes are those associated
with the cooling of hot metallic parts, aimed at reducing thermal stresses.
However, the lubrication system also requires an appropriate cooling to avoid
oil degradation, while oil temperature has a direct effect on consumption. The
smart design and operation of all these sub-systems and their interactions
have positioned the ETM as an interesting alternative to increase the engine
efficiency; thus, it have been subject of several researches [100-102].

Traditionally, the cooling systems are designed to ensure the engine in-
tegrity at the most unfavourable operating conditions [99], being the natural
consequence an inefficient operation in a broad range of the engine map, and
hence lower engine efficiency. The ETM is aimed at using the adequate coolant
flux and temperature to keep the cooled part or fluid at the optimal thermal
condition within the material resistance limits, being this specially interesting
at low load, where less heat has to be evacuated [103]. In the case of the
combustion chamber, if the coolant temperature increases, the HT is sightly
reduced due to the temperature gradient reduction, which will also lead to
higher gas temperature, as can be seen in Figure 2.2. This higher gas temper-
ature results in shorter ignition delay, short pre-mixed combustion and fast
combustion completion [5], thus it can be stated that high coolant tempera-
tures are beneficial for improving the engine efficiency. In steady state, the
influence of coolant temperature on performance depends on the load, having
moderate impact at low load, and small at medium and high load [99].

The conventional engine cooling system consists on a mechanical pump
driven by the engine, where the volumetric flow is proportional to the engine
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Figure 2.2. Coolant temperature influence on the gas temperature and HT.

speed. The cooling capacity is selected to overcome the thermal requirements
at maximum engine power, leading to overcooling the engine and increasing the
fuel consumption and energy wasting [104]. A clear example is the cold-start,
where the indicated efficiency is significantly low, thus high thermal loads are
desirables [105] to reach the optimal engine operation temperature, reducing in
this way the heat losses and friction [106]. According to Torregrosa et al. [99],
reductions about 20% in the warm-up time reduce the HC and C'O emissions
about 16% and 12%, and the BSFC about 1.6% with a reduced effect on NO,,
and PM. The right management of the coolant flow as function of the thermal
requirements can be achieved, on the one hand by performing modifications on
the pumping system, and on the other hand by modifying the flow repartition
along the circuit to account for the cooling specific requirements. In this
direction, the development of sophisticated electronic control devices [107] is
shown as an important tool to re-design the usual cooling systems. Some of
the ETM methods found in the literature are the following;:

e The use of electric valves at the coolant pump outlet is the easiest
way to control the coolant flow in a classic system [100]. The coolant
flow is kept low at cold-start and low power operating conditions, thus
reducing the thermal capacity of the coolant and hence speeding-up the
warm-up process. This has a positive effect in terms of emissions and
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friction reduction, explained by the oil heating and its subsequent low
viscosity.

e The substitution of the mechanical pump for an electric pump, allows
adjusting the coolant flow to the instantaneous engine thermal require-
ments independently of the engine speed [49]. This benefits the warm-
up process at low power operating conditions; however, the efficiency of
the mechanical-electric energy transformation results in higher fuel con-
sumption at high power conditions. Considering that engines operate
at low load the 90% of its life-time [5], the overall balance results in a
global BSFC reduction.

e Electric thermostats allow a better temperature control than the tra-
ditional thermostats, thanks to their short-time response and higher tem-
perature resistance. The maximum coolant temperature allowed in tra-
ditional thermostats is limited by the wax temperature fusion (between
85°C and 90°C) [107], whilst the electric thermostats allow reaching
higher temperatures, leading also to higher oil temperature and hence
reducing the friction losses [105]. Taking into account that the higher
coolant temperature increases the HT rate in the radiator, and hence
increasing its efficiency, smaller and more lightweight radiators can be
used [108].

e The advances in numerical calculations along with the electrical sys-
tems previously described, allow performing better design of cooling
systems, centring the cooling capacity in places with higher thermal
gradients. It is achieved by higher local coolant speed and by produc-
ing coolant streams in the critical surfaces, e.g. the valves seat. This
is known as precision cooling and is defined as the minimum cooling
necessary to achieve an optimised temperature distribution [109]. The
main characteristics of this procedure are: low temperature difference
between cylinders or equivalent points, higher operation temperatures
within thermal resistance limits, enhanced lubrication and smaller cool-
ing system.

e The evaporative cooling consists on evaporates the coolant using the
heat from the engine, and condenses it in the radiator. The main advan-
tage of this cooling mode is the higher heat power that a phase transition
is able to evacuate. For a given coolant flow rate, it could be hundred
times the power exchanged by convection. Thus, the mass flow rate
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necessary to cool the engine is significantly lower thanks to the increase
in the HT coefficient [110]. However, this method has some issues that
makes difficult its implementation: it requires a high capacity radiator to
condensate the vapour; the vapour bubbles can block the flux producing
pressure drops, and hence changes the density of the coolant in its gas
state, which makes necessary the use of bigger cooling systems [111].

As presented, the use of sophisticated elements along with the proper
design, yields in optimized cooling systems instead of the oversized ones that
are traditionally used. This results in additional efficiency benefits by reduc-
ing the energy consumption of the engine sub-systems (smaller pumps and
coolers). The electronic control and the understanding of the engine thermal
processes are key points to find the adequate ETM configurations.

2.3.3.2 Low heat rejection engines

Theoretically, the reduction of the HT to the combustion chamber walls
results in the indicated efficiency improvement [1]. By means of thermal bar-
rier coating, the HT can be effectively reduced. It consist of applying a layer
of a low thermal conductivity material over an area exposed to high ther-
mal gradients. The normal configuration of a coating system consists on a
bond coat applied on the combustion chamber surface, followed by a coating
layer. The bond coat consist usually on a MCrAlY alloy and some similar
variations [112]. This layer works as protection against the oxidation and cor-
rosion, and relaxes the thermal stresses due to the mismatch of the coefficient
of thermal expansion between the coating layer and the combustion chamber
surface [113].

Different materials such as AlsO3, TiO2, mullite, CaO/MgO + ZrQOo,
yttria-stabilized zirconia, etc. can be used as engine coating materials [114—
116]. This materials have some properties which makes them suitable for this
application, i.e. low thermal conductivity, no phase transformation in the
in-cylinder temperature range, high melting point, chemical inertness, same
thermal expansion coefficient as the combustion chamber surface material,
good adherence in the combustion chamber surface and low sintering rate of
porous micro structures [117]. The coating layer is deposited on the combus-
tion chamber walls by means of a thermal spraying process as shown in Figure
2.3, in which the powder coating material is fed to a source of heat (a fuel
gas/oxygen flame or a plasma jet) inside or outside of the spray apparatus.
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The coating material is melted superficially or completely, or it is heated until
it is sufficiently soft to adhere to the surface, then a spray gas stream propels
the particles towards the combustion chamber surface. Since the process is
performed at high temperature, the surface is subject to moderate thermal
stress without melting [118].

Powder injector Thermal spray
coating

Fuel / Oxygen

jet
mixture Flame ~ Spray je

Combustion chamber
surface

Figure 2.3. Thermal spraying process.

An engine with this kind of coatings is commonly referred as Low Heat
Rejection Engine (LHRE). The main combustion difference between LHRESs
compared with CDC is: higher fuel evaporation rate due to higher temper-
ature, which decreases the pre-mixed burning phase and shortens the com-
bustion delay, leading to longer diffusion burning phase [119, 120]. In general,
LHREs depict better performance and lower consumption than CDC; however,
there is some discussion regarding the improvements and viability of their ex-
tended use, and also different points of view regarding engine power, BSFC,
brake efficiency, air management and emissions can be found when compared
LHREs with conventional Diesel engines:

— The use of coatings produces a chain of favourable effects that increase
the engine efficiency [121-123]: reducing HT implies higher temperature
and pressure, thus reaching higher i¢mep and hence higher torque and
power [121, 123]. This HT reduction also increases the energy availability
at exhaust [124], which can be used in organic Rankine cycles [125] or
turbocharging and turbocompounding systems [126], leading up to 15%
lower consumption with these configurations [127, 128]. Some further
benefits of using LHREs have also been reported when operating with
alternative fuels (e.g. vegetable oils and alcohol blends), after performing
an injection setting optimization [129].
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— Few authors reported increases in BSFC [127, 128]: LHREs can have
longer combustion duration [130, 131], leading to lower indicated effi-
ciency. In naturally aspirated engines, the volumetric efficiency reduc-
tion as consequence of higher residuals temperature and lower air density
(as air gets heated by the insulated components of the engine) can lead
up to 10% higher consumption [127, 128].

Apart from the discussion regarding efficiency implications, one of the
main LHREs drawbacks is the increase of NO, emissions, due to the higher
combustion temperatures and longer combustion durations [128]. However,
the HC, CO and PM emissions are lower due to high in-cylinder gas and wall
temperatures, which help the oxidation reactions to proceed close to comple-
tion [48, 122].

2.3.4 Friction and auxiliary losses reduction

The mechanical losses of an engine are understood as those which reduce
the gross indicated-to-brake power ratio. These are the pumping losses, the
friction losses and the auxiliary activation energy. The pumping losses are
taken into account in the indicated cycle by calculating the net indicated
power; therefore, the optimization of the pumping work has already been
discussed in Section 2.3.1. This section deals with the mechanical losses which
lead to energy degradation from the net indicated power to the brake power.

Friction and auxiliary losses accounts for up to 12%nn¢H, of the total
fuel energy [25]. Regarding the relative importance of each engine sub-system
in the total mechanical losses, a wide variation range can be found in the
literature [132, 133], thus the pumping work ranges between 15% and 30%
of the total mechanical losses, friction between 45% and 65% and auxiliary
between 15 and 25%. At the same time, the friction weight of each engine
part is also variable depending on the source: piston rings and skirt accounts
for about 40% and 75% of total friction, bearings between 20% and 40%,
and the camshaft ranges between 7% and 30%. The reduction of friction
and auxiliary losses directly leads to more brake power output, thus in the
following sections, some methods proposed in the literature to reduce them
are presented.
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2.3.4.1 Friction losses reduction

The friction between metallic parts with relative movement reduces the
final power availability at the crankshaft. Therefore, the friction level depends
on the contact surfaces and lubricating oil properties. Some of the techniques
used to reduce the friction are:

e Smooth surfaces (low roughness surfaces) are essential to decrease
the friction coefficient. It can be achieved by means of the appropriate
manufacturing process or surface treatment. By using coatings in the
liner, the brake efficiency can be increased. An example is the work of
Morawitz et al. [134], in which a reduction of the BSFC between 1% and
2% in a New European Driving Cycle test (NEDC) is reported.

e The use of high oil temperature reduces the oil viscosity and hence
increases the engine efficiency [135]. The main problem of this technique
is the oil overheating, which could lead to faster oil film degradation and
hence direct contact between metallic parts, thus strongly increasing the
friction and wear.

e By using Low Viscosity Oil (LVO), reductions on BSFC about 2% at
low load and 1.7% in a NEDC have been reported [136]. In general, LVOs
are better in normal city driving conditions and shortens the warm-up
periods; however, in high load operating points, the BSFC can increase
due to deterioration of the oil film between parts due to the oil heating,
and hence the viscosity reduction.

e The optimization of components design helps to reduce friction,
i.e. reducing sizes and weights of the piston, bearings and camshaft ele-
ments [137], better refinement of the piston rigs surface [138], decreasing
the sealing force of the rings [139], using cam roller followers [140], de-
creasing the loads of valve springs [141] and substituting multiple belts
for conventional V-belts [137]. All this changes are restricted by the
engine operating requirements and the materials resistance, e.g. lower
rings sealing forces reduce the friction between them and liner but can
increase the blow-by leakage and the flow of oil from the crankcase to
the combustion chamber.

e Reducing turbocharger friction is also interesting to increase the
engine efficiency, since the capacity of the turbocharger to transform
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exhaust energy in mechanical energy to increase the compression work
gives place to a better intake process, with the benefits explained in Sec-
tion 2.3.2. Different methodologies to asses the mechanical losses in the
turbocharger can be found in the literature, ranging from experimen-
tal [142] or modelling processes [143].

2.3.4.2 Auxiliary systems improvement

The auxiliary systems of the engine are those necessary to the appropri-
ate and safe engine operation, i.e. cooling, lubricating and injection systems.
The coolant, oil and fuel pumps are usually driven by the engine crankshaft,
thus the improvement of these components is key to increase the engine me-
chanical efficiency. Besides, high performance of auxiliary systems allows using
specific engine strategies, e.g. high injection pressure by using high pressure
fuel pump, fast warm-up by deactivating coolant flow, etc.

The mechanically activated pumps are designed to comply with the high
power requirements, which makes them inefficient at low power operating con-
ditions. The new auxiliary systems incorporates electric pumps, valves, ther-
mostats and optimized circuits to allow a smart thermal management that led
to additional improvements, as already discussed in section 2.3.3.1. Similarly,
new oil pumps have been developed: Lasecki and Cousineau [144] asses the use
of an electric oil pump and a dual pump system (mechanical and electrical),
Meira et al. [145] propose the use of variable flow pumps to adapt the oil flow
depending on the operating conditions. Arata et al. [146] present a two-stage
variable displacement vane pump to increase the oil flow at low speed and
avoid unnecessary pumping work at medium and high speed.

Finally, the fuel pumping systems usually consist on a low pressure feed-
ing pump and a high pressure volumetric displacement pump. This volumetric
pump has an important energy loss due to the high injection pressure require-
ment (up to 2000 bar in modern systems) and the relative small amount of
injected fuel at low load operating points. The use of fuel metering (i.e. inlet
throttling) by a solenoid valve at the pump inlet, allows pumping the fuel ac-
cording to the engine requirement. The control of the fuel flow from the feeding
pump to the high pressure volumetric pump results in liquid-vapour mixture
compression, reducing the compression power requirement but also increasing
the fluctuations in the pump discharge and hence in the rail-pressure [147].
The use of electric low pressure pumps also help to reduce the energy consump-
tion. In this case, only the fuel required for the engine and for lubricating the
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high pressure pump is comprised in the low pressure pump [148], avoiding
unnecessary energy consumption.

2.3.5 Other strategies

Reaching significant efficiency improvements in conventional RICEs seems
to be more difficult day after day. In some cases, the engine evolutions dis-
cussed in previous sections are more expensive than the benefits obtained.
For this reason, the optimization of the current RICE efficiency can benefit
from the development of new powertrain technologies. One interesting con-
cept is the Downsizing, in which a conventional engine is reduced in size and
is operated at high load, where the engine efficiency is higher. Other growing
tendency is the use of hybrid engines, in which a RICE and an electric motor
are combined, achieving lower emissions and higher efficiency.

2.3.5.1 Downsizing

The advances in turbocharging and injection technologies allow reduc-
ing the RICE displacement while keeping its performance [149, 150]. This is
generally known as engine Downsizing. One of the main advantages of Down-
sizing is that the engine works in engine map regions at high load, which
have better indicated and mechanical efficiency [25]. Despite the advantages
of this technique, there is a number of limitations, which impose a minimum
characteristic size for the RICE displacement [151]. This is due to three main
thermo-fluid-dynamic issues:

1. The difficulties imposed by the intrinsic nature of the processes with
well-defined space and time scales, such as injection and combustion,
and all their related basic processes (spray break-up and atomization,
air entrainment, evaporation, mixing, etc.) [152], when it is tried to
adapt them to small sizes (small combustion chambers) and short times
(high engine speeds).

2. Some limits are related with the air management in relation with tur-
bocharging, due to the efficiency drop when decreasing the turbine size.
Moreover, the highly pulsating flow in engines with low number of cylin-
ders implies a different fluid dynamic process with considerable uncer-
tainties regarding its impact on turbine performance [153].
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3. The increase in the surface-to-volume ratio leads to performance degra-
dation as a result of higher HT [154]. As the specific HT highly increases
when the engine size is reduced, it has been suggested by some authors
that HT may limit the engine size [155].

The high reduction of the engine size, known as extremely Downsizing,
theoretically should improve the specific power; however, as commented, it
faces some technical problems related with turbocharging systems [87, 156]
along with issues regarding with thermo-mechanical resistance, high pressure
injection systems [157] and elevated powertrain noise, vibrations and harshness
[158].

2.3.5.2 Hybrid powertrains

The electric powertrain has an interesting potential due to its zero local
emissions and low noise; however, the battery electric vehicle has not gain
widespread acceptance due to its limited operating range, long recharge time
and poor efficiency [159]. The hybrid electric vehicle raises as a solution for
these issues, as it has the advantages of both, combustion engines and electric
motors, in terms of efficiency and emissions when compared with conventional
RICEs. The hybrids can directly drive the rear axis or can work as a generator,
transforming the mechanical energy from the engine and vehicle deceleration
into electrical energy, and storing it in the energy buffer. In this sense, several
works are devoted to improve power batteries [160, 161].

In spite of the promising future for the electric vehicle, the RICE is
still the most widespread transportation solution, either as a conventional
or hybrid powertrain, thus the introduction of hybrids opens a new field for
conventional RICEs, since the benefits obtained can increase importantly the
efficiency while remaining at low emissions level.
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2.4 Thermal balance in reciprocating internal
combustion engines

Thermal balance is a methodology to assess the use of the energy in
RICEs. The main objective is to evaluate the efficiency with which the chem-
ical energy of fuel is transformed into mechanical energy (brake power) by
means of the detailed analysis of the rest of energy flows. Therefore, the de-
termination of the process inefficiencies is done by tracking these secondary
energy flows, e.g. heat rejection, exhaust energy, friction, etc.

Thermal balance is a useful tool to evaluate specific engine strategies
aimed at reducing fuel consumption, such as those described in previous sec-
tions (LHREs?*, highly turbocharged engines, alternative fuels, Downsizing,
etc.). Determining the paths followed by the fuel energy until reaching the
final destinations allows identifying the energy waste and the mechanisms that
produce those losses. The comprehensive understanding of the energy degra-
dation is vital to optimize different processes inherent to RICE operation such
as: cooling, lubricating, fuel injection, friction reduction and air management.
Therefore, the suitability of a specific engine concept, strategy or system can
be established by means of the thermal balance.

Depending on the information available and the specific research inter-
est, the terms involved in the thermal balance are differently defined among
authors, and in consequence, the level of detail can vary significantly between
works. Figure 2.4 shows the most general approach, in which the simplified
thermal analysis includes the brake power, the heat rejection (HT to coolant
and oil together), the exhaust gases energy and other minor losses that are
usually difficult to estimate, e.g. HT to the ambient, blow-by enthalpy loss
and unburned fuel.

The determination of each energy term can be performed through exper-
imental or modelled information. The experimental measurements are usually
employed to assess the performance of a new engine concept or strategy, whilst
modelling results are commonly used to perform a prior determination of the
energy degradation. To broaden the understanding of thermal balances and
its potential as analysis tool, its state of the art in a wide range of RICE
applications is presented in the following sections.

“Note that LHRE is the abbreviation defined for low heat rejection engine.
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Brake Power

Cooling losses
- HT to the chamber and ports
- Air cooling
- Friction losses
- Auxiliary energy dissipation

Exhaust Losses
- Enthalpy of exhaust gases
- Unburned fuel
- HT to manifold and exhaust lines
- Turbocharger heat losses

Other Losses
- HT to the ambient
- Blow-by losses
- Unaccounted losses

Fuel Energy

Figure 2.4. Main terms of the thermal balance.

2.4.1 Thermal balance in conventional engines

The most widespread RICE technologies, i.e. CI Diesel engines and
SI gasoline engines, are referred in this work as the conventional RICEs. The
extended use of these powertrains make them the natural reference to appraise
the performance of new RICE concepts. Therefore, the determination of the
thermal balance and the understanding of the thermal processes and energy
transformations in conventional RICEs, becomes the first step to identify the
improvement paths.

There is a vast amount of works dealing with the thermal balance for
both, CI [162-170] and SI [171-173] engines. In both cases, the thermal bal-
ance is highly dependent on the injection and air management technologies,
engine size, application and operating condition evaluated.

As examples of simplified thermal balances in conventional RICEs, Ta-
bles 2.1 and 2.2 show the typical values of the indicated parameters and me-
chanical losses (top), along with the thermal balance (bottom) of a light-
duty Turbocharged Direct Injection Diesel engine (TDI) and a light-duty Tur-
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bocharged Direct Injection Gasoline engine (GTDI). ® Taking into account the
reference values presented, the following observations can be stated:

Range
m LS/LL LS/HL HS/LL HS/HL

Indicated efficiency 40-43 41-42 47-49 45-47
Pumping power 1-2 <1 7-10 5-6
Friction and auxiliary 5-7 3-4 8-13 6-7
Brake efficiency 34-35 36-37 26-32 32-35
Heat rejection 34-40 27-30 29-35 24-25
Exhaust enthalpy 27-28 29-33 37-40 39-42
Unburned fuel 1-2 1-3 <1 <1

Note 1: LS(Low speed), LL(Low load), HS(High speed), HL(High load)
Note 2: Energy terms values in percentage of fuel energy (% sH,)

Table 2.1. Thermal balance of a conventional 1.6] TDI.

Range
m LS/LL LS/HL HS/LL HS/HL

Indicated efficiency 30-38 33-36 37-40 30-36
Pumping power 2-4 <1 4-7 2-3

Friction and auxiliary 4-6 2-3 o-7 3-4

Brake efficiency 27-30 29-33 26-30 24-28
Heat rejection 25-31 15-27 24-30 15-20
Exhaust enthalpy 35-40 37-44 37-38 38-40
Unburned fuel 1-2 1-2 2-10 5-20

Note 1: LS(Low speed), LL(Low load), HS(High speed), HL(High load)
Note 2: Energy terms values in percentage of fuel energy (%msH,)

Table 2.2. Thermal balance of a conventional 2.81 GTDI.

e The brake efficiency is higher at high load [165, 171] despite the in-
dicated efficiency is slightly higher at low load. This is easily explained
taking into account that at low load an important part of the indicated

S5For the sake of completeness, Table 2.3 at the end of this chapter shows a summary of

the literature review regarding thermal balances in RICEs.
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power is used to beat the friction and activate the auxiliary elements.
In the case of TDI, the same trends are observed at high and low speed;
however, GTDI has lower indicated and brake efficiencies at high speed
and load due to the high unburned fuel losses, as explained later.

The indicated and brake efficiencies are better in TDI engines, which is
explained by the better indicated cycle of Diesel combustion, as shown in
Figure 2.5. The difference in the peak pressure due to the different com-
pression ratio is the key parameter to determine the indicated efficiency.
Taking into account that the mechanical losses have similar level®, the
resulting brake efficiency is also higher in TDI engines.
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Figure 2.5. Indicated cycles of TDI and GTDI engines (3m/s mean piston speed
and 75% load).

e The heat rejection refers to all the HT to the coolant and oil, i.e.

HT from chamber and ports, friction (which is dissipated as heat to
the coolant and oil), air cooling losses (for air-coolant intercoolers) and
auxiliary activation energy (which is somehow dissipated in the pumped
fluid). The higher cooling losses in the TDI engines are mainly due to the
higher HT in the chamber, produced by the higher operating pressure
and temperatures when compared with the GTDI engines. Part of the
energy going to the coolant is lost as heat rejection to the ambient, being

5The slightly higher mechanical losses observed in TDI engines is partially due to the

higher injection pressure, taking into account that the Diesel is injected at pressures up to
2000 bar [19], whilst DI gasoline engines work with pressures lower than 200 bar [23].
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this specially important in TDI engines at low speed and load, where it
can reach values higher than 20%h ¢ H,, as reported by Smith et al. [165].

e The exhaust losses depend on the definition assumed, since it can include
the unburned fuel, the HT from exhaust manifold to the ambient and
the HT from the turbine case. In some works, the unburned fuel is
accounted independently [53, 104, 171], the HT from the turbocharger
case to the ambient is measured [165], or all these terms are grouped in
a miscellaneous or unaccounted energy term [163, 168]. For the sake of
clarity, the exhaust enthalpy presented in Tables 2.1 and 2.2 correspond
to the net enthalpy variation between intake and exhaust ports, where
the unburned fuel was not included.
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Figure 2.6. Exhaust temperature comparison between TDI and GTDI engines.

At low load and up to mid-speed, the exhaust enthalpy is higher in
GTDI engines due to the higher exhaust temperatures, as can be seen
in Figure 2.6, which is explained by its stoichiometric fuel/air equiva-
lence ratio. However, at high speed, the exhaust losses weight is lower
in GTDI engines as a consequence of the high unburned fuel. In natu-
rally aspirated SI engines, the exhaust losses tend to increase with speed
and load [173] and should be higher than CI engines at comparable
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conditions, taking into account that the combustion efficiency is simi-
lar [1]. Some authors consider the unburned fuel as energy lost in the
exhaust [174]; therefore, by adding the unburned fuel and the exhaust
losses at high speed in Table 2.2, these reach higher values than those of
TDI engines.

e The energy losses due to unburned fuel lie about 1-3%th¢H, in the
whole TDI engine map and in the case of GTDI engines operating at
low load. Increasing the speed of GTDI engines leads to high gas tem-
perature, which increases the risk of knocking” and can lead to exhaust
elements damage [175, 176]. To reduce this temperature, a common tech-
nique is to work with fuel-rich mixtures (high fuel/air ratio) [176, 177];
thereby, the heating of the unburned fuel reduces the gas temperature.
For this reason, unburned fuels of GTDI engines at high speed reach
values between 5-20%ri s H, or even higher [174].

Performing the thermal balance in steady state operation is interesting
to accurately determine the effects of specifics parameters in the engine ther-
mal behaviour, which allows adjusting dedicated models or assessing engine
strategies. With these goals, some examples are the works of Boulahlib et
al. [164], who evaluate the effects of various engine loads and climatic con-
ditions on the thermal balance, Tauzia and Maiboom [53] perform thermal
balances in a stoichiometric Diesel combustion, analysing the effect of using
different injection settings and intake strategies, Durgun and Sahin [166] anal-
yse and compare the thermal balance on naturally aspirated and turbocharged
Diesel engines, and Smith et al. [165] and Caton et al. [171] analyse the engine
speed and load impact on the heat rejection and engine efficiency in Diesel
and gasoline engines respectively.

One interesting application of the thermal balance in conventional RICEs
is the evaluation of the energy degradation during the warm-up period. The
reported engine efficiency at this stage is low [178-181] due to coolant heating
until reaching operation temperature, high friction due to high oil viscosity
(because of low oil temperature), and high heat losses due to metal thermal
storage capacity. One of the problems of performing the thermal balance
during transient operation is the difficulty to accurately measure the data

"In SI engines, knocking is an abnormal combustion phenomenon, consisting in the au-
toignition of a portion of the charge ahead of the advancing flame, producing a fast release
of fuel energy characterized for very high pressure gradients and sharp metallic noise.
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necessary to compute the energy terms, which can lead to high experimental
uncertainty as reported by Romero et al. [178], who performed an experimen-
tal thermal balance during warm-up period, and found that the unaccounted
losses reach important values due to the effect of the metal thermal storage
capacity and the experimental uncertainty. To overcome these issues, Donn
et al. [179] performed controlled measurements in climactic chambers, which
can be used to develop accurate thermal engine simulation models, Jarrier et
al. [180] simulated the HT from gases to each part of engine by means of a
lumped capacity model, and proposed empirical correlations to calculate the
friction losses distribution. Finally, Jung et al. [181] developed an engine ther-
mal management predictive model validated with steady state measurements.

2.4.2 Thermal balance application on alternative combustion
modes, alternative fuels and fuel blends

As analysed in Section 2.3.1.1, the optimization of the air-fuel mixing
process to attain high burning rates while keeping low temperature combustion
can be achieved through premixed combustions (e.g. HCCI, PPC and RCCI).
Since there are some drawbacks regarding premixed combustion of conven-
tional Diesel or gasoline fuels, some works are focused on applying these new
combustion concepts with alternative fuels and fuel blends [60, 78].

Different works can be found in the literature, where the use of fuel
blends such as Diesel-gasoline [75], and alternative fuels such as biodiesel [128§],
natural gas [182] and hydrogen [46] are reported. These fuels and combustion
modes are evaluated, on the one hand to reduce emissions, and on the other
hand to assess the benefits of using renewable fuels (biodiesel and hydrogen).

Although, there are some technical problems regarding the production,
storage and transportation of such alternative fuels [183], the benefits of
biodiesel [45], alcohol [184, 185] and hydrogen [186] blends with the conven-
tional Diesel and gasoline to overcome these issues have been widely docu-
mented. Beyond the emissions and efficiency, the energy distribution analysis
due to the use of alternative fuels and fuel blends is helpful to understand the
paths to improve the engine thermodynamic processes. Running an engine
with alternative fuels not always leads to better efficiency and emissions lev-
els [187], this can be explained by several factors such as the type of fuel used,
unsuitable engine design and non-optimized operation settings. The thermal
balance provides some guidelines to optimize the engine operation and to per-
form changes in the baseline design through assessment of energy wasting. The
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main tendencies of the energy repartition obtained by using different fuels are
summarized as follows:

e Diesel-gasoline blends: this blend is usually achieved by in-cylinder

mixture of DI Diesel and Port fuel Injected (PFI) gasoline fuels, thus
achieving reactivity stratification along the chamber (RCCI mode). Diesel-
gasoline RCCI is characterized by low combustion and gas temperatures,
therefore leading to important reduction of HT and exhaust losses while
achieving high efficiency [75]. In spite of the efficiency improvement, the
unburned fuel losses are high due to quenching and incomplete combus-
tion in crevices [80].

Biodiesel: depending on the biodiesel used, the thermal balance results
can differ among authors. Few works reported lower brake efficiency
when compared with CDC, whilst most of the works reported low effect
[44, 121, 188] or even a slight increase [189]. The higher combustion
temperature of the biodiesel leads to higher HT [190] and lower exhaust
energy losses. Therefore, a combination of a LHRE with fuel blends
is reported as a useful strategy to reduce HT losses [128, 189], thus
increasing the exhaust gases energy and hence the energy availability at
exhaust.

Alcohol-Diesel blends: despite these blends can lead to lower brake
efficiency in some operating conditions [191], several authors reported
increases in the brake efficiency thanks to the ethanol’s cooling effect
and its higher combustion efficiency in comparison with conventional
Diesel, leading also to lower HT and exhaust energy losses [77, 78, 192].
Alasfour [193] found that in an engine fuelled with a butanol-gasoline
blend the heat loss to the cooling water remained constant. At lean op-
eration, the exhaust losses were lower because the exhaust temperature
also decreased. At richer operation, the exhaust energy remained con-
stant for both, pure gasoline and butanol-gasoline blend. Caton [194]
performed a thermal balance study on different alcohol blends, finding
similar HT and exhaust losses between them, being the higher brake
efficiency that of the Methanol and Ethanol. Benajes et al. [77] per-
formed simplified thermal balances to assess the effect of ethanol ratio
in a Ethanol/Gasoline-Diesel blend. They compared different blending
ratios and operating parameters (injection settings and EGR rate), re-
porting high indicated efficiency as consequence of unburned fuel losses
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reduction (through reducing the reactivity gradient in the chamber),
while the HT and exhaust losses were kept constant.

e Gaseous fuels: the gaseous fuels have some common characteristics
such as no fuel cooling effect, advanced spark timing (in SI engines),
lower flame speed and longer combustion than CGC. These features ex-
plain the thermal balance results obtained from different gas fuelled en-
gines. In comparison with the CGC, the gaseous fuels have lower brake
power; however, they have higher brake efficiency and lower HT and ex-
hausts losses. Depending on the specific fuel or blend, and the operating
conditions, different combustion efficiencies and energy distributions to
coolant and exhausts can be found.

Ozcan and Soylemez [195] assessed the performance of a ST engine fuelled
with Liquid petroleum gas (LPG) and water addition. They found
that water addition improves the brake power and reduces the heat and
exhaust losses. This is explained by the cooling effect of the water, which
reduces the temperature within the chamber. However, the unburned
fuel losses are higher because the longer combustion process and the
lower flame speed.

The Compressed Natural Gas (CNG) has been also studied as a
fuel choice for SI engines. Gharehghani et al. [196] performed a ther-
mal balance in a SI gasoline engine. They found an increment in the
brake efficiency about 4.5%m s H, when compared with CGC. Javaheri
et al. [197] evaluated the CR and the air-fuel ratio effect on the ther-
mal balance, finding better efficiency when both were increased. Similar
works and results have also been reported for different gaseous fuels such
as biogas [198].

e Hydrogen blends: Yiiksel and Ceviz [186] performed a thermal bal-
ance to asses the effect of hydrogen-gasoline blends in terms of efficiency.
They used three different levels of hydrogen, and found an increase in
the engine efficiency but a decrease in the engine brake power. They
found also a reduction in the HT to coolant and lower unaccounted losses
(mainly unburned fuel and HT to ambient). The Exhaust gases energy
was almost the same for both, CGC and hydrogen-gasoline blends. Di-
mopoulos et al. [199] optimized a passenger car fuelled with an hydrogen-
CNG blend, using high EGR rates in the major part of the engine map.
By means of experimental results and theoretical analysis, they obtained
information of the real and theoretical combustion processes, and found
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increases in the engine efficiency when compared with a pure CNG fu-
elled engine.

Other fuels and blends: the wide range of alternative fuels and blends
makes difficult to analyse in detail all of them; besides, it is out of the
scope of this work. However, some examples where thermal balances are
applied are the following: Orbaiz et al. [200, 201] performed experimen-
tal and simulation studies of a SI engine running with CNG, hydrogen
and two different synthesis gases. Mistry [202] carried out a compara-
tive assessment of performance using CNG, LPG and gasoline. Finally,
Caton [194] performed thermal balances for 8 different alternative fuels.
In all those studies, a simplified thermal balance has been used as evalu-
ation tool to compare the global behaviour of each alternative, obtaining
valuable information of each waste source.

2.4.3 Thermal balance on low heat rejection engines and

engine thermal management

As explained in section 2.3.3.2, reducing the chamber HT theoretically

improves the engine efficiency; however, it seems that the efficiency improve-
ments achieved up to date are low. In this sense, thermal balances are specially
useful to determine where the fuel energy really goes. The main agreement
is that most of the energy saved by reducing the HT is lost as exhaust en-
ergy [126, 203, 204], whilst small increases in the brake efficiency are attained.
Different experimental and modelling applications of LHREs can be found in
the literature:

o Woods et al. [203] analysed the thermal balance for three different single-

cylinder LHREs, providing detailed energy repartition to the coolant,
taking into account the HT contributions from the combustion chamber,
the intercooler and the turbocharger separately.

e Taymaz et al. [126, 204] compared the energy repartition of the conven-

tional Diesel engine with its LHRE version.

e Modi et al. [189] performed an experimental study to assess the perfor-

mance of a LHRE fuelled with biodiesel blends.
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On the other hand, ETM?® also requires a well understanding of the
energy degradation, placing the thermal balance as a valuable tool for the
analysis of new engine cooling technologies:

e Kang et al. [104] performed an energy balance to improve the ETM
analysis of a double-loop coolant circuit, in which separated cooling lines
for the head and block were used. They developed a complete engine
thermal model validated with experimental data, aimed at identifying
the features of the proposed system.

e Xin and Zheng [205] analysed the effect of the HT to the ambient (i.e.
convective and radiative HT from exhaust manifold, turbocharger and
engine block). Their model was validated with experimental HT to the
coolant.

e Franco and Martorano [206] highlighted the importance of considering
the energy transformation in the engine, and proposed predictive meth-
ods validated with experimental data, aimed at calculating the engine
thermal load.

e Rabeau and Magand [207] developed an ETM simulation platform, aimed
at modelling the fluids temperatures and some energy terms. They com-
pared different powertrain architectures to determine the benefit of dif-
ferent cooling strategies for downsized and hybrid engines.

2.4.4 Exhaust energy recovery

Once the energy usage has been thoroughly analysed, the natural next
step is to address the recovery methodologies. Considering that some engine
concepts such as LHRE [126, 204], some alternative fuels [188] or combinations
of both [189] lead to higher exhaust energy, a large number of works dealing
with the evaluation of the second law of thermodynamics to determine the
engine exergy can be found in the literature [208]. Moreover, the analysis of
the exhaust losses is a necessary step to determine the feasibility of using a
recovery system, and hence, the further implementation of the thermal balance
is necessary to validate the predictions of the second law analysis [208].

Several authors dealt with the determination of the energy waste and
availability in organic regenerative cycles for Diesel [162, 163, 167, 169, 170]

8Note that ETM is the abbreviation defined for engine thermal management.
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and gasoline [172, 173] engines. In these works, experimental and modelled
energy and exergy analysis are used to assess the feasibility and improvements
of using organic regenerative cycles. The effects of efficiency-improvement
strategies such as cylinder deactivation, use of advanced materials and im-
proved insulation to limit the HT, turbocompounding [163, 167] and high and
low pressure loop EGR systems [170] are taken into account in the thermal bal-
ance and the exergy balance to determine the most promissory strategies [209].

2.4.5 Summary

As presented in this section, the thermal balance has been widely used
to evaluate the RICE performance and thermal behaviour. In recent years,
it has been used to determine the feasibility and benefits of new engine tech-
nologies and strategies, aimed at reducing emissions and increasing the engine
efficiency. In Table 2.3, the summary of the state of the art of RICEs thermal
balance is presented. The following conclusions can be highlighted:

e The identification of the energy losses is interesting to evaluate new
engine strategies and technologies. Thus, the thermal analysis of the
engine allows quantifying the effect of using a specific methodology.

e The thermal balance has been widely used to assess the thermal be-
haviour of engines fuelled with alternative fuels and fuel blends. The
normal procedure is to compare with the same engine fuelled with con-
ventional Diesel or gasoline. The thermal balance allows also identifying
the improvement paths, taking into account that in most works, conven-
tional Diesel or gasoline engines are used without optimization for the
alternative fuel.

e In spite of the theoretical efficiency increase due to reducing the chamber
HT, main agreement shows that the effect in the exhaust energy is higher
than the effect in the brake efficiency.

e An important research field is the determination of the engine exergy.
Several works deal with the thermal balance to determine the exhaust
energy and its availability. A common practice is to develop robust mod-
els to evaluate the effect of operating parameters or engine technologies
in the exhaust energy availability, therefore reducing the experimental
work.
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e In spite of the benefits of using thermal balances and their widespread
application, in most works the analysis is performed taking into account
a very simple approach, that is, considering only the brake efficiency,
global cooling and exhaust losses; however, detailed distribution or in-
ternal interactions are not usually taken into account.
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2.5 Conclusions

In this chapter, a comprehensive state of the art about the method-
ologies to improve RICE efficiency has been presented. The analysis was
focused on three main aspects: the consumption and emissions trade-off
to describe the background of engine research in last years, the consump-
tion optimization methodologies to explain the main strategies used to
increase the engine efficiency, and finally, the analysis of thermal balances
in RICEs as an evaluation tool used in an extensive amount of works.

During the last decades, the RICE development efforts have been mainly
focused on the reduction of in-cylinder emissions formation rather than fuel
consumption optimization, thus establishing a trade-off between them. Some
techniques used to optimize this trade-off are:

— Turbocharging: it increases engine efficiency and reduce CO and PM
emissions; however, it increase NO, levels due to higher in-cylinder tem-
perature.

— EGR and IGR: they reduce combustion temperature and hence NO,
formation; however, in CDC and CGC they worsen the combustion and
increase fuel consumption.

— Injection setting: it control the emissions formation, therefore, the opti-
mization of the injection setting is usually aimed at minimizing emissions
(with penalty in consumption).

— Air motion within the chamber: the enhancement of the mixing process
increases the engine efficiency and reduces PM emissions; however, it
can lead to higher NO, levels due to higher combustion temperature.

As a consequence of the in-cylinder processes optimization to minimize
emissions, current RICE technology has reached a development level in which
further emissions reduction is barely attainable through these active method-
ologies; therefore, the use of aftertreatment systems and cleaner fuels have
become widely studied solutions .

The generalized use of aftertreatment systems and the increasing aware-
ness due to climatic change, consequence of green house gases emissions, are
shifting the interest of the research towards the optimization of the RICE op-
eration to improve its efficiency. This can be achieved by using strategies such
as:
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e Indicated cycle optimization: the use of new combustion modes such

as HCCI, PPC, RCCI, etc., allows reaching higher engine efficiency than
CDC and CGC, while keeping low combustion temperature and hence
low NO, emissions. Through improvement of the combustion efficiency
by means of optimal engine design and operation, an important reduction

of HC', CO and PM can be also achieved.

Air management optimization: several strategies such as variable
valve timing, EGR and IGR (to control the mixture reactivity), tur-
bocharging, air cooling and enhanced air movement within the chamber
are used to improve the intake and mixing processes and to control the
charge properties (temperature, v and reactivity), thus providing flexi-
bility to optimize the engine efficiency at different operating settings and
combustion modes.

Heat transfer reduction: reducing the HT leads in general to higher
engine efficiency. This can be achieved, on the one hand, through ETM,
which allows shortening the warm-up process and managing the cooling
capacity accordingly to the engine requirements, thereby reducing the
HT and the cooling systems energy consumption. On the other hand,
thermal barrier coatings reduce the HT, which leads to lower fuel con-
sumption, higher imep and higher energy availability at the exhaust.

Friction and auxiliary losses reduction: the reduction of friction
losses and auxiliary systems consumption increases the brake efficiency.
Friction can be reduced by using smooth surfaces and low viscosity oils
(or high oil temperature), and auxiliary systems requirements can be
minimized through replacement of mechanical components to electrical
ones, which can be controlled more efficiently. The reduction of these
losses influences positively the engine brake efficiency as a consequence
of higher mechanical efficiency.

Other strategies: the design of optimal powertrains, which operate at
high-efficient engine map regions, is a promising solution to reduce fuel
consumption while keeping high engine performance. This is the main
idea behind downsizing and hybridization. On the one hand, downsizing
is achieved thanks to high turbocharging, engine displacement reduction
and high load engine operation, where the engine efficiency is higher.
On the other hand, hybridization is achieved by coupling a RICE with
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an electric motor and optimizing their operation accordingly with the
specific requirements.

As can be seen, the development and implementation of new technolo-
gies to improve engine efficiency involve a comprehensive understanding of
different thermal processes occurring during the RICE operation. In this re-
gard, performing simplified thermal balances has been widely use to evaluate
current and new RICE technologies:

e Conventional TDI and GTDI engines: in general, TDI engines
have higher brake efficiency than GTDI engines due to the more efficient
indicated cycle; however, the HT is also higher as a consequence of the
higher in-cylinder pressure. On the counterpart, GTDI engines reach
higher temperature at exhaust that leads to higher exhaust losses.

e Alternative combustion modes, fuels and fuel blends: the pre-
mixed combustion modes reach higher indicated efficiency than CDC
and CGC, whilst the HT and exhaust losses are lower thanks to the low
temperature combustion operation; however, the unburned fuel losses
are higher due to unburned fuel trapped in crevices and flame quenching
near the walls. Among the premixed modes, the RCCI is one of the most
efficient.

To increase the efficiency of conventional and premixed combustion modes,
while maintaining low emissions level, several alternative fuels and fuel
blends have been studied. The thermal balance is highly related with
the combustion mode, fuel properties and engine features; therefore, dif-
ferent results have been reported.

e LHRE and ETM: the HT of LHREs is lower than in the reference
baseline engines, thereby increasing both engine efficiency and exhaust
losses. Moreover, the use of coatings also reduces unburned fuel due to
higher in-cylinder and walls temperatures.

ETM methodologies allow faster warm-up trough increasing HT from
chamber. In stationary operation, they allow reducing HT (increasing
the exhaust losses) by means of flexible coolant flow control. In both
cases, the HT management leads to higher engine efficiency.

Most of these thermal balances works take into account the main terms
(brake efficiency, heat rejection and exhaust losses), and in some of them the
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unburned fuel and unaccounted losses are also included. The simplicity of
these thermal balances is due, on the one hand, to the complexity of the ex-
perimental measurement of the required variables, and on the other hand, to
the difficulty of modelling and calibrating accurate models to determine de-
tailed energy distribution. As a consequence, most of the works found are
addressed to either, experimental or modelling determination of the thermal
balance, thus limiting and simplifying the analysis. In fact, there is a lack
of works proposing a global methodology to perform and analyse
the thermal balance, in which experimental and modelling techniques can
be used to obtain the detailed and accurate energy split. For this reason,
the development of a global strategy to perform a comprehensive
analysis of the energy balance, taking into account different infor-
mation sources (experimental and modelled) seems to be worth and
interesting.
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3.1 Introduction

As will be described in Chapter 4, the methodology for the integral de-
termination of the energy flows through the engine as well as their interactions,
require both a dedicated experimental installation and accurate modelling of
the internal engine processes and elements. These information sources have a
close relationship, inasmuch as some experimental measurements are inputs of
the models and are necessary for their calibration. Taking into account these
comments, the two main purposes of experimental measurements are:

1. Determine some energy terms of the thermal balance as detailed in Chap-
ter 4.2.1.

2. Provide information aimed at the development, adjustment and valida-
tion of the sub-models required to complete the thermal balance, consid-
ering internal energy interactions difficult to be measured as presented
in Chapter 4.2.2.

Therefore, the first part of this chapter is focused on the complete de-
scription of the engines features (e.g. engine architecture, combustion char-
acteristics, etc.) as well as the instrumentation of the facilities where the
experimental work was carried out.

To perform the modelling work, a thermodynamic model developed in
the previous works [1, 2] is used as the basis for the further thermal bal-
ance models development, as presented in Chapter 5. The thermodynamic
model can be used considering two different points of view, which share the
sub-models and thermodynamic hypothesis as shown in Figure 3.1. In the
diagnosis approach, the main objective is to determine the RoHR starting
from the instantaneous in-cylinder pressure (p) and some mean values which
characterize the engine operation, such analysis is performed with an in-house
developed tool called CALMEC. On the other hand, the predictive approach
is intended to simulate p, requiring for this purpose the definition of the oper-
ating conditions as well as the combustion law, being this analysis performed
with an in-house developed tool called SiCiclo.
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Figure 3.1. Scheme of the thermodynamic model.

In spite of the main outputs are either the RoHR or p, it is necessary
to estimate several internal processes such as the HT, the intake/exhaust, etc.
These results are crucial to determine the engine thermal interactions, thus
being key parameters for the thermal balance. For this reason, in the second
part of this chapter the thermodynamic model along with all the related sub-
models are briefly but comprehensively described.

3.2 Experimental installations

Bearing in mind that one of the objectives of this work is to propose
a general methodology to perform and analyse the thermal balance in auto-
motive engines, it was decided to use different engine technologies. For that
reason, two engines with different characteristics (hereinafter called Engine
A and Engine B) have been selected:

e Engine A is a 4-stroke, compression ignition, multi-cylinder, High Speed
Direct Injection (HSDI) Diesel engine. Most of the experimental work
has been performed in this engine, since it is more representative of the
current engine technologies used in automotive applications. Its main
characteristics are presented in column “Engine A” of Table 3.1.

e Engine B is a 2-stroke, compression ignition, single cylinder engine.
This research engine was selected to test the thermal balance methodol-
ogy proposed in Chapter 4 for the evaluation of a new concept engine,
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operating in PPC of gasoline. Its main characteristics are presented in
column “Engine B” of Table 3.1.

Engine A Engine B
Cylinders 4 in-line 1
Bore 75 mm 76 mm
Stroke 88 mm 80.5 mm
Unitary displacement 390 cm? 365 cm?
Compression ratio 16:1 17:1
Air management Turbocharged Screw compressor
Maximum power 82 kW at 3600 rpm  22.5 kW at 3500 rpm
Maximum torque 270 Nm at 1750 rpm  72.5 Nm at 2000 rpm
Combustion mode CDC PPC
Injection Common rail Common rail
Valves per cylinder 2 4

Table 3.1. Engines technical data.

Following, a description of each experimental facility and their particu-
larities is presented.

3.2.1 Multi-cylinder engine

To reproduce the repartition of the energy at each sub-system in realis-
tic operating conditions, it is necessary the use of a multi-cylinder engine test
bench. These installations have the drawback of more difficult control and
measurement of the operating parameters and possible cylinder dispersion in
comparison with a single-cylinder test bench [3]. However, its operation is
closer to the real automotive application. Thus, a 4-cylinder engine, currently
manufactured for automotive applications, was selected (Engine A) to per-
form most of the experimental work.

The complete test bench measuring equipment is summarized in Table
3.2. As obtaining the experimental information requires a highly instrumented
test cell and several engine sub-systems modifications, its description is pre-
sented in two parts: the first deals with the engine gas lines, and the second
with the cooling, lubrication and injection systems.
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Variable Equipment Range Accuracy
Speed Dynamometer 6000 rpm 0.03% fs.
Torque Dynamometer 4450 Nm 0.05% fs.
Cylinder pressure AVL GH13P 0-250 bar 0.3% lin.
Amplifier Kistler 5011B + 10V -

Air flow Sensiflow DN8O 20 to 720 kg/h 2%

Fuel flow AVL 733S Fuel meter  0-150 kg/h 0.2%

Blow-by flow AVL blow-by Meter 1.5-75 1/min 1.5%

Temperature K-type Thermocouples -200-1250 °C 1.5 °C
PT100 RTD -200 to 850 °C  0.2°C

Mean pressure Kistler Piezo-resistive ~ 0-10 bar 0.1-0.2% lin.
Transmitters

Gases analysis Horiba mexa 1-4% fs.
7100 DEGR

Coolant flow Krohne 4010 Optiflux ~ +12 m/s 0.5%

Oil cooler Isoil MS500 0-1036 1/h 0.5% fs.

Fuel cooler Yoko Admag 0-10 m/s 0.5%
AE208MG

Turbo oil flow Krohne Optimass 450 kg/h 0.5%

3050C

fs. means full scale.
lin. means linearity.

Table 3.2. Engine A test bench instrumentation.

3.2.1.1

Gas lines instrumentation

Figure 3.2 shows a scheme of the engine gas lines and their instrumen-

tation. As shown, there are several pressure and temperature sensors located
at different positions of the intake/exhaust gas lines. The objective is to have
detailed information of the intake and exhaust gases thermodynamic condi-
tions that depend on different sub-processes such as turbocharging, air/EGR
mixing, air cooling, etc.

The gases mean temperatures are measured by means of K-type ther-
mocouples or PT100 Resistance Temperature Detectors (RTD) depending on
the accuracy required, whilst the mean pressures are measured with piezo-
resistive pressure transmitters. The measurement of the gas and fuel mass
flows is necessary to control the combustion process, and they are important
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Figure 3.2. Scheme of the gas lines instrumentation.

to analyse the HT in the chamber; therefore, the injected fuel, the air flow
and the blow-by leakage are measured with an AVL 733S Fuel meter, a DN80
sensiflow and an AVL blow-by Meter respectively. The exhaust emissions are
analysed by means of an exhaust monitoring equipment (Horiba MEXA 7100
DEGR), which also allows measuring the CO3 concentration at intake mani-
fold to determine the EGR rate [4].

The most important experimental variable to be measured is the in-
cylinder pressure, since it is the main input of the thermodynamic model.
To measure the pressure trace, 4 AVL GH13P piezo-electric transducers were
installed at the glow plug hole of each cylinder. The signal provided by the
piezo-electric transducers with a resolution of 0.5° is conditioned by means of
Kistler 5011B amplifiers, and the digital processing is performed following the
method described in [5]. Considering the importance of accurate measuring
the in-cylinder pressure, the acquisition chain is calibrated according to the
traditional method proposed in [6]. The conditioned in-cylinder pressure sig-
nals are acquired by means of a Yokogawa DL708E Oscillographic recorder
with 16 A/D converter module. Finally, the control of the Engine Control
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Unit (ECU) and the acquisition of its variables were done by means of the
INCA interface, which allows reading and modifying the engine cartography

and setting the required operating conditions.

3.2.1.2 Liquid lines instrumentation

To attain a better control of the engine operating parameters and to
perform the experimental measurements in the liquid lines, the original coolant
and oil circuits were adapted and instrumented to measure the mass flows and
temperatures necessary to determine the heat rejection to the coolant, block

oil and turbocharger oil independently, as shown in Figure 3.3.
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Figure 3.3. Scheme of the cooling, lubricating and injection lines instrumentation.

The temperatures along the liquid lines were measured with RTD be-
cause they are more accurate (£0.2°C) than K-type thermocouples (£ 1.5°C).

A

7 Water supply
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This accuracy is key, as the temperature drop in the coolers is expected to
be small in some cases (e.g. at low speed and load, the cooling water in the
fuel return line has temperature variations about 1-2°C). For the same reason,
to ensure the engine thermal stability, a good temperature control has to be
attained, thus several Proportional-Integral-Derivative controllers (PID) and
their corresponding valves were installed in the water supply lines before the
coolant, oil, air and fuel coolers. Due to the small oil flow in the turbocharger,
a special conditioning cart was used to ensure stable and safe temperature
values.

The acquisition and control of the low-frequency signals (mass flows,
mean pressures and temperatures') was carried out with an in-house devel-
oped software called SAMARUC, which also allows visualizing the engine
operating parameters and controlling the operating conditions, thus a precise
monitoring and control of the interesting parameters can be done. The sensors
signals were collected and processed in a PXI platform of National instruments,
and in the specific case of the temperatures measured with the RTD, they were
registered by means of a Datalogger 34972A LXI data acquisition system.

3.2.2 Single-cylinder engine

With the purpose of applying the methodology proposed in Chapter 4
in engines with very different characteristics, some part of the experimental
work is performed in a single-cylinder engine, research version of a 2-stroke
Diesel engine prototype [7]. The mean differences with Engine A (apart from
the number of cylinders, valves and strokes) are the characteristic motion of
the air in the chamber, as Engine B has tumble motion instead of swirl (key
for the HT and thermal balance) and the feasibility of operating in PPC mode
with gasoline. In the next sections, the engine architecture and the test bench
are described.

3.2.2.1 Engine architecture and hardware

The cylinder head and combustion chamber geometries shown in Figure
3.4 are completely adapted to ensure a suitable in-cylinder flow pattern, in
order to optimize the scavenging of burnt gases and reduce the short-circuit
of fresh air going directly from intake to exhaust ports. The cylinder head

'Except RTD sensors.
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geometry presents a staged roof for baffling the air flow between the intake
and exhaust valves, forcing the air to follow the path of the cylinder wall
towards the bottom of the cylinder, and hence enhancing the tumble motion.
This geometry provides the best compromise between scavenging efficiency,
acceptable permeability and convenient combustion chamber geometry [7].

Figure 3.4. Sketch of the cylinder head designed for the 2-stroke engine architecture
(Patent Renault FR2931880).

The engine is equipped with an hydraulic cam-driven variable valve tim-
ing system, allowing a flexibility of 30° on both intake and exhaust valve tim-
ings independently of the mechanical cam timing. The optimum camshaft
configuration, presented in Table 3.3, was experimentally defined by testing
different opening durations and maximum lifts in a medium load and medium
speed operating point.

Type of scavenging Poppet valves with scavenging loop
Intake camshaft profile Duration: 80°/max. lift: 6 mm
Exhaust camshaft definition Duration : 90°/max. lift: 8.5 mm

Table 3.3. Engine B main technical data.

Due to the characteristics of the engine, efforts had to be done in or-
der to estimate the short-circuit and residual masses, which are specially
high due to the characteristic intake/exhaust processes in 2-stroke engines.
Thereby, the trapping ratio 7., which is an indicator of the engine capability
to retain the fresh air during the intake process, is experimentally determined
by means of a tracer gas as proposed in [8, 9]. The method consists on injecting
a controlled quantity of C' Hy (tracer gas) at the intake flow, and then measur-
ing its concentration at both the intake and exhaust manifolds. The trapped
CHy at the IVC gets completely burned along the combustion process, since
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the in-cylinder temperature after compression and during the combustion of
the injected diesel is high enough to ensure the C'H; autoignition. Taking
into account that the in-cylinder and manifolds temperatures during the scav-
enging event are not high enough to force the C'Hy autoignition, the C'Hy
flow from intake to exhaust ports during the scavenging process is not burned.
From these observations, and taking into account that C'Hy is homogeneously
mixed with the intake air, it can be stated that an accurate estimation of
the short-circuited mass can be done by means of a mass balance, considering
intake, exhaust and in-cylinder gases.

The total trapped mass in the cylinder is a key parameter to obtain
the thermodynamic conditions at IVC [10], being very important for both,
modelling and experimental determination of the HT [11]. The trapped mass
is given by the addition of the trapped air/EGR mixture and the IGR at the
IVC, being the IGR the fraction of residual gases retained from the previous
combustion cycle over the total trapped mass in the cylinder. The IGR ratio
and the total trapped mass are estimated using simplified thermodynamic
calculations. This estimation is based on an enthalpy balance, where the
enthalpy of the total trapped mass at the IVC equals to the enthalpy of the
residual mass plus the enthalpy of the intake delivered trapped mass (fresh air
plus external EGR), both estimated also at the IVC.

3.2.2.2 Single-cylinder engine test bench

Engine B was assembled into a fully instrumented test cell, whose
scheme is shown in Figure 3.5 and its complete measuring equipment is sum-
marized in Table 3.4.

The engine is fed with the compressed air provided by an external com-
pressor, whose operation was set to simulate boost conditions. A throttle
valve located at the exhaust line (after the exhaust settling chamber) is used
to simulate the back-pressure that would be produced by the turbine. The
experimental cell also includes a low pressure EGR system, designed to pro-
vide arbitrary levels of cooled EGR even at very high intake boost pressures.
Water and oil cooling circuits are also independent of the engine, and their
temperatures are strictly controlled and monitored during all the experimen-
tal tests. The fuel consumption of the engine is measured with a gravimetric
dynamic fuel meter.
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Figure 3.5. Engine B test cell scheme.

The most relevant mean variables of the test cell and engine, pollutant
emissions, and high-frequency instantaneous signals are recorded using a ded-
icated data acquisition system. The high-frequency signals are acquired using
an Yokogawa DLT708E Oscillographic recorder synchronized with an optical
angular encoder with a resolution of 0.2°. The in-cylinder pressure is mea-
sured by means of a Kistler 6061B piezoelectric sensor, while a Kistler 4007B
piezo-resistive pressure sensor is placed at the cylinder liner near to the BDC,
with the objective of pegging the differential pressure signal obtained from the
piezoelectric sensor.

To adjust the thermodynamic model and some geometrical parameters,
as will be explained in Chapter 5.3, it is necessary the measurement of mo-
toring test. Due to the particularities of the 2-stroke engines [12], the ther-
modynamic state of the trapped mass? and the tumble air movement within
the combustion chamber highly differ between firing and motoring conditions,
leading to a poor performance of the tuning method in this engine. There-

2Due to high residuals in combustion operation, the temperature at IVC use to be much
higher in 2-stroke than in 4-stroke engines.
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Variable Equipment Range Accuracy
Speed Dynamometer 7000 rpm 0.006% fs.
Torque Dynamometer +450 Nm 0.1% fs.
Cylinder pressure Kistler 6061B 0-250 bar 0.5% lin.
Cylinder pressure Kistler 4007B 0-20 bar <0.2% fs.
at BDC
Amplifier Kistler 5011A10 + 10V -

Air flow Elster RVG65 0.6-100 m3/h 1%

Fuel flow AVL 733S 0-75 kg/h 0.12%

Blow-by flow AVL blow-by Meter 1.5-75 1/min  1.5%

Temperature K-type Thermocouples -200-1250 °C 1.5 °C

Mean pressure Kistler Piezo-resistive  0-10 bar 0.1-0.2% lin.
Transmitters

Gases analysis Horiba mexa - 1-4% fs.
7100 DEGR

Smoke Smoke meter 0-10 FSN 2%

fs. means full scale.
lin. means linearity.

Table 3.4. Engine B test bench instrumentation.

fore, to obtain suitable motoring cycles for the adjustment, the test bench
was equipped with a special system to perform skip-fire measurements. It
consists of skipping the injection of one cycle (every determined number of
combustion cycles), thus obtaining a motoring cycle with the air management
of a conventional combustion. This special device consists of a control box
and a dummy injector, as shown in Figure 3.5. The electronic box deviates
one injection command pulse to the dummy injector every determined number
of pulses, thus skipping the fuel injection and combustion events during that
specific cycle.
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3.3 Thermodynamic model

This section is devoted to the comprehensive explanation of the base
model used to estimate the thermodynamic processes within the combustion
chamber, specially heat rejection, thus allowing the combustion analysis in
Engine A and Engine B (with CALMEC), and the pressure simulation in
Engine B (with SiCiclo). Although the main objective of the model is to ac-
curately calculate the gas conditions in the chamber, it also includes specific
sub-models to reproduce the intake/exhaust processes and the phenomena in-
volved (HT in the chamber and ports, mass flows, etc.). This model was
originally developed by Tinaut [13] and Armas [1], who stated the basic hy-
pothesis and proposed the initial required sub-models. The model was further
improved by Martin [2], who introduced several sub-model upgrades to achieve
better accuracy on the RoHR and heat fluxes determination in CALMEC, and
included all the sub-models in the predictive tool SiCiclo [14].

The next section is organized as follows: firstly, the main hypotheses
in which the model is based are presented, followed by a brief description
of the filling and emptying model and the mass and energy balances within
the combustion chamber. Finally, the sub-models used to calculate the terms
involved in the in-cylinder energy balance are detailed.

3.3.1 Basic hypotheses

To solve the first law of thermodynamics in the combustion chamber,
some hypothesis and simplifications have to be accounted to determine the
terms involved:

1. The combustion chamber is considered an open system. It is as-
sumed in both, open cycle? (due to the flows through the intake/exhaust
valves) and closed cycle? (due to injection and blow-by).

2. Chamber pressure is uniform in the chamber. This is usually as-
sumed in combustion calculations because both fluid and flame velocities
are much smaller than the speed of sound [15].

30pen cycle is defined as the engine operation when one of the valves is open, i.e. between
EVO and IVC.

4Closed cycle is defined as the engine operation when the valves are closed, i.e. between
IVC and EVO.
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. Three species are considered in the chamber: air, fuel vapour and

stoichiometric combustion products. In a DI Diesel engine operating
with CDC, the flame front is located at the stoichiometric fuel-air ratio
region during the mixing-controlled burning phase, thus this hypothesis
is suitable. In the case of PPC, this hypothesis is not completely ac-
curate; however, take into account the particular characteristics of the
mixture process requires complex mixing-combustion models, which are
out of the scope of this work

. Perfect gas behaviour is assumed. As reported by Lapuerta et al.

[16], the error by considering perfect gas inside the chamber is negligible,
thus this assumption is suitable for the application presented in this
work.

. Specific heats depend on temperature and gas composition.

The value of the specific heat is highly dependent on temperature and
the species properties. Taking into account that at high load the gas
temperature can range between 80°C at IVO up to 1800°C at TDC, and
that the fuel injection and combustion change the charge composition,
this hypothesis is useful to improve accuracy and is consistent with the
the hypotheses 3 and 4.

. Internal energy is calculated assuming mean uniform temper-

ature within the chamber. This is the most uncertain hypothesis
assumed, taking into account that the calculation of the gas internal en-
ergy depends on the temperature. This can be especially important for
the burned products at the beginning of the combustion; however, the
error diminishes as the combustion advances because the dilution and
the heat transfer tend to make the temperature uniform.

. Convective heat transfer to the chamber walls is assumed. As

stated in Chapter 2.4.1, the cooling losses in conventional RICEs (mostly
due to HT to the chamber walls) can range between 25%mnsH, and
40%m s H, in CDC, and between 15%rnH, and 30%mH, in CGC;
therefore, HT is a key topic in this work. Radiation is not considered
explicitly due to its low relative weight.

. Deformation of the engine mechanism is assumed. The engine

mechanism (i.e. piston, connecting rod and crankshaft) undergoes me-
chanical deformations due to high pressure and the inertial loads.
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These basic hypotheses, along with the sub-models described in Section
3.3.5, allow calculating all the terms of the in-cylinder energy balance, in
order to obtain the gas state during open and closed cycle and the RoHR or
in-cylinder pressure, as described in the next sections.

3.3.2 Filling and emptying model

The engine filling and emptying model is a simple model of the complete
engine, which describes the physical processes taking place during the intake-
exhaust strokes (between EVO and IVC). The model has two main objectives:

1. Obtaining the gas thermodynamic conditions during the open cycle at
different engine parts, in particular chamber and ports. This is necessary
to calculate the total heat rejection of the engine (key to perform the
thermal balance, see Chapter 4.2.2) and affects wall temperatures.

2. Defining the residual and short-circuit masses. As commented, these
masses affect the IVC conditions, thus affecting the subsequent evolution
during closed cycle (very important to calculate chamber HT). They also
affect the RoHR obtained with CALMEC (key parameter for combustion
analysis) and the in-cylinder pressure obtained with SiCiclo.

In Figure 3.6, a scheme of the model for a multi-cylinder engine with z
cylinders is presented. The model consists of a series of volumes (representing
the intake and exhaust lines along with the cylinder) connected by means
of some restrictions; therefore, one volume in the admission and two in the
exhaust are considered, taking into account that the exhausts process is more
important regarding the trapped mass estimation, and that the short-circuit
is usually small in 4-stroke engines [2].

The restriction R;,:o represents the intercooler®, the intake volume
(Vint) represents the intake ports and the intake manifold, the restrictions
Rint1 to Rint. between Vip: and the cylinders (Cyl 1 to Cyl z) represent
the intake valves of each i-cylinder (with variable section depending on the
instantaneous valve lifting). The cylinders are communicated with the first
exhaust volume (Vggp 1) through the restrictions Regpn 1 to Regp, -, which rep-
resent the exhaust valves of each i-cylinder (with variable section as assumed

5If no intercooler is used, it represents the pressure losses at the intake manifold.
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for intake valves). Vegp 1 represents the exhaust ports and the exhaust man-
ifold, meanwhile the second exhaust volume V. 2 represents the rest of the
exhaust system that has not been explicitly accounted (turbine, catalyst, DPF
filter, muffler etc.). The restriction Regp 12 represents the turbine effect in a
simplified manner, and R, the pressure losses in the exhaust line after
the turbine®. The key elements for the calculation at exhaust are Vezn,1 and
Reyn,12; however, Vigp, 2 and Regp o have to be included to limit reaching sonic
conditions at Regp 12

Rim, 0 Vexh,Z Rexh, 0

I

Figure 3.6. Scheme of the filling and emptying model.

In Table 3.5, the elements that conform the simplified engine system are
presented, where A, ;,; and A, .., are the intake and exhaust valve sections,
Cdint(lift) and cq en (lift) are their corresponding discharge coefficients, where
(lift) indicates that they are function of the valve lifting. The characteristic
sizes have been selected to maintain the simplicity as well as the physical
meaning of the model.

The basic hypotheses of the model are:

1. Perfect mixture regarding temperature and composition is assumed.

2. After Reyp0, atmospheric conditions are assumed for multi-cylinder en-
gines, and the conditions in the exhaust settling chamber are assumed
for single-cylinder engines.

3. The gas in the cylinders and volumes has no speed, it stops when entering
in a volume, and it is initially stopped before leaving.

5Note that Reazn,0 does not represent any specific element of the exhaust line.
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Element Volume Section
Rint,O - Av,int

Rint,l to Rint,z - Av,int : Cd,mt(lift)
Reazh,l to Rea:h,z - Av,ewh : Cd,ewh(lift)
Rexn,12 - To be adjusted
Rezho - To be adjusted
V;nt Vd -

Cyl 1 to Cyl z Vi -

th Vd . 2/2 -

‘/int Vd *Z -

Table 3.5. Geometry of the filling and emptying model elements.

4. Tt is assumed that the flow-back entering the cylinders (from intake and
exhaust) has no time to cool down, thus small gas packages are accu-
mulated in the intake and exhaust ports, conserving their temperature
and composition. When flow-back occurs, the last one went out from
the cylinder is the first one re-entering.

5. No heat transfer in the volume’s walls is considered, and heat transfer to
the cylinder walls is calculated by means of the Woschni model [17, 18],
as later discussed.

6. The flow through each restriction is calculated by means of the isen-
tropic nozzle equation, assuming quasi-steady conditions [10]. If sonic
conditions are reached in any restriction, critical pressure is assumed
downstream of the corresponding nozzle.

7. During the valve overlap, if the in-cylinder pressure is lower than the Vj,;
pressure and higher than the Ve, 1, shot-circuit from intake to exhaust
will occur. Similarly, if the in-cylinder pressure is higher than the Vj,;
pressure but lower than the Ve 1, shot-circuit from exhaust to intake
will take place. In both cases, the mass flow is estimated by considering
the equivalent effective area of serial intake and exhaust sections [1].

By calculating the instantaneous flux at each restriction and then solv-
ing the first law for open systems, along with the ideal gas law, the instan-
taneous mass flow, temperature and pressure of each element are obtained.
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The calculation starts at EVO and solves the complete thermodynamic cy-
cle, considering at each instant all the volumes but only the cylinders with
open valves. An iterative process is required to achieve the convergence in
thermodynamic conditions. Effective areas of Reyp,1 and Regp o are corrected
at each iteration to have the same mean simulated pressure in V., 1 as that
experimentally measured.

In Figure 3.7, an example of the model performance at two different
speed levels is presented. As can be seen, the prediction of the exhaust pressure
shows a good behaviour, fitting well the experimental pressure trace at both
speed levels.
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Figure 3.7. Experimental and modelled pressures at Vegn 1. Up high speed level,
bottom low speed level.

By using instantaneous simulated pressure as boundary condition for the
cylinder calculation, accurate estimation of residuals (myes) and short-circuit
(msc) masses are obtained. These model outputs are important to obtain
the in-cylinder conditions at IVC, and hence initializing the calculation of the
closed cycle.

3.3.3 Combustion chamber mass balance

The trapped mass at IVC (m ) results from the addition of the in-
duced fresh air mass (m,), the EGR mass (m,,,), and the residual gas of the
previous cycle (mys), minus the short-circuit mass (ms.) during valve overlap,
as presented in Equation (3.1):
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M = Ma+ Mpes + Mpygp — Mae (3.1)

The incoming m, and m,., are obtained from experimental measure-
ments whilst m,..; and mg. are estimated with the filling and emptying model
described in Section 3.3.2. From IVC on, the instantaneous evolution of the
mass within the cylinder is affected by the blow-by losses and the fuel injec-
tion. Thus, the instantaneous mass can be obtained at each crank angle («)
as:

me(a) =m. —/ dmbb—l—/ dm e, (3.2)
S

IvC ol
where my ., is the evaporated mass of fuel.

Taking into account the masses involved, the instantaneous mass frac-
tion (V) of the three species considered can be obtained; therefore, at any
intermediate instant ¢ between IVC and EVO, the instantaneous mass frac-
tion of burned products can be written as a function of the Heat Release
Fraction (HRF):

)
(mf + %) HRF + (mygp + Mres) Yoo — Mse Yo ve — f Yy dmyp
Y, — : : Ve
Mive T f dmy e, — f dmys

IvC IvC

(3.3)

where Fj is the stoichiometric fuel/air ratio, and Y} ., and Y} ., are calcu-
lated as [2]:

1+ 4
%»EVO = 1 + l - msc+mbb/2 1 (3‘4)
F my 1+ PEGRT™Tes
Y,
Yo ve = 7E\rlr? (3.5)
1 mEGR'T‘mres

being F' the fuel/air ratio.

The unburned gaseous fuel mass fraction at any intermediate instant
can also be obtained as a function of the instantaneous HRF:
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i
f dmy e, — my HRF
V= —— - (3.6)
m_ .+ [ dmyge, — [ dmg

IvC IvC

And hence the instantaneous air mass fraction is calculated as:

Yo=1-Y,—Y; (3.7)

The fuel mass injected per cycle, my, is obtained from experimental
measurements (along with m, and m,, ), the instantaneous blow-by leakage
is calculated by means of the model described in Section 3.3.8, whereas the
injection and evaporation processes are modelled as presented in Section 3.3.7.

3.3.4 Combustion chamber energy balance during closed
cycle

Once the conditions at IVC and the heat rejection during open cycle are
calculated with the filling and emptying model described in the previous sec-
tion, the main concern of the thermodynamic model is the accurate calculation
of in-cylinder conditions during closed cycle to obtain two main results: on the
one hand, the RoHR (or simulated pressure in the predictive case), which is
the main result of the combustion analysis and is used for the thermal balance
tuning and validation (see Chapters 6.2.1 and 6.3.1). On the other hand, the
HT during the closed cycle (necessary also for the RoHR calculation), which
is the most important variable in the thermal balance methodology described
in Chapter 4.2.2.

As stated in the hypotheses of Section 3.3.1, to solve the first law of ther-
modynamics, the combustion chamber is considered as an open system even
during closed cycle, due to fuel injection and the blow-by leakage (hypothesis
1). Besides, the pressure and temperature are uniform within the combustion
chamber (hypothesis 2); therefore, no spatial resolution of the thermodynamic
properties is considered. Equation (3.8) shows the most general expression of
the first law:

dU. = —dQ + dW + hping dmging — he dmpyy
=—dQ —pdV + hﬁm]‘ dmﬁmj — he dmyy (3.8)
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where U, is the internal energy of the charge, @ is the heat transfer to the
walls, W' is the work, hy ;,; is the specific enthalpy of the fuel at the injection
conditions, my ;,; is the injected fuel mass, h. is the specific enthalpy of the
charge and myy, is the blow-by mass.

The model considers only one zone in the chamber, and hence a single
gas phase. For this reason, the injected fuel is taken into account in the mass
and energy balances just when it gets evaporated. A rigorous description of
the process would involve the detailed evolution of the liquid fuel parcels from
the injection conditions up to the vapour mass at mean chamber temperature.
This would require the consideration of at least two zones (liquid and gaseous
phases), and would result in higher model complexity. Therefore, a simple
atomization and evaporation model is used to delay the fuel parcel evaporated
with respect to the injection point, resulting in a slight improvement on the
accuracy [2].

Considering the previous comments, the injected mass my;,; in Equa-
tion (3.8) can be replaced by the evaporated mass my.¢,, thus Equation (3.8)
may be written as:

Furthermore, taking into account the three considered species (air, fuel
vapour and stoichiometric combustion products), the left-hand side of Equa-
tion (3.9) can be expressed as:

dUe = d(me uc) = d(mq e +myg us g +mp up)
= mq dug +my 4 duyg + my dup+
+ ug dmg 4+ up g dmy g + up dmy, (3.10)

where the subscripts ¢, a, b and f, g refer to chamber, air, stoichiometric burned
products and gaseous fuel respectively. The determination of the internal
energy of the three considered species (uq, up, ufgy) can be done through
correlations such as those proposed by Lapuerta [19].



98 Chap.3 Experimental and theoretical tools

The terms with du,, duysy and dup in Equation (3.10) correspond to
the variation of the internal sensible energy due to the change of chamber
temperature:

Mg dug +my g duys g +my dup =
= Mg Cy,a dT" + myfg Co,f dT + my Cob dT = (3.11)
=me(Ya coa + Yrcor + Yo cpp) dT =me ¢y AT

In Equation (3.10), the terms with dmg, dmy, and dmy represent the
variation of the charge internal energy due to the composition change associ-
ated with combustion, fuel injection and blow-by losses respectively:

dma = —dmmb — Ya dmbb
dmf“g = dmf,ev — dmf,b — Yf7g dmy, (3.12)
d’mb = d’ma,b + dmﬁb — Yi, dmbb

where dm, ; and dm, are the masses of air and fuel burned at stoichiometric
conditions:

_ dmyy

Fy (3.13)

- dmg.p

It is desirable to express the mass variations in terms of the stoichiomet-
ric burned mass, which is achieved by replacing Equation (3.13) in the last
term of Equation (3.12):

dmy = dmmb + F dma7b — Y, dmyy
= (Fs + 1) dma,b — Y, dmyy (3.14)

and solving Equation (3.14) for dmy, :

(dmy + Yy, dmp) (3.15)

dmgp = ol
S

Then, replacing Equation (3.13) into (3.15), dmy is expressed as:

F
dmﬁb = 1 (dmb +Y, dmbb) (316)
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By combining Equations (3.12), (3.15), and (3.16), dm, and dmy 4 can
be expressed in terms of the stoichiometric burned mass as follows:

1 Y
dm, = - Y, ] d 3.17
Mg Fs+1 my <FS+1+ a> mMpp ( )
F F. Y,
dmﬁg = dmf’ev — 7FS —|S— 1 dmb — <F:_|_ 1 + Yf,g) dmbb (318)

Now, replacing Equations (3.17) and (3.18) in (3.10), and combining
with Equation (3.11), the following expression for dU, is obtained:

-1 Y,
AU, = me cye dT + ug [F T dmb—<F j_1+Ya> dmbb]—i-
S S
F

F. Y;
+ugg [dmﬁev -7 48—1 dmyp — <F8+11 + Yf7g> dmbb] +
S S

+ up dmy

Pl (dmy, + Yy dmy) — Y, dmbb] +

= Me¢ Cye AT+ u, [—

s

F,+1
+up [(dmp + Yy dmyy) — Yy dmgs)

+ Uf.g [dmﬁev — (dmb +Y dmbb) — Yf,g dmbb] +

Ug + Upg Fy
Fo+1

— Uq Ya dmbb —Ufg Yﬁg dmbb — Up YE, dmbb + Uf g dmf,ev

= M ¢y dT + [ub — ] (dmy, + Yy dmpp) —

thus finally obtaining:

Ug +ufpg Fs
F;+1
— Ue dmygy + g,y dmy e, (3.19)

dU; = me ¢y AT + [ub — } (dmy, + Yy, dmyy) —
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By replacing Equation (3.19) in (3.9) and rearranging, the following
expression is obtained:
Ug + Ufg Fy

Fo+1
=—me¢ e AT —dQ —p AV + (hyinj — urg) dmye, — (he — uc) dmpy
= —me¢ Cye dT —dQ —p AV + (hpinj — upg) dmype, — R T dmy,  (3.20)

up — (dmy + Yy dmyy) =

where the first term is the heat released due to the fuel combustion —dHR.
The negative sign before dHR is used for consistency with the sign criterion
used for the heat transfer to the walls: positive means that heat is lost by the
charge and negative that heat is supplied to the charge. In this sense, dHR is
positive and should be interpreted as the heat released to the gas as a result of
combustion. If the negative sign was not included, dHR would be the reaction
energy (which would be negative since the internal energy of the combustion
products is lower than that of the reactants). With this criterion, Equation
(3.20) can be written as:

dHR = me cye AT +dQ +p AV — (hfinj —upg) dmye, + R T dmy, (3.21)

In Equation (3.21) all the involved phenomena can be easily identified:
in the left-hand side dHR is the heat released by combustion in a calculation
step’, whereas the terms in the right-hand side are, from left to right, the vari-
ation of the sensible internal energy of the gas, the heat transfer to the walls,
the work done by the gas, the energy required for fuel injection, evaporation
and heating (details of its determination can be found in [2]), and finally, the
flow work associated with the blow-by leakage.

To complete the description of the energy balance, it must be remarked
that even though all terms in Equation (3.21) depend on different variables,
these variables depend only on pressure and temperature. Therefore, this
equation has two unknown variables, being necessary an additional one. Ac-
cording to the ideal gas behaviour hypothesis, the equation of state is used to
close the system of equations:

pV=mRT (3.22)

"The RoHR can be obtained directly by dividing dHR by the angle step, RoHR =
dHR/da.
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Equation (3.21) and (3.22) can be explicitly solved to obtain dHR if p is
available (CALMEC), or can be iteratively solved to compute p and T" if dHR
is known (SiCiclo) depending on whether the diagnosis or predictive path is
taken (see Figure 3.1). The system of equations is solved for each calculation
step from IVC to EVO, thus obtaining the main results (dHR or p) along with
other key results used in this work (e.g. detailed heat flux to the combustion
chamber walls and instantaneous mass and composition).

Once the core of the thermodynamic model has been thoroughly ex-
plained, the calculation of the terms in Equation (3.21) can be done by con-
sidering the mass balance presented in the previous section.

3.3.5 Sub-models description

The determination of some terms of the first law (Equation (3.21)) re-
quires the use of the following specific models:

1. Heat transfer models. A properly HT determination is key if accurate
predictions of engine heat rejection are required. Moreover, an accurate
in-cylinder HT model is necessary to obtain the RoHR, and in the case
of the thermodynamic predictive models, it is necessary to accurately
determine indicated parameters and thermodynamic state of the charge
[14, 20].

2. Injection rate model. Considering the injected fuel mass is important
for both the mass and the energy balances. Payri et al. [14] found that
the errors in mass and composition lead to poor temperature and gas
properties estimation. These errors, along with the effect of the fuel
energy term in Equation (3.21), lead to energy balance uncertainties
that can reach values about 7% in the case of rich fuel/air equivalence
ratio, therefore the fuel mass injection must be considered.

3. Blow-by model. In normal operating conditions, the blow-by mass
flow is not important and it is not usually measured. However, in small
DI Diesel engines at low engine speeds, blow-by mass rates about 4%
of the trapped mass can be usually observed. Moreover, during cold
start it is common to have more than 20% [21, 22]. On the other hand,
the experimental blow-by mass flow measurement is a good indicator of
the piston rings and lubricant integrity, and it is useful for piston rings
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friction modelling [23]. For these reasons, considering the instantaneous
blow-by leakage in the mass and energy balances is recommendable.

4. Mechanical deformation model. As stated in Section 3.3.1 (hypoth-
esis 8), it is assumed that the chamber volume is affected by deformations
due to pressure and inertia. Deformations of the engine mechanism are
not usually accounted in simple thermodynamic models [14]; however,
they should be considered to improve the volume calculation, specially
for Diesel engines where pressure can reach more than 200 bar at the
TDC. Estimations show that unaccounted deformations can lead to er-
rors in the volume calculation higher than 2% at this high pressure con-
ditions. Thus, the simple deformation model developed by Armas [1]
and improved by Martin [2] is used.

In the next sections, a description of each model is presented, following
the order presented in the previous list.

3.3.6 Heat transfer models

To account for the HT from gases to the combustion chamber walls,
two models have been used. The first is based on the well-known Woschni
proposal [17, 18], in which the HT from the gases to the combustion chamber
walls is determined from the engine geometry, thermodynamic properties of
the gas (p and T') and some operating conditions. This model allows calcu-
lating the HT to the different chamber walls (i.e. piston, liner and cylinder
head) but not the subsequent repartition to coolant and oil. Besides, a proper
HT determination by means of the Woschni model requires an accurate wall
temperature estimation. Therefore, to estimate the wall temperatures and the
detailed HT repartition to the coolant and oil, a lumped conductance model
is used.

3.3.6.1 Reference in-cylinder heat transfer model

The HT to the combustion chamber walls in motoring or skip-fire tests
(or during the compression stroke and after the end of combustion) is essen-
tially governed by convection. Though gas radiation to the walls also occurs,
its weight is negligible at these conditions [24]. The radiation gains relevance
during the combustion process, since the formation of soot particles at high
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temperature increases the flame radiation. There is no general agreement with
respect to the fraction of the radiative HT, Morel and Keribar [25] obtained
values ranging from 4% to 20%, whereas Heywood [26] states that this fraction
can be higher than 20%. An accurate radiative model requires the calculation
of the soot formed in the spray [27]; therefore, it is usual to consider that
a tuned convective model can account for convection and radiation together.
This approach is followed in this work, thus a experimentally adjusted com-
bustion term will include both of them, similarly as Woschni proposal [17, 18].

The chamber HT is determined by means of the Newton’s law of cooling
(Equation (3.23)), where the index i refers to the chamber wall element con-
sidered (i.e. piston, liner or cylinder head), h is the heat transfer coefficient,
Ay ;i is the area of each ¢ element and 7" and T}, ; are the gas temperature and
the spatially averaged wall temperature. T is estimated from the in-cylinder
pressure, the ideal gas law and the instantaneous mass, while T, ; is calculated
with the lumped conductance model described in Section 3.3.6.2.

Q=h) Au; (T —Tu,) (3.23)

One of the most accepted expressions for the h determination is the
Woschni correlation [17, 18]. Woschni developed his model based on a dimen-
sional analysis, where the relation between the Nusselt, Reynolds and Prandtl
numbers (N, R. and P, respectively) is defined as:

N, =a RS P¢ (3.24)

being a, b and ¢ constant values. Expressing V,, and R, in terms of the engine
geometry and gas properties, Equation (3.25) is obtained:

h—=(C Dbt pb 05162 ”S (3.25)

where C' = 0.012 and b = 0.8 are the constant values assumed, D is the engine
bore and v, the gas velocity determined as:

Va TIvc
v

IvC pIVC

Vg = Cwl Cm + Cw2 Cy + C2 (p - pO) (326)

being C,,1, Cy2 and Cy constants, ¢, the mean piston speed, ¢, the tangential

speed generated by the swirl vortex, Vy the displaced volume, T}, Vive, Prve
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the temperature, volume and pressure at IVC, p the instantaneous in-cylinder
pressure and py the motoring pressure obtained by assuming a polytropic
evolution®.

In the original Woschni equation, ¢, is constant. However, the reference
model used in this work takes into account the instantaneous variation of ¢,
due to the swirl acceleration. The vortex is assumed to be symmetrical be-
tween compression and expansion (i.e. between TDC), which is not strictly
true since some energy is dissipated by friction between the vortex and the
walls. However, it has been checked that the behaviour of the swirl is suffi-
ciently well described by this assumption [28]. Thus, ¢, is modelled by means
of the trigonometric function x(«) that reproduces the vortex acceleration
during the upward/downward piston movement as:

Cu(a) = .T(oz) Cu,max (327)
where z(«) is defined as:
z(o) = ryen + ! (3.28)
— " MSN o 40 T .
[cosh (555)] ™ + 22

being r, the ratio between the Mean Swirl Number (MSN) at the IVC
(experimentally obtained) and at the TDC (SN,):

MSN Doowt \2 1
_ _ 3.29
TMSN SNTDC < D > KMSN ( )

and ¢y mae, the maximum tangential speed:

D \? Dy
) Wen —2t (3.30)

Cumaz = Ko MSN (Db l 5
ow

which is expressed in terms of the bowl diameter (Dpoyy), the engine angu-
lar speed (wep), the MSN and the fraction of angular moment which is not
dissipated by friction during compression (K, ), this last being empirically
obtained as [2]:

___—0.200979 MSNO-4312
Ky =€ (3.31)

8Note that in motoring conditions p = po.



3.3 Thermodynamic model 105

3.3.6.2 Lumped conductance model

The calculation of the walls temperature and the HT repartition to the
coolant and oil is performed by means of a conductance model developed in
previous works [23, 29, 30]. The node definition was performed by dividing the
engine complex geometries into smaller parts, whence the nodes characteristics
were calculated: contact areas and distances between nodes centres. These,
along with the thermal properties of the material, allow calculating the thermal
resistor network. The size of each node ensures that Biot number of each
element is lower than 0.1, thus each of them can be considered isotherm [31].
The following discretization, with a total amount of 105 metallic nodes was
used:

Circumferential

Radial

Axial

Metal

Figure 3.8. Piston and liner simplified geometry.

e The liner is divided into 5 axial, 2 radial, and 6 circumferential levels as
depicted in Figure 3.8, so that the cylinder liner was represented by 60
nodes .

e The piston is divided into 10 nodes as shown in Figure 3.8 (axisymmetric
behaviour was assumed). Nodes 1, 7 and 9 are in contact with in-cylinder
gases, node 3 includes the piston rings (a conductive/convective conduc-
tance between piston and liner) and the oil gallery. The size of each
node was set taking into account the real geometry of the piston.

e The cylinder head is divided into 35 nodes (see Figure 3.9): 14 nodes
in contact with in-cylinder gases, including the 4 valve heads and the
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Coolant

T EET

1B EEB

IEB EIB

Figure 3.9. Cylinder head, valves and ports simplified geometry.

injector tip, 10 nodes just above the previous ones, 2 for the ports, 2 at
the valves stems, 1 for the rest of the injector and 2 for the rest of the
cylinder head material. In the bottom part of Figure 3.9, the nodes are
identified taking into account their positions at intake (I), exhaust (E),
top (T) or bottom (B).

The boundary conditions are represented by 6 convective nodes: in-
cylinder gases, gas at the intake and exhaust ports, coolant at liner, coolant
at the cylinder head, and lubricating oil. They are characterized by their
average temperatures and film coefficients [29]. Once the thermal model is
defined, a stationary energy balance is performed at each node, considering the
corresponding conductive and convective HT flows. Equation (3.32) represents
the energy balance in the node i, being j the adjacent metallic node, f a fluid
node (gas or liquid) and K the conductance. The term at the left of Equation



3.3 Thermodynamic model 107

(3.32) stands for the conductive HT between adjacent metallic nodes, whilst
the term in the middle represents the convective HT with the fluids.

Y Ki(Ty—T)+ Y KTy —T;) =0 (3.32)
i f

By applying Equation (3.32) to each node and arranging the set of equa-
tions into a matrix, the Equation (3.33) is obtained.

Teonw 0 0 0 0 Teonv
0 Igflin 0 0 0 Tgflzn
Kconv—lin Kg—lin Klin—lin Klin—pis 0 : T’lm
Kconv—pis 0 Kpisflin Kpis—pis 0 Tpis
Keonv—ch 0 0 0 Kep—ch Ten
Tc*onv
T;—lin
1% (3.33)
0
0

where I.ony and I, are identity sub-matrices corresponding to the boundary
conditions in convective nodes (this part of the matrix is added for convenience,
to have an invertible square matrix). Kcony—tin, Kconv—pis and Keopy—ch rep-
resent the convective conductances sub-matrix at liner, piston and cylinder
head respectively. K,_;;, represents the convective conductance sub-matrix
accounting for the HT between in-cylinder gas and liner nodes (with vari-
able heat exchange area due to the piston movement). Kjiy—iin, Kpis—pis and
Kn_op are the conductive sub-matrices between metallic adjacent nodes of
liner, piston and cylinder head. Kj;s_iin and Kjy,—pis are the conductance
sub-matrices between piston and liner nodes (in contact due to the rings).

TZ .. is the boundary conditions temperature vector (Tpi1, Teool, mean
gas temperature in the chamber, etc.), which is known through direct measure-
ment or calculation, T' ;‘7 1in 18 @ vector including the apparent gas temperatures
seen by liner nodes (it is calculated taking into account that they are in con-
tact with chamber gases only during part of the cycle). Ty, Tpis and Ty, are
the temperature vectors to be determined, corresponding to liner, piston and

cylinder head nodes respectively.
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Most of the required information to complete the analysis is obtained
from the convective models described and from the nodes geometry and ther-
mal properties. However, there is an important uncertainty of the HT coef-
ficient of liquid convective nodes, i.e. coolant and oil in contact with liner,
cylinder head, piston and ring-liner contact. By using metal temperature
measurements, these convective HT coefficients were adjusted to minimize the
differences between experimental and modelled results [23].

3.3.7 Injection rate model

The injection rate is a key input in predictive combustion models such
as that proposed by Arrégle et al. [32, 33]. In the case of diagnosis models
(as CALMEC), as the pressure contains the main combustion information,
the injection rate shape is not a critical information; however, taking into
account that fuel injection affects the mass balance, gas composition and en-
ergy balance, considering instantaneous fuel injection is recommendable to get
accurate results.

The injection rate cannot be directly measured in a running engine but
can be experimentally obtained by means of an injection rate meter. However,
it is not always available, and hence some alternative information sources have
to be used. Depending on the injector and the test bench, different signals can
be used to get information of the injection rate in a running engine, i.e. the
injection setting provided by the ECU, the injection command, and in some
cases the needle lift signal.

Taking into account that the needle lift measurement requires a special
electro-magnetic systems in solenoid injectors?, it is not a suitable solution in
most cases. Regarding the other two information sources (injection command
or ECU injection setting), both of them provide accurate information about
the Start of Energizing (SoE), which can be used to estimate the Sol through
determination of the time delay between the electric command and the effective
injection process. Thus, when no experimental injection rate is available,
injection settings and fuel mass injected at each injection event are used by
CALMEC to simulate the injection rate.

In Figure 3.10 the delay between the SoE and Sol (7g,,) as well as the
Energizing Time (ET) are presented. It is assumed that 7., depend on the
injector type and the rail pressure (p,q;;). Following these assumptions, Martin

9Tt cannot be measured in piezoelectric injectors.
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Figure 3.10. Simulation of the injection rate.

propose the Equation (3.34) for its determination in solenoid and piezoelectric
injectors respectively.

0.383 — 5.450 x 107° p,y; if solenoid inject
= { DPrail 1I solenold 1njector (3.34)

0.228 +3.162 x 107° p,qs if piezoelectric injector

with prqi in [bar] and 7y, in [ps].

Once 7, is determined, the injection rate shape is assumed to be as
presented in Figure 3.11, where the parameters A, B and C are determined
as:

A= Ao+ A1 prai (3.35)
B =B/ prai — 80 (3.36)
C=Co+C4 Prail (3.37)

These values should be adjusted for the specific injection system used.
However, as the information of the injection rate is not usually available,
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Injection rate [g/s]

Figure 3.11. Injection rate model shape.

Equations (3.35) to (3.37) were adjusted for a reference engine (Engine A),
and A, B and C can be scaled as a function of the engine size. In Table 3.6,
the adjusted parameters for the reference engine are shown.

A() A1 Bl CO Cl
4523.3 55.161 0.61 -4523.3 -55.161

Table 3.6. Injection rate reference values.

To scale these parameters for a different engine, Equation (3.38) can be
used:

k‘:nj = k:ef(].26 X 10_5Nh Dnozz) (338)

where k:f"j is the parameter to be scaled, k:ef is the parameter reference value
(see Table 3.6), Ny, is the number of holes of the injector, Dy, is the nozzle

diameter and 1.26 x 107 is a constant value calculated with the reference
injection system.

In Figure 3.10, the comparison between the experimental and simulated
injection rate is presented. As observed, the modelled injection rate follows the
main trend of the injection in spite of the complex experimental rate shape.

As stated, the thermodynamic model used in this thesis is a one zone
model in which only a gaseous phase is considered; therefore, the vaporization
time of the fuel (7,4p) has to be accounted to preserve the model coherence.
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In this work, the proposal of Martin [2], based on the spray characterization
works of Garcia [34] and Lépez [35], is employed:

D
Toap = 0.178 X 1012 =855 pipy po 00 T, 528 (3.39)
0

being ug and pyo the injection speed and density at the injector nozzle out-
put and pg o and T, the air density and temperature far from the nozzle
respectively (i.e. ambient conditions in the chamber). More details of the
evaporation model can be found in the cited works.

3.3.8 Reference blow-by model

The accurate determination of the instantaneous in-cylinder mass re-
quires taking into account the blow-by mass. Experimentally, the mean flow
rate is measured; however, it does not provides information of the instan-
taneous gas leakage from the combustion chamber, necessary for the mass
balance in the chamber. Therefore, a simple model to estimate the instanta-
neous mass flow of blow-by based on the equation of the adiabatic nozzle [36]
is provided:

. x
s (@) = cpp App P RT (3.40)

where

e[ )T e

being 1y, (a) the instantaneous blow-by flow at the « crank angle position,
Ay, a reference section proposed by Hohenberg [37] (3.5 - 107%D), perank the
crankcase pressure and ¢, the discharge coeflficient of the nozzle, which is
adjusted with the experimental blow-by measurement so that the cumulative
blow-by matches with the actual flow.

When the pressure ratio satisfies sonic conditions, the nozzle flow is
calculated considering the critical pressure (p.ri;) instead of the crankcase
pressure.
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3.3.9 Mechanical deformations model

The cylinder volume is affected by chamber deformations due to gases
pressure and inertia [38]. These effects are lower in comparison with compres-
sion ratio uncertainty [39], and hence diagnosis models do not usually include
specific sub-models for their estimation. However, the volume variation due
to these deformations leads to errors in the imep and the gas temperature
estimation [40]; therefore, to get accurate in-cylinder conditions and RoHR
calculation, it is interesting to take them into account [2].

The instantaneous chamber volume is calculated in CALMEC as the
addition of the combustion chamber volume (V.), the instantaneous displaced
volume (Vg inst) and the deformation due to pressure (AV}) and inertial forces
(AV;), as shown in Equation (3.42).

V = Vee + Vginst + AV, + AV, (3.42)
where
Va
cc — 4
V. CR_1 (3.43)

being V; the total displaced volume and CR the compression ratio.

AV}, and AVj are obtained by means of a simple deformation model [1, 2]
in which the engine mechanism is assumed to be a bar with a certain Young’s
modulus (£) under tensile-compressive pressure (F},) and inertial (F;) loads,
as presented in Figure 3.12.

The instantaneous displaced volume (Vjns¢) is calculated taking into
account the engine geometry, including the piston eccentricity. Assuming an
elastic deformation of the bar, the deformation terms in Equation (3.42) can
be expressed as follows:

D> p D \?
AV, =k L 3.44
P def 4 Esteel < Dpin > 0 ( )
AV = kg Mree@ (DY g (3.45)
¢ Rdef Esteel Dpin 0 .
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Figure 3.12. Simplified engine mechanism.

where Egpeep = 2.1 - 1011 N/m2 is the Young’s modulus of the steel, kgey =
Egteer/E is the deformation coefficient (that must be adjusted as described
in Chapter 5.3), whose typical values range between 1 and 3 [14], Dy, is
the piston pin diameter, m,.. is the mass with reciprocating motion, a is the
instantaneous piston acceleration and Lg is a characteristic length defined as:

S
Lo = hpis + Lyoqg + 5 (346)
being hy;s the distance from the piston pin axis to the top surface of the piston,

L,.q the connecting rod length and S the stroke.

In an automotive engine, the volume variation due to deformations
ranges between 1.5% and 5% of the volume at TDC, depending on the op-
erating conditions. Figure 3.13 shows some modelled results: at low speed
and low load the deformations are mainly due to the in-cylinder pressure, be-
ing the inertial effect negligible; however, the inertial effect becomes higher at
higher speed. The detailed analysis of the deformations effect on the RoHR
calculation are presented in Chapter 5.3.1.1.
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Figure 3.13. Variation of the instantaneous volume due to deformations.
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4.1 Introduction

As discussed in Chapter 2, the awareness towards the protection of the
environment and the preservation of energetic resources, has motivated the
development of more clean and efficient RICEs. To comply with the emis-
sions normative, the use of aftertreatment systems has become a common
solution, thus giving room to in-cylinder process optimization aimed at the
engine efficiency enhancement. In this sense, the development of new engine
technologies requires a comprehensive understanding of the engine thermal
processes. Thus, performing and analysing the thermal balance are essential
steps in the global engine optimization.

As shown in Chapter 2, several possibilities to perform the engine ther-
mal balance can be found in the literature. The methodologies found have in
common two main aspects:

— The simplified definition of the thermal balance, since most definitions
only accounts for the main terms (brake efficiency, heat rejection and
exhaust losses).

— The information sources to determine the energy terms are either, exper-
imental or modelled. Thus, there is a lack of methodologies that combine
experimental and modelling analysis of the thermal balance.

In order to understand the complex thermodynamic processes occur-
ring during the engine operation, the use of experimental and/or simulated
information sources allows different approaches to analyse the engine energy
usage. Therefore, one of the objectives of this work is to propose a general
methodology that allows facing the thermal balance from the widest possi-
ble point of view, thus considering all the essential energy terms and engine
sub-systems. Progressively, the larger energy terms are split into smaller ones,
so that going deeper in the understanding of the input fuel energy degradation
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from the chemical energy released during combustion, until the obtaining of
useful work at the engine axis. For this purpose, the combination of experi-
mental and theoretical tools is a key task.

As a result of this experimental and modelling work, a large number of
energy terms conforming a comprehensive database is obtained, being neces-
sary to develop a smart and consistent schema to handle all the energy terms.
The proposed methodology is named in this work Global Energy Balance
(GEB), and it is described in detail in this chapter. According to it, the energy
terms are grouped in two different but comparable definitions of the GEB as
detailed in the next sections:

e External Global Energy Balance (EGEB): in this definition, the
engine is considered as a black box exchanging energy with the surround-
ings. This system takes into account the flows going in and out of the
engine, which are mostly experimentally determined.

e Internal Global Energy Balance (IGEB): it includes the engine
internal interactions and sub-processes. It allows composing a detailed
distribution of the energy split, whose energy terms cannot be easily
measured; thus, they are obtained mostly by means of modelling ap-
proaches.

Although two different points of view are defined, it is important to bear
in mind that they are closely related, since the energy terms considered in the
EGEB somehow lead to or are due to different terms of the IGEB. Thus, it is
necessary to clearly identify the relationships between several internal/internal
and internal/external terms.

As will be explained in Chapter 5, this approximation is useful for two
purposes, on the one hand, the assessment of the GEB reliability through
the comparison of equivalent experimental and modelled terms (e.g. HT to
coolant and oil), and on the other hand, the development and adjustment of
several sub-models.

This chapter starts describing how to obtain each energy term involved
in the GEB, followed by the definition of some equivalent terms between the
internal and external systems, and to close the chapter, an experimental un-
certainty analysis is carried out in order to clarify the limitation of the exper-
imental approach, thus assessing the methodology strengths and weaknesses.
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4.2 Global energy balance system definition

The engine sub-systems can vary depending on the engine type and
the specific application. In Figure 4.1, a general scheme of a turbocharged
automotive engine is presented. Although this work is mainly focused on CI
engines, the scheme with small modifications can be also applied to other
engines. In conventional automotive engines, the lubrication, EGR and air
cooling systems are connected with the main cooling circuit, thus the heat
rejection from oil, EGR and air is evacuated to the coolant'. However, the
lubrication systems (engine and turbocharger) are considered independently
in this work?, as shown in Figure 4.1.
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meV | Qe\l block cooler 1
Coolant) !
. sens
| My Py
|
I
|
I

Figure 4.1. Engine and sub-systems scheme.

As shown, the energy flows entering the engine? are the sensible enthalpy
of air (riahg™*) and fuel (riphi™"?), and the chemical energy of the fuel heating
value (rgH,). The outlet energy flows are the brake power (Vy), the heat flow
to the coolant (QCOOZ), the sensible energy of the exhaust gases (1e,nh55E°), the
heat flow rejected to the oil exchanger (Qoil), the HT to the turbo oil (thbo),
the heat flow in the intercooler (Qa), the small term corresponding to the
heating of the returning fuel (Q ), the convective and radiative HT to the
ambient from the engine surface (Qemt,block)a the exhaust manifold (Qext’man)

and turbocharger case (Qegt turbo), the enthalpy flow due to blow-by losses

!Except in air-air intercoolers.
2This was justified in Chapter 3.2.
3 A more general energy balance approach is included in Appendix 4.A.
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(raphip"™®), and finally, the energy losses due to incomplete combustion (Hj.).
Usually experimental test benches have an external electrical supply; however,
its power consumption use to be negligible and hence it is not included in this
GEB definition.

Taking into account all the energy transformations that take place in a
RICE, the paths followed by the different energy terms are presented in the
Figure 4.2. During the engine operation, the input energy undergoes several
transformations until becoming mechanical work and heat rejection to the
surroundings.

Qturho

3 sens
Meoxn N exh

» sens
My, iy,

N, b Qj ’ Qoi[ Qext

Figure 4.2. Energy interactions occurring in an engine.

Starting from the fuel energy, part of it becomes mechanical power re-
leased to the piston throughout the high pressure cycle (gross indicated work),
other part is rejected to the chamber walls as heat transfer, and the rest be-
comes enthalpy of the gases at the chamber outlet:

e The gross indicated work (NN;) is degraded by the pumping work (NNp),
the auxiliary systems activation energy (N,) and the friction (Ny,), be-
coming finally in the brake power (V).

e The HT to the chamber walls can be split, depending on the final
destination, into HT from chamber to the coolant (Qcham, coor) and oil
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(Qcham,oil). Heat rejection to the coolant also includes HT to ports walls
(me«ts) and EGR cooling (QEGR), whilst friction and auxiliary losses are
somehow dissipated as heat to both, coolant and oil. At the same time,
the different operating temperatures of the coolant and oil gives place
to HT between them (Qoil’cool).

e Regarding the enthalpy of the exhaust gases, part of the available energy
at the valves outlet becomes HT (to ports, oil, coolant and ambient) and
part is recirculated as EGR enthalpy (HEGR), while the rest is available

energy at the turbine intake. In turbocharged engines, part of the ex-

haust energy is recovered as turbocharging work (Ny,.50) on the intake
air, increasing the air induction each cycle, and hence the power output.

The part of the exhaust enthalpy that does not become an enthalpy in-

crease of the intake flow in the compressor is lost as HT to the ambient,

either from the turbo casing (Qem’twbo) or as exhaust enthalpy rejected

to the ambient.

As shown in Figure 4.2, the engine systems will be delimited by a dashed
line, which defines the external and internal GEB described in the next para-
graphs. Thus, the following sections deal with the external and internal GEB
points of view and how the involved energy terms are calculated and linked.
For the sake of generality, the following description is based on the exper-
imental installation of the Engine A, which is presented in Chapter 3.2.1,
since it represents a conventional automotive engine, which include most of
the current engine technologies in the market. It is important to take into
account that the methodology described in this work can be extended to any
other engine, paying special attention to the engine sub-systems driven by the
engine and any other significant thermal interaction.

4.2.1 External global energy balance

In this analysis, the engine is assumed to be a black-box that exchanges
energy with the surrounding through the brake power, heat flows and incoming
and outgoing enthalpy fluxes as presented in Figure 4.3.

From a thermodynamic point of view, the energy terms presented in
Figure 4.3 are coherent, but for the sake of comprehension, it is interesting to
rearrange some of them to perform the detailed analysis of the energy repar-
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tition. In this sense, the first law in the case of the EGEB can be expressed
as:

mev :Nb =+ Qcool + Qoil + Hg,ew + Qa + Qturbo +

+ Qf + Hic + be + Qea:t + Qunbal,ex (4‘1)

where H, g.ex and Hy, are the net flows of sensible enthalpy of exhaust and blow-
by, and Qunpai,ex is the unbalance term due to experimental and modelling
uncertainties.
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Figure 4.3. External global energy balance system.

In this particular approach, most of these terms are experimentally ob-
tained. Following, a list of the calculation processes of each term is presented:

e 7pH,: it is the chemical power of the fuel, determined by measuring
the fuel mass flow 1y and its heating value?.

o F gzt as shown in Equation (4.2), it is the net flow of sensible enthalpy
determined by means of a balance between the incoming and outgoing

4The heating values of Diesel and gasoline used in this work are 42.92 M .J/kg and 43.95
M J/kg respectively.
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enthalpy flows between compressor inlet (point 0) and turbine outlet
(point 4) in Figure 4.1.

3 sens . erhy sens . exh sens
Hgyel’ = Meghlogh, — My ha —my hf (4'2)

h

where 7ng™" and 1f*

are the intake air and injected fuel flow rates that
finally leave the engine by the exhaust, me.p is the exhaust mass flow
rate, and h2"*, hff"s and hZ%7° are the specific sensible enthalpies of air,
fuel and exhaust gases, determined from the corresponding specific heats

(¢pas Cp,f and cp eqn) as shown in Equation (4.3) to Equation (4.5).

Ta
psens — / Cpa dT (4.3)
To
Ty
sens / ¢p.p dT (4.4)
To
Tezh
= [ ey dr (45)
To

where the reference temperature Ty is 25°C, and T,, Ty and T, are
the air, fuel and exhaust gases temperatures at which the enthalpy is
computed. Finally, the exhaust mass flow is calculated as:

me:ph = 7ha + mf - mbb (46)

being 1y, the blow-by flow rate.

A more detailed description of the determination of the net flow of sen-
sible enthalpy at exhaust can be found in Appendix 4.A.

Np: it is the brake power that is determined by measuring the engine
speed (n) and torque (M) in the dynamometer:

Ny=2rn M (4.7)

Qcool: it is the total HT to the coolant that can be estimated from
the specific heat of the coolant (¢, coor), the coolant flow rate (1icoor)
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and the coolant flow temperature at exchanger inlet (T¢o01,in) and outlet
(Teool,out), as presented in Equation (4.8):

Qcaol = mcaal Cp,cool (Tcool,out - Tcool,in) (48)

. Qoz‘zi it is the heat rejection to the oil in the engine block (exclud-
ing Qturbm which is considered independently) that is determined with
Equation (4.9), by measuring the water flow rate that refrigerates the
oil exchanger (1, i), and the temperatures at the heat exchanger inlet
(Tw,oil,in) and outlet (Tw,oil,out):

Qoil = Qw,oil = mw,oil Cp,w,oil (Tw,oil,out - Tw,oil,in) (49>

where Qw,oil is the HT evacuated by the oil exchanger cooling water,
and ¢, 4 0i is the specific heat of the water.

. thboz it is the HT rejected from the turbocharger to the oil®, which is
obtained by using an independent conditioning system as explained in
Chapter 3.2.1.2, in which the turbo oil flow rate (174;+) and the temper-
atures at the turbo inlet (T, +n) and outlet (754 0ut) are measured:

Qturbo = moil,t Cp,oil t (Toil,t,out - Toil,t,in) (410)
were ¢y o1+ iS the specific heat of the oil in the turbocharger.

e (,: it is the heat rejection in the intercooler. Intercoolers can be cooled
either by coolant or air; in the case of the Engine A, the original ex-
changer was an air-air cooler one, but the installation was modified to
include a water-air cooler system to have higher cooling capacity; there-
fore, QQ, can be determined by measuring the flow and temperature drop
of either the coolant fluid or the air. In this case, it was determined di-
rectly from the air mass flow and its temperature variation:

Qa - ma Cp,a (Ta,aut - Ta,in) (411)

where Tg i, and Ty oyt are the temperatures at inlet and outlet of the
intercooler, and ¢, , is the specific heat of the air.

5In the case of water-cooled turbochargers, Qturso should include oil and coolant heat
rejection.
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e () s: it is the heat loss due to the heating of the returning fuel, which is

due to the fuel compression in the injection pump, and the fluid friction
in the fuel pump and the injection system walls. This term is more
relevant in Diesel engines, where the fuel is compressed up to 2000 bar
and about 30-40% is returned to the fuel deposit. At these conditions,
the returned fuel can be heated about 40-50°C in conventional Diesel

injection systems®.

To evacuate this thermal power, the original circuit was modified to
control the returning fuel temperature by means of a shell and tube heat
exchanger, which allowed cooling the fuel returning line to maintain the
same temperature as at the high pressure pump inlet. Then, the HT is
estimated as presented in Equation (4.12) by measuring the water flow
through the exchanger (7, ¢), and the temperature at inlet (T fin)
and outlet (T, £ 0ut):

Qr = Qu.r = 1wf cpu.f (Tw fout = T, fin) (4.12)
where ¢, ,, ¢ is the specific heat of the water.

Qext: it is the HT to the ambient due to convection and radiation from
the engine block (Qewt’block), manifolds (Qemmm) and turbocharger case
(Qemwbo)? These terms are usually determined by encapsulating the
engine, as done by Smith et al. [1], who report maximum HT values
about 10-15%rn ¢ H, in the case of the engine body and 5-7%rhH, in
the case of the turbocharger, both reached at low engine speed and load,
where the engine and turbine power are also low [2] and the weight of
the losses to the ambient is maximum [3].

The necessity of a special experimental installation to measure Qexts
along with the fact that it is only important at determined operating
conditions, led to the decision of not measuring it but to perform a
simple estimation by assuming the following hypotheses:

— The engine is assumed to be a box.
— The temperature of the box external walls is the same as the coolant.

— Natural convection between flat surfaces of the box and the ambient
was assumed to estimate the convective heat transfer.

5These estimations were made for the injection system of Engine A.

"Note that they are not explicitly shown in Figure 4.2 because they are part of Qeat.
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— The box emissivity to estimate the radiative heat transfer was as-
sumed to be 0.6.

e Hy,: it is the net flow of blow-by sensible enthalpy, determined by mea-
suring the blow-by flow mass (1) and assuming a blow-by mean tem-
perature similar to the oil temperature in the crank case, in order to
determine its specific enthalpy (hj;"*). A detailed description of the net
flow of blow-by sensible enthalpy determination can be found in Ap-
pendix 4.A, where the final expression obtained is:

Hy, = riphfy" — mlP R — P hiens (4.13)

being % and ml}b the intake air and injected fuel finally lost with the
blow-by.

e H,.: it is the energy loss due to incomplete combustion, which is de-
termined by considering the HC, CO and soot emissions measured at
exhaust as:

H;. = Yuc Hyuc +Yco Hyco + Yo Hy o) Megh (4.14)

where Yy, Yoo and Y are the mass fractions of the HC', CO and soot,
and H, yc, H, co and H, ¢ are their heating values respectively®.

The mass of unburned fuel is a mixture of the sub-products formed dur-
ing the combustion process; therefore, an equivalent incomplete combus-
tion mass (1hf,.) can be estimated taking into account that:

Hi. = 1ngie Hy (4.15)

then, by replacing and solving in Equation (4.14), 1 ¢ . is obtained as:

(Yac Hync + Yoo Hyco + Yo Hyc) Men
H,

mfic = (4.16)

° Qunbahex: It is the experimental unbalance, resulting from unavoidable
systematic and random experimental uncertainties. It is determined

8H, mc has a value of 42.9 MJ/kg, H,co of 10.1 M.J/kg and H,c of 32.8 MJ/kg
respectively.
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by calculating the difference between the rest of the terms involved in
the energy balance and the total chemical fuel energy, as presented in
Equation (4.17):

Qunbal,ex:mev - Ny — Qcool - Qoil - Qa - Hg,e:c -

- Qturbo_ Qemt - Qf - H@'c — be (417)

Although the described terms allow completing the GEB, an additional
term composed of some of them will be used in the analysis. This consist
on the miscellanea term (Qmisc), defined in Equation (4.18), which includes
some quantities difficult to be measured (Qey¢), some terms with small relative
weight (Qturbo, Qf, Hy, and Hic), and finally the experimental unbalance

(Qunbal,e:c) .

Qmisc: Qeazt + Qturbo + Qf + Hic + be + Qunbal,e:p (418)

In the analysis presented in Chapter 6.2.2.5, it is shown that the terms
composing Qmisc have a minor impact, where the most relevant is Qem, being
about the 90% of Qmisc. Thus, in CDC, this parameter can be understood as
an indicator of the HT to the ambient?.

4.2.2 Internal global energy balance

The internal analysis of the energy balance includes all the terms inside
the box delimited by the dashed line of Figures 4.1 and 4.4. Contrary to the
external analysis, the IGEB is mainly based on modelling estimations and
only few experimental variables are required, being the most important the
in-cylinder pressure. Some of the models used to estimate the energy terms
were presented in Chapter 3.3, and the improvements necessary to enhance
the estimations, as well as new models, will be presented in Chapter 5.

Taking into account the internal interactions observed in Figures 4.1 and
4.4, the first law can be expressed as:

mev = Nb + (Nfr + Na) + Qcham + onrts + QEGR +
+ H Jex + Qa + Qtu’r‘bo + Qezt,turbo + Qext,man +
+ be + Hic + Qunbal,in (419)

9This is not strictly true in alternative combustion modes, e.g. in RCCI operation, where
the unburned fuel is an important loss and has to be carefully analysed.



4.2 Global energy balance system definition 131

where Qunbal,m is the unbalance term due to experimental and modelling un-
certainties and Qcham is the HT to the chamber. Note that Qem’turbo and
Qext,man are not explicitly shown in Figure 4.4 because they are part of Qemt,
as explained in the previous section.

Figure 4.4. Internal global energy balance system.

Equation (4.19) is consistent with the scheme presented in Figure 4.2;
however, it is interesting to rearrange Equation (4.19). Thus, an internal net
flow of sensible enthalpy (H,;,) is calculated between the intake manifold,
before air and EGR mixing, and exhaust manifold, after EGR extraction!?.
The detailed analysis of the net flow of sensible enthalpy from the internal and

external points of views is described in Appendix 4.B, where it is obtained that:

Hg,m = Hg,eaf + Qa + Qturbo + Qext,turbo (4.20)

10T hat is, between points 2 and 3’ of Figure 4.1.



132 Chap.4 Methodology to analyse the Global Energy Balance (GEB)

thus, by replacing in Equation (4.19) and considering that Qezt,man has a
negligible weight!!, the following definition of the IGEB is obtained:

imyHy =Ny + (Npp+ No) + Qeham + Qports + Hyin +
+ QEGR +be + Hic + Qunbal,in (421)

Note that some terms are not explicitly included in Equation (4.21):

— The turbo work (Ngupo) is used to increase the air flow enthalpy, and
hence, it is not an energy flow leaving the system.

— The EGR enthalpy is recirculated from exhaust to intake, thus, it does
not affect the net enthalpy balance. That means that the total EGR
enthalpy deducted at exhaust is equal to the EGR enthalpy added at
intake (H ) plus the heat transfer rejected from the EGR cooler to

EGR

the coolant (Quqp)-

— The HT from oil to coolant (Qoil,cool) is an internal thermal flow, which
is included in Qcpam and Np.. A more detailed discussion of this term
and why it is not included in Equation (4.21) is presented in Section 4.3.

The description and the determination process of all the terms included
in the IGEB (focused on the in-cylinder processes), and their relation with
EGEB terms are following explained:

e N; and N,: they are the indicated and pumping power respectively.
Despite these terms are not explicitly considered in the IGEB, their
determination and analysis is important for the understanding of some
terms such as the brake power or the heat rejection.

These terms are calculated from the p — V' diagram as presented in
Equations (4.22) to (4.25). Thus, the gross indicated work is obtained
through integration during compression and expansion strokes (between

HThis assumption is reasonable considering that Qezt,man depends on exhaust tempera-
ture and is a small part of Qes¢, which in turn is a small part of the fuel energy and is only
relevant at low load, where the exhaust temperature is low.
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their corresponding BDCs), and the pumping work is obtained analo-
gously during the intake and exhaust strokes.

180

W; = / pdv (4.22)
—180

N, = Wi (4.23)
ny,
—180

W, = / pdv (4.24)
180

N, = "an (4.25)

where n is the engine speed and n, is the number of crank revolutions
per power stroke!?.

In Figure 4.5, a typical p — V diagram is shown, where following the
conventional criteria [4], the gross indicated work (delivered by the gases
thanks to the combustion process) is positive while pumping work (work
used for the expulsion of burned gases and induction of fresh air) is
negative.

100

80

60 - Gross indicated

work (N> 0)

Pressure [bar]

40 +

20 — Pumping
work (N,< 0)

0 ——— T
0 60 120 180 240 300 360 420
Volume [cm?]

Figure 4.5. p—V diagramm.

12, = 1 for 2-stroke engines and n, = 2 for 4-stroke engines.
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e Ny and N,: they are the friction and auxiliary losses, which are obtained

together by subtracting IV}, from N; 4+ N, as:

Ny + Ny = N; + N, — N, (4.26)
These terms can be also split as follows:
Nfr = Nfr,pis + Nfr,bear + Nfr,valv (427)

Na :Ncool + Noil + Nf (428)

where Ny, pis, Nippear and Ny a1, are the friction losses in the piston
(rings and skirt), bearings and valve train, and Ngo, Noig and Ny are
the activation energy of the coolant, oil and fuel pumps respectively.

This detailed repartition of Ny, + N, is necessary to determine equivalent
terms between EGEB and IGEB, considering that Ny, ;s heats the liner
that is cooled by the coolant, thus Ny, ;s is mainly dissipated into Qcool,
whilst Ny, peqr and Ny, yq1 heat the lubricating oil, thus becoming part
of Qoil. In the case of the auxiliary, their energy consumption is used
to increase the enthalpy of each fluid, which is finally dissipated in their
respective cooler. A dedicated model to determine this repartition is
comprehensively described in Chapter 5.4.

Qcham and onrtsz they are the total HT to the chamber walls and HT
to the engine ports respectively. As can be seen in Figure 4.4, Qcham
is split into two terms: the HT from chamber to coolant (Qcham’cool)
and oil (Qcham,oil). They are determined by means of the heat transfer
model presented in Chapter 3.3.6.2 (in-cylinder HT for Engine A) and
the proposals in Chapter 5.2 for ments and in-cylinder HT for Engine
B. Taking into account the detailed HT to the liner (le), cylinder
head (Q.p,) and piston (sz’s), and assuming that they are dissipated to
coolant and oil, the following expressions can be written:

Qcham,cool = Qlin + Qch (429)
Qchzzm,oil = Qpis (430)

Hy in: it is the net flow of sensible enthalpy of the exhaust gases, deter-
mined through an enthalpy balance between points 2 and 3’ in Figure
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4.1, that is, between the intercooler outlet and the turbine inlet. Thus,

Hg n is calculated by means of Equation (4.2) but considering the tem-
perature at the stated points.

e Qucp: it is the heat lost in the EGR cooler, determined from the EGR
mass flow (7h,,) and the temperature drop of the recirculated gas as
it passes through the cooler. The enthalpy difference can be calculated
as presented in Equation (4.31), where ¢, .. is the specific heat of the
burned gases.

QEGR = Myar Cprcr (TEGR70“t - TEGRJTL) (4-31)

being T,qg.in and Tyqp our the temperature at EGR cooler inlet and
outlet and 7, obtained from the EGR rate (7, ) as follows:

: . TEGR
Mepar = Ma | ——— 4.32
e ¢ (1 B TEGR) ( )
where 7, is determined based on the COy compositions measured at
intake, exhaust and atmospheric conditions as:

Y - YEg
Tocr = ol 2 - _EGR (4.33)

EGR — Yé:éf;aust _ Yéltoﬂ; - ma + mEGR

Note that QEGR was determined by means of an enthalpy balance be-
tween EGR cooler inlet and outlet ports; however, the EGR circuit passes
through the engine block and exchanges heat with the coolant. Besides,
in the EGR cooler the heat is finally rejected to the coolant and becomes

part of Qcool.

) Qunbal,mi it is the internal unbalance term. Since most of the terms
involved in the internal GEB are determined with models, this term
accounts for the energy necessary to close the energy balance, as pre-
sented in Equation (4.34), thus providing quantitative information of the
general modelling performance.

Qunbal,m:mev - Ny — (NfT+Na) - Qcham - onrts -
- Hg,in - QEGR - Hic - be (434)
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4.3 Equivalence between heat rejection terms in
the internal and external analysis

The transformation of the energy during the engine operation is a com-
plex process, considering the relationship between the energy terms described.
Moreover, the energy balance definition can also differ depending on the en-
ergy terms considered, the features of the experimental installation and the
models used. In this work, the GEB has been defined by two different paths:
one that considers the engine as a black box, whose terms are mainly experi-
mentally determined, and the other that takes into consideration the internal
energy transformations, whose terms are mainly modelled. Due to the differ-
ent nature of these two points of view, it is necessary to define comparable HT
terms between them. Such terms helps to improve the HT analysis because
they will be used for the sub-models development, fitting and validation.

A description of some comparable and key terms is presented in this
section.

4.3.1 Total heat transfer

As will be shown in Chapters 6.2.1 and 6.3.1, the comparison between
internal and external heat flows is important for some sub-models calibration,
in order to get reliable results from each engine. The first parameter to con-
sider is the total heat transfer (Qtot), which includes all the heat rejected from
the gases circulating through the engine block, including chamber and ports.
In order to adjust the sub-models, the experimental (Qtat,ezp) and modelled
(Qtot,mad) values of Qo has to be defined.

In the case of Qtot,mod, it corresponds to the addition of the HT to the
chamber and ports as presented in Equation (4.35):

Cz?fot,mod - Qcham,cool + onrts + Cx?cham,oil (435)

However; some considerations have to be done to obtain Qtot,ewp, in order
to maintain the equivalence with the modelled term:

e The EGR is cooled with the engine coolant; therefore, its corresponding
heat rejection has to be deducted from the measured Q..o The experi-
mental Q. is subtracted to have the total heat rejected to the coolant
due to the HT in the block, excluding external heat rejection.
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e The HT from gases to the chamber and ports is not completely rejected
t0 Qeoot and Qo since some energy is lost to the ambient, thus Qeat,block
has to be also included in Qiot,czp-

e The terms Qea;t,turbo and Qext’man have not been included in Qtot’exp to
keep the coherence with the terms included in Qo moqd, Which do not
consider the HT after the ports.

e The N, + Ny, term is mainly dissipated in Qcool and Qoil; thus, these
terms should be subtracted from Qtot,ewp. It is important to underline
that Ny (included in N,) is not dissipated in the coolant nor the oil,
thus it must not be subtracted from Qtot’exp.

Taking these comments into consideration, Equation (4.36) is obtained:

Qtot,exp = (Qcool - QEGR) + Qoil + Qeact,block - (Na + Nfr) + Nf (436)

All the energy terms presented in Equation (4.35) and (4.36) are known
except Qemt’block, which can be determined by means of subtraction between
the total energy (rsH,) and the addition of all the GEB terms of Equation
(4.1), as presented in Equation (4.37):

Qext = Qe:rt,block + Qemt,turbo + Qezt,man
= mev - Qa - Qcool - Qoil - Qturbo - Nb -
- Qf - Hg,ez - be - Hic - Qunbal,ez (4-37)

As described in Appendix 4.B, the net flow of sensible enthalpy can be
calculated at the ports conditions, thus obtaining the following expression:

Hg,eac = Hg,ports - Qa - QEGR - Qturbo - Qext,turbo - Qeact,man (438)
and combining Equations (4.37) and (4.38), Qext’bloak can be expressed as:

Qewt,block :mev - Qcool - Qoil _Nb +QEGR - Qf -
- Hg,ports - be - Hic - Qunbal,ew (439)



138 Chap.4 Methodology to analyse the Global Energy Balance (GEB)

It is reasonable to assume that Q ¢ =~ Ny considering that, on the one
hand, an important part (about 40%) of the pumped fuel is returned and
cooled, and on the other hand, the small weight of this term (lower than
1% ¢ H, in all the cases [3]) makes its uncertainty negligible. Taking into
account this comment and replacing Qe:pt,block of Equation (4.39) in Equation
(4.36), the following expression for Qtot’exp is obtained:

Qtot,e:vp:mev - Nb - Hg,ports - (Na+NfT)_
- be - Hic - Qunbal,ez (440)

This last expression is more convenient than Equation (4.36), since all
the terms involved are experimentally acquired, and the most important of
them (i.e. msH,, Ny and Hgmoﬁs) have lower experimental uncertainty than
QCOOZ and Qm-l, as will be discussed in Sections 4.4.4 and 4.4.5. Once both,
Qtot’mod and Qtot’exp are defined, it is interesting to do some comments:

e All the terms conforming Qtot’mod in Equation (4.35) are part of the
IGEB and are obtained through modelling.

e All the terms conforming Qtot,ewp in Equation (4.40) are part of the
EGEB and are experimentally obtained.

e Strictly speaking, H;. and Hy, are part of both, IGEB and EGEB. How-
ever, they are experimentally obtained.

) Qtot’mod and Qtot,emp are equivalent. Hence, considering that the ex-
perimental equipment have been properly calibrated, and all the terms
carefully measured, the good agreement between these terms is an indi-
cator of the good HT models performance.

4.3.2 Heat transfer to coolant

The total HT presented in previous section is an interesting parameter
to assess the global consistency of the HT models based on some experimental
measurements. However, to characterize the thermal behaviour of an engine, it
is also interesting to compare the specific repartition of the HT to coolant and
oil. In the previous section, it was commented that the friction and auxiliary
terms are mostly dissipated in the coolant and oil, but it was not detailed the
specific repartition between them. As for the total HT, the coolant HT can be
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obtained from modelled or experimental sources, but some hypotheses have to
be assumed:

° A}l the HT to the ports is assumed to be dissipated into the coolant
(onrts)-

e It is assumed that the piston friction (Ny, i) is dissipated into the
coolant. This can be justified considering that most of the piston assem-
bly friction takes place in the rings, thus heating both, the liner and the
rings. Moreover, the liner temperature is much cooler than that of the
piston nodes in contact with the rings (90-150°C vs 110-250°C), thus
having a higher temperature drop and hence higher conductive HT.

e The work of the coolant pump (N,,0) increases the coolant enthalpy and
is dissipated as friction in the fluid, thus slightly increasing its temper-
ature. As a consequence, it is rejected in the coolant cooler.

e There is some HT between the oil and coolant (Qm-l,cool) as they circulate
through the engine block and cylinder head, thus leading to some con-
vective HT between them and the gallery walls. This heat is transferred
by conduction through the walls between coolant or oil circuits. Thus, it
can be stated that the engine works as a heat exchanger between them.
For convenience, it is assumed that this term is positive when it goes
from oil to coolant, since in most of the cases the oil temperature is
higher than the coolant temperature.

e Part of the HT from chamber to coolant goes through the engine body to
the engine surface, and there is finally lost to the ambient by convection.

Considering these comments, the modelled HT to the coolant (Qcool’mod)
is defined as presented in Equation (4.41):

Qcool,mod = Qcham,cool + onrts + Nfr,pis + Ncaol + Qoil,cool - Qemt,block (4~41)

In the experimental case, the HT to the coolant is directly measured in
the coolant cooler. As explained earlier, the EGR is cooled with the engine
coolant; thus, to maintain the equivalence between terms, QEGR is subtracted
from Qcool as follows:
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Qcool,ea:p = Qcool - QEGR (442)

If experimental uncertainties are controlled, and the models work prop-
erly, Qcool,exp a0d Qcool,mod Must show good agreement.

4.3.3 Heat transfer to oil

Similarly as for the HT to the coolant, some hypotheses have to be made
to determine the modelled HT to the oil:

e The friction of the bearings (N, peqr) and camshaft (Nyq) is finally
dissipated into the oil.

e The work of the oil pump (N,;) increases the oil enthalpy and is dis-
sipated as friction in the fluid, thus slightly increasing its temperature.

As a consequence, it is rejected in the oil cooler.

e The energy lost by HT from oil to coolant (QOH’COO;) has to be considered
with negative sign, as it produces a reduction of the oil circuit energy.

Considering these hypotheses, the modelled HT to the oil (Qoil,mod) is
defined as presented in Equation (4.43):

Qoz’l,mod = Qcham,oil + Nfr,bear + Nfr,valv + Noil - Qoil,cool (443)

In the experimental case, the HT to the oil (Qoz‘l,exp) is directly measured
in the oil heat exchanger and no further assumptions are necessary:

Qoil,emp = Qoil (444)

As for the coolant, Qoil,ewp and QOil,mod have to range within similar val-
ues when the experimental uncertainties are controlled and a proper modelling
work is done.
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4.4 Experimental uncertainty analysis

To perform a proper analysis of the GEB, it is important to know the
reliability of the determination of the experimental energy terms. The ex-
perimental measurements provide valuable information, on the one hand, to
analyse the thermal processes taking place during the engine operation, and
on the other hand, to improve and validate the models performance. There-
fore, the uncertainty analysis has to be carefully carried out to take advantage
of the GEB potential to obtain accurate results and to assess the limitations.
This section deals only with the experimental uncertainty, as the analysis of
the modelled terms reliability is further discussed in the Chapters 6.2.1 and
6.3.1, where the sub-models calibration and validation for each engine are
comprehensively explained.

The experimental uncertainty study is conducted in the complete En-
gine A map'? (i.e. load ranging between 25% and 100% of maximum torque,
and speed between 1000 rpm and 4000 rpm), thus considering all the oper-
ating conditions of a reference commercial multi-cylinder engine. The results
obtained from this study are representative of the main trends in other similar
experimental installations; however, the relative weights of each uncertainty
can vary depending on the engine technology tested and the accuracy of the
sensors used. As an example, the weight of the HT use to be lower in LTC
modes'® in comparison with CDC, but the unburned fuel becomes relevant [5],
thus the relative uncertainty of the HT estimation will be lower in fuel energy
terms, in spite of using sensors with the same accuracy. Therefore, the results
presented in this section provide guidelines of the uncertainties that can be
expected when performing GEBs in CDC with up to date instrumentation,
and provide an insight of what can occur when testing alternative hardware
configurations or combustion modes.

The determination of the experimental uncertainty of each energy term
is performed through the propagation of uncertainty, which states that for a
variable y that depends on several variables z1, xg,..., Ty, its uncertainty (+e,)
depends as well on each 7 variable uncertainty (e5,) as follows [6]:

3The minimum load considered is 25%, this limit can affect the maximum uncertainty in
some cases, as it tends to increase when the load decreases, as will be shown.
MNote that LTC is the abbreviation defined for low temperature combustion.
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n ay 2
Ey = Z (8552 €x,-> (4.45)

Despite several terms are obtained by experimental means, for the sake
of clarity some of them have been excluded from the following analysis, i.e.
the HT to the turbocharger oil, the HT to from the fuel in the return line, the
unburned energy losses and the blow-by losses. This was decided taking into
account that their relative weight is lower than 1% H, [3], and hence their
uncertainty becomes negligible for the analysis of the GEB. The energy terms
presented in this section are then listed in Table 4.1.

Variable from which

Energy term s caleulated Equation
v g H, g, H, -
N; pla) (4.22)
N, p(a) (4.22)
N, M,,n (4.7)
Na+ Ny, Ni, N, N, (4.26)
Qcool mcooh Tcool (48)
Qoil mw,oila Tw,oil (49)
Hg maamfannt,Texh (42)
QEGR Yoo,, Ma, Tyar (4.31)
Qa Mg, Ty (4.11)

Table 4.1. Experimental energy terms and their calculation procedure.

The experimental uncertainty in terms of accuracy and precision!® de-
pends directly on the experimental equipment used to measure the variables
required to determine each energy term. The expected uncertainty of the
experimental equipment used to determine the values listed in Table 4.1 is
presented in Table 4.2.

It is worth to highlight that the relative uncertainties of the fuel mass
flow and the heating value are 0.2% and 0.3% respectively. Therefore, by
applying Equation (4.45), a constant error of 0.4% is obtained. Since this

15 Accuracy refers to the closeness of a measured value to a real value, meanwhile precision
refers to the closeness of two or more measurements to each other.
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Variable Equipment Accuracy
myf AVL 733S Fuel meter 0.2%
H, Bomb calorimeter 0.3%*
pla) AVL GH13P +0.2°%
n Tachometer 0.03% fs.
M Dynamometer 0.05% fs.
Mg Sensiflow DN8O 2%
To, Ty, Togrs Tewn  K-type Thermocouples 1.5 °C
Teoots Toil PT100 RTD 0.2°C
Horiba mexa
Y 4%
¢ 7100 DEGR ’
. 0.02m/s if veper < 0.4 m/s
T oo
Veool Krohne 4010 Optiflux { 0.5% if Vo > 0.4 s
Voir! Isoil MS500 0.025 m/s

fs. means full scale.

*The difference between successive results would exceed the repeatability value only
in one case in twenty, according to [7]

fThe uncertainty is assumed to be due to TDC position

TThe flow meter provides flow speed, which is used to determine the mass flow

Table 4.2. Engine A measurement equipment uncertainty.

value is constant and affects all the energy terms in the same extent, no further
analysis of this uncertainty is discussed.

The results are presented taking into account the relative uncertainty
of each term with respect to the energy term value (%), and their weight in
terms of the total input fuel energy (%rsH,). This allows analysing both,
the specific accuracy of each term determination and their weight in the GEB.
In all the cases, the uncertainty is shown in positive terms, but it must be
assumed an uncertainty range of 4+¢, being € the uncertainty in the figures.

4.4.1 Indicated and pumping power

The indicated power is calculated by integration of the indicated cycle,
thus the only uncertainties that affect the indicated power estimation are the
sensor calibration, the TDC determination and the experimental noise'6. To

6The pressure pegging does not affect the indicated parameters.
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avoid calibration uncertainties, the acquisition chain was regularly calibrated
according to the traditional method proposed in [8], having an uncertainty in
the calibration constant lower than 0.15%. To reduce the random effect of the
noise, three measurements of each operating point were obtained, each of them
consisting of 25 consecutive cycles processed and averaged as presented in [9)].
Thus, the only significant parameter affecting the indicated power calculation
was the TDC position (Aa

TDC)'

To accurately determine Ac.,, the adjustment methodology described
in Chapter 5.3 was used. The uncertainty of the Ao, determination is not
expected to be higher than 0.1°; however, a slightly higher uncertainty value
of 0.2° was considered. In Figure 4.6, the effect of the stated variation on the
indicated power is shown.
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Figure 4.6. Uncertainty of N;. Left: relative to the energy term (%); right: relative
to the fuel energy (YornsH, ).

The uncertainty due to the TDC position on the indicated power es-
timation (en,) ranges between 1 and 2%. Since the indicated power ranges
between 38-46%n ¢ H,, its uncertainty ranges between 0.5 and 1%t ¢ H,. The
maximum uncertainty is observed at low load and diminishes as the load in-
creases.

Despite the weight of the pumping power uncertainty is low, its value
(en,) is presented because it has a slightly impact on the friction and auxiliary
uncertainty determination, as will be discussed later. As can be seen in Figure
4.7, it can reach values up to 1%. However, these values result in a weight
lower than 0.01%1h ¢ H,, thus being negligible.
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Figure 4.7. Uncertainty of Np. Left: relative to the energy term (%); right: relative
to the fuel energy (YorngH,).

4.4.2 Brake power

By applying the propagation of uncertainty to Equation (4.7), the fol-
lowing expression to determine the uncertainty of the brake power estimation
is obtained:

en, =2 \/(en M)2+ (n epr)? (4.46)

where n and M are the engine speed and torque, and &, and €j; are their
respective uncertainties (see Table 4.2).

In Figure 4.8, the uncertainty of the brake power is presented. It is
possible to see how its values are always lower than 0.4% in the complete engine
map. Only a third of this uncertainty is reflected in terms of fuel energy, thus
reaching values lower than 0.15%1h ¢ H,. The uncertainty is slightly higher at
low load. In a lower extent, these trends are also followed when speed changes.

4.4.3 Auxiliary and friction power

Since experimental N, + Ny, is obtained from the indicated cycle and
the brake power (see Equation (4.26)), its uncertainty can be expressed as:

E(NatNjp) = \/8?\,1 +ex, ek, (4.47)
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Figure 4.8. Uncertainty of Ny. Left: relative to the energy term (%); right: relative
to the fuel energy (YorngH,).

In Figure 4.9, the values of gy, 4 Ny,) In the complete engine map are
shown. As expected, the uncertainty of N, + Ny, is higher than that of the
indicated and brake power. It reaches its maximum of about 13% at low speed,
while no clear trend with the load is observed. In spite of this high value, the
relative low weight of N, + Ny, in the GEB [3] leads to a low impact in terms of
the input fuel energy, where its maximum uncertainty is lower than 1% H,.
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4.4.4 Heat transfer to coolant

The uncertainty of the HT to the coolant is determined by means of
Equation (4.48), which is obtained by applying the propagation of uncertainty
to Equation (4.8).

EQcool = Cp7COOl \/(smcool ATCOOl)2 + (2 mcool ETCOOZ)Z (448)

where AT, is the temperature drop through the coolant cooler, &, is the
coolant flow rate uncertainty and e, is the coolant temperature uncertainty.
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Figure 4.10. Uncertainty of Qeoor. Left: relative to the energy term (%); right:
relative to the fuel energy (YorngsH,).

As shown in Figure 4.10, the uncertainty of the coolant HT ranges be-
tween 3 and 12%, being mostly dependent on the load. The maximum un-
certainty is observed at low load, which is explained by the low temperature
variation (due to the smaller heat rejected). At high load, the HT to the
coolant increases (in absolute terms), thus the relative effect of the uncertainty
decreases. This relatively high weight at low load represent about 2% ¢ H.,,,
thus becoming one of the most uncertain parameters to be experimentally de-
termined. For this reason, the total HT defined in Section 4.3.1 uses different
experimental data, thus avoiding Qcool uncertainty.

4.4.5 Heat transfer to oil

Similarly as for the coolant, the uncertainty in the calculation of the HT
to the oil is obtained by applying Equation (4.45) to Equation (4.9):
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EQu = Cpawyoil \/ (Erin ot ATw,0it)* + (2 Toil €T, ) (4.49)

where &, ,,, 1S the uncertainty in the measurement of the cooling water of
the oil cooler, and e7,, ,, is the uncertainty of the water temperature at inlet
and outlet of the oil cooler.

In this case, no oil cooling was needed at low speed and load, since the
maximum oil temperature setting was 90°C and it was not reached at those
conditions. In Figure 4.11, the uncertainty of the HT to the oil is presented.
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Figure 4.11. Uncertainty of Qoy. Left: relative to the energy term (%); right:
relative to the fuel energy (YorngH,).

As can be seen, the uncertainty ranges between 1.5 and 3%, being lower
than that of the coolant. In terms of the input fuel energy, the HT to the
oil has a low effect, ranging between 0.1 and 0.2%H,. Even thought the
oil is required for both, lubrication and cooling purposes, its mass flow is
significantly lower than the coolant mass flow, thus its uncertainty in terms of
fuel energy is about an order of magnitude lower than that of the coolant.

4.4.6 Net sensible enthalpy

To determine the uncertainty of the net sensible enthalpy, some com-
ments have to be done:

— The uncertainty of H, g,ex 18 analysed, taking into account that the uncer-
tainty of Hy ;, has a similar behaviour but with a slightly lower weight.
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This is explained by considering that Hgﬂ’n is calculated for a higher
temperature (at the turbine intake), being its relative uncertainty lower.

— For the sake of clarity, the blow-by flow was neglected from this analysis,
taking into account that it is a very small portion of 1, + 1is.

Taking into account these comments, the propagation of uncertainty is
applied in Equation (4.2), thus obtaining the following expression:

— 2 2 2
gHg,em - \/g(mezhhsens) + €(maha) + 6(Thfhf) (450)

exh

To solve Equation (4.50), the uncertainties of 7., and the sensible
enthalpy have to be determined. Therefore, the following considerations have
to be made:

— Accounting for the definition of 77, presented in Equation (4.6), and
neglecting the blow-by as commented, €, ,, can be expressed in terms
of the air and fuel mass uncertainties as follows:

2 _ 2 2
Ememh = 5ma + Emf (451)
where e,;,, and €, ; are the air and fuel flow rates uncertainties.

— As the sensible enthalpy depends on the temperature at which it is com-
puted, its uncertainty is estimated as the difference between the sensible
enthalpy at the measured temperature and at the maximum temperature
variation expected (£1.5°C, see Table 4.2) as follows:

Epgens = [RS8 (T;) — hi™(T; £ 1.5)| (4.52)
where i represents the air, fuel or exhaust.

Therefore, by applying the propagation of uncertainty to each term on
the right hand side of Equation (4.50), the following expressions are obtained:

S%Thezhhzi’gs) = hegh" ? (€, + 83hf) + (1 + 1) 5%3;;38 (4.53)
2 _ sens\2 . 2
Elnahgens) = (Enmg BET)? + (1ig Engens) (4.54)

Bggney = Cong W - o i) (455)
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Finally, e is obtained by replacing Equations (4.53), (4.54) and
(4.55) in Equation (4.50).
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Figure 4.12. Uncertainty of Hy ... Left: relative to the energy term (%); right:
relative to the fuel energy (Yorn;H,).

As can be seen in Figure 4.12, the uncertainty of I g,ex 15 almost constant,
having a value about 2% in the engine map; however, its weight in terms of
the fuel energy ranges between 0.4 and 0.7%rhsH,, being increasingly higher
with the speed but almost independent of the load. This is explained by the
increase of the Hg,em weight with the speed rather than the load, as will be
described in Chapter 6.2.2.4.

4.4.7 Heat transfer from air

Starting from Equation (4.11) and (4.45), the expression to calculate the
uncertainty in HT removed from the air in the intercooler is obtained.

Q. = cp.a (Emng ATo)? + (2 1i0q e1,,)? (4.56)

where €, and €7, are the air flow rate and air temperature uncertainties.

In Figure 4.13 the uncertainty of Q. is presented. As can be seen, the
uncertainty lies between 3 and 8% of Qq, being maximum at low speed and
load. However, the relative weight in terms of fuel energy is much lower,
having values between 0.1 and 0.2%1h ¢ H,, slightly increasing when the speed
gets higher. This is explained, as in the case of H, g,ea» by the higher dependency
of @, with the speed rather than the load, as will be described in Chapter
6.2.2.4.



4.4 Experimental uncertainty analysis 151

N
FN
NN
o N b

18

i
fer]

§ 16 5 16
g4 F14
£ £
Q12 Q12|
10 10
. \ 3 8
14
8 6oL, n/\\J / / /ﬂ?A
1000 1500 2000 2500 3000 3500 4000 1000 1500 2000 2500 3000 3500 4000
Speed [rpm] Speed [rpm]

Figure 4.13. Uncertainty of Q. Left: relative to the energy term (%); right: relative
to the fuel energy (YorngH,).

4.4.8 Heat transfer from EGR

This uncertainty is analysed only in the map region where EGR strategy
is used, i.e. between low and mid speed and load. As for the other terms, by
applying the propagation of uncertainty on the Equation (4.31), the QEGR
uncertainty can be expressed as:

SQuar ~ Pmor \/(8mEGR ATyer)? + (2 Mgy ETEGR)Q (4.57)

where the uncertainty in rh,,, estimation is obtained by applying Equation
(4.45) to Equation (4.32):

Erin ey ) &r 2
- EGR _ d a + EGR2 (458)
mEGR Mg TEGR TEGR
where e7 . is the EGR rate uncertainty. For its determination, a simplifi-
cation in Equation (4.33), consisting on neglecting the atmospheric COay, is

performed. Then, by applying Equation (4.45), the following expression can
be obtained:

€Y,
Enon = V2 52 (4.59)
CO>

where €Yoo, /Yco, is the relative uncertainty on the COy determination pre-
sented in Table 4.2.
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In Figure 4.14, the uncertainty of the HT rejected to the EGR cooler
is presented. The maximum uncertainty is about 1.4%, which is observed at
low load. This uncertainty becomes lower at higher load, having a minimum
value about 0.2%. In terms of fuel energy, it is observed a very low effect of
the uncertainty, having values lower than 0.1%nhsH,. This is easily explained
by the low weight of QEGR in the GEB as explained in Chapter 6.2.2.4.
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Figure 4.14. Uncertainty of Quun. Left: relative to the energy term (%); right:
relative to the fuel energy (YornsH,).
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4.5 Conclusions

In this chapter, a comprehensive methodology to perform and analyse
the GEB has been proposed. As discussed, the GEB can be performed from
2 different points of view:

— In the EGEB, the engine is considered as a black box exchanging energy
with the surroundings. The energy terms are mostly experimentally
determined.

— In the IGEB, a detailed description of the energy split due to engine
internal interactions and sub-processes is presented. Despite some energy
terms of the IGEB can be experimentally determined, most of them
cannot be easily measured, thus they are modelled.

Along with the GEB definitions, a detailed description of the determi-
nation process of each energy term and the relationship between internal and
external terms have been presented.

In order to provide some parameters for the sub-models calibration and
the thermal validation, three equivalent terms have been defined:

— Total heat transfer. These terms include all the HT from chamber and
ports. Consistent definitions of these terms are obtained for both internal
and external points of view. Qtot,mod is directly obtained as the addition
of the modelled HT from chamber and ports; however, th’emp requires
careful analysis of the energy terms involved in the EGEB. A convenient
expression based on experimental terms with low uncertainty is finally
proposed.

— Heat transfer to coolant. These terms are obtained by considered all
the energy flows going in and out of the coolant. Therefore, Qcool,mod
is the addition of the energy contributions from chamber, ports, friction
and auxiliary, and HT between oil an coolant, bearing in mind that
part of this addition is lost to the ambient. Qcool’emp is the subtraction
between the heat rejection in the coolant and EGR coolers, as this last
is cooled with the engine coolant and has to be subtracted to maintain
the equivalence between terms.
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— Heat transfer to oil. These terms are obtained similarly as for the
coolant. Qoil,mod is the addition of the energy contributions from cham-
ber, friction and auxiliary, and considering the HT between oil and
coolant. Meanwhile, Qoz‘l,ea:p is directly the heat rejection measured in
the oil cooler.

These terms will be conveniently used to calibrate the sub-models and
validate the results, depending on the information available, as will be de-
scribed in Chapters 6.2.1 and 6.3.1.

To determine the reliability of the experimental work, an uncertainty
analysis of the most relevant terms was performed. In this regard, the following
conclusions can be highlighted:

— The parameter with the highest uncertainty is the N, + Ny, reaching
values up to 12%; however, its impact in terms of fuel energy is always
lower than 1% ¢ H,.

— Despite the relative high uncertainty of N; and N, (1.8 and 0.8%) due to
variations of the TDC position, these terms have low uncertainty in terms
of fuel energy, being always lower than 0.9%1nsH, and 0.01%sH, re-
spectively.

— The parameter with the highest uncertainty in terms of fuel energy is
Qcool, having values between 1 and 2% ¢ H, and reaching its maximum
at low speed and load. This uncertainty confirms the necessity of defining
a heat transfer term (Qtot’em) based on more accurately determined
terms, as done in Section 4.3.1.

— N, and Hgvm, which are very important terms of the GEB, have low
uncertainty levels (0.06-0.12%1n ¢ H, and 0.4-0.7% s H, respectively).

— The rest of the terms analysed have very low uncertainty in terms of
the fuel energy, being always lower than 0.5%rH, regardless their own
uncertainty. As an example, the maximum uncertainty of @), is about
8%, but its weight in terms of fuel energy is lower than 0.2%nn ¢ H,,.

As a final conclusion of the chapter, it is evident the important modelling
work required to perform the IGEB, thus several sub-models must de proposed.
For this reason, the next chapter deals with the complete description of all the
new sub-models developed in this work.
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4.A Appendix: development of the energy balance
equation

Figure 4.15 shows a more general scheme of the energy balance in a
control volume than that presented in Figure 4.1. The energy terms related
with the enthalpy fluxes were considered separately from the engine effective
power and the heat losses. Besides, in order to facilitate the analysis of the
unburned fuel, the equivalent unburned fuel mass (1) defined in Equation
(4.15) has been considered, assuming that it goes out the system at the exhaust
(m?ﬁi‘b) and the blow-by flow (m’;}jnb) with the same chemical composition as
injected. This is not rigorous, since the unburned fuel has the form of sub-
products (i.e. HC, CO and soot); however, taking into account that the
combustion chemical process is not a key topic in this work, the assumptions

made are considered accurate enough for the energy analysis presented.

mehy = gy hy + iy, hy

(mu + Wl/- - mbb) hexh =
m L= — . exh . exh . exh
a h”” My nb he,v/l + m/{»:b he.xh + m, h
= ma,h him + ma,nh him

————>| ENGINE

exh

Mg, Ry =
_ bb bb b
= 1y Py gy By, + 0yl

YO+N,

Figure 4.15. General engine energy balance scheme.

The mass flows observed in Figure 4.15 are:

e 7iy: the fuel mass flow can be expressed as the addition of two terms,
the burned (17 ;) and unburned (rivf ) fuel mass flow!”. Depending on

In CDC, 1y, & iy and 1 np ~ 0.



156

Chap.4 Methodology to analyse the Global Energy Balance (GEB)

whether these masses go out by the exhaust or as blow-by losses, they
can be expressed as:

rgy = m§y 4+ ml, (4.60)
mf,nb == m;ﬁ}fb + ml}ljnb (461)

m;ﬁi‘b and ml}"nb: they are the unburned masses going out by the exhaust

and as blow-by respectively. As explained in Section 4.2.1, m?ﬁfb can be

estimated through the HC, CO and soot emissions. ml]’f:nb is calculated
by means of the blow-by model developed in Appendix 5.B, assuming
homogeneous mixture in the chamber (thus homogeneous blow-by com-
position).

m;wbh and m’}bb: they are the burned masses going out by the exhaust

and as blow-by respectively. They are calculated as:

. bb Ty
1+ R
Cexh - bb | . bb . exh
mey =1y — (g, +mg) — mfn (4.63)

being mgb the burned gas going out as blow-by and F the stoichiometric
fuel/air ratio.

M. it is the air flow at intake. It can be expressed as the addition of
the air used in the combustion (r,5) and the excess of air (7ivq pnp). Map
is the stoichiometric burned air, which is determined as:

mf’b
F

and hence, the excess of air is calculated as the difference between the
stoichiometric burned air and the total intake air:

Tap = (4.64)

ma,nb = ma - ma,b (465)

Similarly as for the fuel, these masses can be decomposed depending on
whether they go out the engine by the exhaust or as blow-by:

Tgp = MY + k), (4.66)

. . exh - bb
Ma,nb = m;xnb + ma,nb (467)
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° mg‘ﬁ% and mg{’nb: they are the excess of air going out by the exhaust and

- bb

as blow-by!8. T pmp 18 Obtained from the blow-by model (see Appendix

5.B) assuming homogeneous blow-by composition, mfﬁfb

through an air mass balance as:

can be obtained

- exh __
ma,nb -

Tha — Mg — 1 (4.68)

° mgxbh and mg”b: they are the air masses which participate in the stoichio-

metric combustion, which lead to the burned gases. They are calculated

as:
mes = szgz (4.69)
s
g, = n?bb (4.70)
s
° mgwh and mgb: they are the burned gases resulting from combustion,

which are actually going out the chamber by the exhaust or as blow-by.
They can be obtained as:

g™ = G+ me (4.71)
rig” = 1l + Ml (4.72)

The analysis of the enthalpies observed in Figure 4.15 leads to obtaining
the energy released during the combustion process, the net sensible enthalpy
of the gases and the net sensible enthalpy of blow-by. To perform the analysis,
it was assumed that the enthalpies depend only on the species considered as
well as the temperature. Following, a description of the enthalpies involved is
presented:

e hy: it is the liquid fuel enthalpy, calculated at the fuel pump inlet con-
ditions as:
Ty
hy(Ty) = W§(To) + [ (2)aT

To

= h$(To) + h¥"*(Ty) (4.73)

18These masses do not participate in the combustion and are only heated between intake
and exhaust or blow-by respectively.
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where hg)c is the fuel enthalpy of formation at standard conditions (7 =
25°C, 1 atm) and hj"*(Ty) is the fuel sensible enthalpy increase at the
fuel pump inlet conditions (7).

® h;n: it is the intake gas enthalpy (pure air), calculated at the compressor
inlet conditions as:

Tint
hint( mt) hznt( ) + / Cp,int (T)dT
To
hmt(TO) + h’fﬁ?s( mt) (4'74)

where hO ¢ 1s the intake gas enthalpy of formation at standard conditions
and hfﬁ?s(ﬂnt) is the intake gas sensible enthalpy increase at compressor

inlet conditions (Tjp:).

® hyp: it is the burned gas enthalpy, calculated at the turbine exhaust
conditions (T,,p) as:

hexh(Texh) aefzbh ( exh) +Yf nbhf( exh) + YE) hb( e:(:h) (4-75)

where Yj%, Yfefjb‘ and Yef"’h are the mass fractions of the excess of air,
unburned fuel, and st01ch10metrlc burned gases in the exhaust gases

respectively.

e Ay it is the blow-by enthalpy calculated assuming that its temperature
is equal to that of the coolant (Ty, = Teoor):

hoo(Tow) = Y 0ha(Tiw) + YF0ouhp(To) + Vi ho(Top) (4.76)
where Yab%b, Y;’I;b and Ybbb are the mass fractions of the excess of air,

unburned fuel, and stoichiometric burned gases in the blow-by respec-
tively.

Taking into account Equations (4.75) and (4.76), the exhaust and blow-
by enthalpy flows can be written as:

(ma + mf - mbb) hexh(Texh) ==
= (1hq + my — 1) [ anbh (Texn) + Yf nbhf( Texn) + Yy hb( Texn)

= anbh ( exh)+mfnbhf( Texn) + mg” hb( Texn) (4.77)
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iy hop(Thy) =
=i | Y pha(Ton) + Yiophys(Th) + %bbhb(Tb)]
= 1t P (Tow) + P h (Ton) + g ho(Ths) (4.78)

Considering the energy terms presented in Figure 4.15, the general en-
ergy balance is expressed as:

Z mh = mahine + phy — (e + 1y — 1) hean — Mpphey =
=N+ > Q (4.79)

Taking into account the decomposition presented in Equations (4.77)
and (4.78), and by replacing in Equation (4.79), the following expression is
obtained:

> b= (g + i) ha(Tone) + (g5 + 1ivg) ha(Tone)+

+ (mif% + )by (Th) + (mjfmbh + mf P (Tp)—

Zxrlebh ( exh) mf nbhf( ea:h) hb( ea:h)
— 1l pha(Toe) — lph s (Top) — g hb(Tbb) =
=N+ > Q (4.80)

From the analysis of Equation 4.80, some terms can be identified. On
the one hand, the variation of the sensible enthalpy of the species that do not
participate in the combustion:

(mfﬁb + 1y nb)h (Tint) + (m?xﬁb + mf,nb)hf(Tf)—
g ha(Tean) — mGmphs(Tean) — 1l npha(Tos) — 1 ph (Ths) =
= — g™ [ha(Tean) = ha(Tine)] — 5 g (Tewn) — by (Ty)] —
— 11 [ha(Top) = ha(Tine)] — ¥y [hp(Tow) — hp(Ty)] =
= — g [ (Tewn) — h™™ (Tint)] — 1oy [R5 (Tean) — B (Ty)] —
g [ (Top) = W™ (Tine)] — F [R5 (Ty) — B (T)] =
= — H%h g% (4.81)
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being Hﬁ%h and Hzg the sensible enthalpy flows going out by the exhaust and
blow-by.

On the other hand, the remaining terms correspond to the species that
participate in the stoichiometric combustion:

(rivgy + rivg)ha(Tine) + (5 + 1) hy (Tf)—
— gy (Tegn) — vy o (Th) =
= (g + 1gy) ho(To) + (g + 1ivg )W (T )+
+ (m?xbh + g, b)ho (To) + (m?xbh + mf b)hsem(Tf)
g Y (Ty) — MRS (Togy) — PR (To) — P hie™ (Ty)  (4.82)
where hQ(Tp), h;®"*(Teen) and ki (Typ) are the burned gas enthalpy of for-

mation and the sensible enthalpy increase of the burned products from the
standard conditions to T¢,, and Ty, respectively.

In Equation (4.82), two terms can be identified:

e The energy released during combustion:

(e + ) ha(To) + (5" + m)hG(To) — mg™ hy(To) — my’hy(To) =

= thaphg(To) + s sh(Th) — rwhy (To) =

ho (T, Fo+1
a( 0) —i—h?c(TO) _

ho(Ty)| = rngpH, 4.83
Fs Fs b( 0) mf,b v ( )

=1myp

e The variation of the sensible enthalpy of the species that are taking part
on the stoichiometric combustion:

(e’ + 1) e (Tine) + (" + 1y ) 5" ()~
_ mexhhsens (Te:ch) . mlébhgens (Tbb) —

F + 1 hsens (T t)
h s in
jcxb |: S hiens (Tezh) a 3 h?ens (Tf)
F. + 1 hsens (1 ; t)
bb S in .
Mgy |: F, hls)ens (1 bb) “ F, h}scens (1 f) -

= — H*h — HP (4.84)
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where H fmh and H, ,Z)’b are the sensible enthalpy flows of the stoichiometric
burned gases going out by the exhaust and blow-by.

Taking into account Equations (4.81) and (4.84), it is possible to obtain
the net sensible enthalpy flow of the engine (H,) as:
Hy = (Hig" + Hy™) + (H + Hy') =
= (g + iy — 1y ) hegh” (Tewn) + muwhiy"™ (Top) —
— 1ahg™ (Tint) — b5 (T}) (4.85)
Taking into account that some part of the intake air and the injected

fuel goes out by the exhaust or as blow-by, the last term of Equation (4.85)
can be written as:

mahzens (Ent) —|— mfh;,e’ns (Tf) —
— (mgxh + mgb)hzens (Tmt) + (mscxh + ml}b)h;ens (Tmt) —
= g R (Tie) + " (Tr) + 1 ™™ (Tone) + WP F"™ (Ty) - (4.86)

and by replacing in Equation (4.85), two terms can be identified:

e The net sensible enthalpy flow at exhaust (H, gwh):
ngh _ H:;:gh + ngh _

= (1iq +1ivy — 1) R (Tean) — G B (Tie) — i h (Ty)

(4.87)
e The net sensible enthalpy flow of blow-by (Hgb):
HY = F% 4 B =
= tghiy™ (Top) — Y RS (Tint) — PR (Ty) (4.88)

Taking into account Equations (4.81), (4.83), (4.84) and (4.85), the
Equation (4.80) can be rewritten as:

> vk =g H, — (Bt + H™ 4+ HY + B ) =
=1y Hy, — Hy =
=N+ Q (4.89)
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being

Hy=H" + HY (4.90)

where the sensible enthalpies of the exhaust gases and blow-by are obtained
as:

heah(Texn) = emhhzens (Texn) + Yﬁﬁ%h;ens (Tean) + Y})exhhiem (Tewn) (4.91)

a,nb

hop(Tow) = Yo hs (Top) + Y oy 5™ (Tow) + Y R (Th) (4.92)

a,nb

Equation (4.89) shows how the addition of the enthalpy flows at the
intake and exhaust can be expressed as the difference between the energy re-
leased (1h ¢ H,) and the exhaust (H 5“") and blow-by (H, gb) sensible enthalpies.

In Equation (4.89), the total input fuel energy (1ivyH,) can be considered
instead of 1y, H,, taking into account the incomplete combustion enthalpy
(H;c) as:

H,. = tngH, — g H, (4.93)

thus:

> rh =gy H, — Hy =
=1pH, — Hy— H;. =
=N+ > Q (4.94)

where H;, can be expressed in terms of incomplete combustion enthalpies at
exhaust (H£*") and blow-by (H?)' as:

Hic = tivgicHy = (o, + i) Hy = HE" + Hi? (4.95)

Equation (4.94) indicates that the addition of the enthalpy flows equals
the total input fuel energy minus the net sensible exhaust and blow-by en-
thalpies, and the enthalpy flow due to incomplete combustion. Taking into
account Equation (4.90), Equation (4.94) can be rearranged as:

Y can be neglected except in particular operating conditions in which blow-by mass
is important such as cold-start.
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mpHy, = Ny+ Y Q+ H™ + H' + Hy (4.96)

This expression of the energy balance in the engine is assumed for con-
venience, being equivalent to Equation (4.1) and coherent with Figures 4.1,
4.2 and 4.3.

Note that in the rest of this work, particularly from Equation (4.1), the
net sensible exhaust enthalpy (equivalent to H ;xh) is called Hg’ex. Similarly,
the net sensible enthalpy of blow-by (that is H, gb) is called Hy,. These variables
are renamed to simplify the nomenclature and use only subscripts.
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4.B Sensible enthalpy flows
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Figure 4.16. Detail of the gas lines near the combustion chamber.

As explained in Section 4.2.1, H, g,ex 1 defined as the enthalpy variation
between points 0 and 4 of Figure 4.16. As can be seen, Hg,ew can be divided
into three paths: the first corresponds to the enthalpy variation from ambient
to intercooler outlet (H: 2,0), the second from intercooler outlet to turbine inlet,
which is defined as internal net sensible flow of sensible enthalpy (H3172 =
H,in), and the third from turbine inlet to exhaust outlet (Hy3):

Hg,ew - H2,0 + Hg,in + H4,3’ (497)
where Hgy() can be written in terms of the energy variations in the intake line:
Hyp = 1hq (ha — ho)

= Nturbo - Qa (498)

and similarly, H4,3/ is expressed in terms of the enthalpy variations in the
exhaust:

Hyy = (g + 1y — 1) hy — (g + 1y — 1) by
= (’rha + Thf — mbb) (h4 — hg/)
= _Nturbo - Qext,turbo - Qturbo (499)
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To determine Hg,m, it is necessary to analyse the intake and exhaust
manifolds (points 2 to 3’ of Figure 4.16). Therefore, Hy;, can be calculated
as:

Hg,in = HS’,Z
= (1hq + 1y — 1) b — 1 ho — 1y hy (4.100)

Through the analysis of the mixture process in the intake manifold, the
following expression can be written:

Mg ho +m hg/:(ma—i-m

EGR EGR) ha

e ho = (ma + mEGR) hon — mEGR hor (4.101)
and in the case of the exhaust manifold:

(ra + 1y + Mg — Miwp) hg = (g + iy — rip) hy+
+ Mgern har + Qeatiman
(o + 1ivy — i) hyr = (e + 1ty + Mpeg — i) hs—
— titpen har — Qeatiman (4.102)

By replacing Equations (4.101) and (4.102) in (4.100), the following
expression is obtained:

Hg,m = (ma + mf + mEGR - mbb) h3 - mEGR h3” - Qemt,man_
= (Ma + Mg ) hor + Mygr ho — g hy (4.103)

where two terms can be identified:

— The heat rejection in the EGR, cooler:

_QEGR = mEGR (h2' - h3”)

— The net flow of sensible enthalpy at ports (Hgports) between points 27
and 3:

Hg,pm‘ts = (ma + mf + mEGR - mbb) hs — (ma + mEGR) hon — mf hf
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Taking these terms into consideration, Equation (4.103) is finally ex-
pressed as:

Hg,in = . g,ports — QEGR - Qext,man (4104)

Replacing Equations (4.98), (4.99) and (4.104) in Equation (4.97), the
relationship between Hg,em and Hg,ports can be correlated as a function of the
GEB terms as shown in Equation (4.105). This relationship is interesting to
define the total heat transfer as presented in Section 4.3.1.

Hg,ex = Hg,ports - Qa - QEGR - Qturbo - Qext,turbo - Qext,man (4-105)

Finally, the relationship between I—'Igm and Hg,z‘n can be obtained by
combining Equations (4.104) and (4.105) as:

ngel’. = Hg,in - Qa - Qturbo - Qext,turbo (4-106)
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5.1 Introduction

As commented in Chapter 4, some sub-models are required to perform
the IGEB. Therefore, this chapter is addressed, on the one hand, to upgrade
the reference sub-models, and on the other hand, to the development of new
ones. A brief description of the models presented in this chapter is then
provided:

— Due to the different features between the engines used in this work, it
is necessary to account with suitable correlations to calculate the heat
transfer to chamber for each one. As Engine A is a conventional TDI
engine, the reference HT model presented in Chapter 3.3.6.1 is accurate
enough; however, Engine B is a research engine, design to generate high
tumble motion within the chamber. For this reason, a HT model that
accounts for this motion is developed based on CFD studies and skip-fire
tests.

— As will be discussed, the HT in the exhaust port during the open cycle
is relevant for the GEB, for this reason, a dedicated model to determine
the HT to ports, paying special attention to the HT to exhaust ports
during the open cycle, is developed.

— As mentioned in Chapter 4.3, there is some HT between coolant and oil.
The experimental determination is complex since it occurs between the
coolant and oil circuits and the walls. For this reason, a simplified model
to determine this term is presented.

— As the determination of the in-cylinder processes are affected for some
uncertainties regarding the engine-installation, i.e. the compression ra-
tio, the heat transfer, the TDC position, the engine mechanism deforma-
tion and the pegging pressure, a methodology to adjust them together
based on multiple linear regression is proposed.

— The determination of HT to coolant and oil requires detailed friction and
auxiliary losses estimation. For this reason, several models are proposed
to determine these terms in different types of engines.

Along with the description of each sub-model, some results regarding
their calibration are provided. The specific methodologies followed for their
calibration in the engines used in this work are included in Chapter 6.
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5.2 Heat transfer model improvement

5.2.1 Heat transfer model for engines with tumble motion

In this section, the comprehensive description of a semi-empirical HT
model, which takes into account the tumble motion pattern in the combustion
chamber is presented. The model was developed following three main stages
as shown in Figure 5.1. Following, a description of each step is presented:

1 Theoretical analySiS 1 Literary review of measured and simulated

gas velocity in engines with tumble

> CFD modelling
—> Tumble phenomena analysis

2 MOdel development s Semi-empirical model proposal

based on CFD results

— > Model input parameters and calibration
constants definition

3_ MOdel calibration | — Fitting constants calibration with skip-fire test

——> Comparison between the experimental HT,
the original Woschni model and the
proposed model

L—> Sensitivity study to assess
the model robustness

Figure 5.1. Heat transfer model development methodology.

1. Theoretical analysis: a well-grounding model requires a first deep
understanding of the phenomena involved, and thus a comprehensive
literature review regarding the tumble generation and dissipation pro-
cesses, and the influence of the geometrical and operating parameters
was carried out. In order to analyse the instantaneous gas evolution in
the specific engine under investigation, CFD simulations of the complete
skip-fire cycle were used. The results are discussed in detail with the aim
of identifying the operating parameters that must be taken into account
by the model.

2. Model development: starting from the CFD results, a semi-empirical
model able to reproduce the gas velocity dissipation was developed. The
model must be suitable for combustion diagnosis, and hence it considers
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the main mechanisms involved in the tumble generation (geometry and
operating conditions), but is still simple and keeps low computational
cost in terms of power and time. The input parameters required consist
mainly of those mean values generally acquired in a test bench.

3. Model calibration: this stage was carried out based on skip-fire mea-
surements, which consist of skipping the injection of one cycle, thus
obtaining a motoring measurement with the air management of a con-
ventional combustion. The calibration focuses on the determination of
the fitting constant values, with the objective of reducing the difference
between the experimental and modelled HT. The skip-fire tests are used
instead of motoring measurements to reproduce a realistic intake process
in Engine B, being this specially important to ensure the scavenging
process in two-stroke engines [1, 2], and also to get the same thermo-
dynamic properties (pressure, temperature and gas composition) in the
chamber during the compression stroke, and similar wall temperature in
comparison with those of a conventional combustion, being this critical
for the HT process.

Once the model is calibrated, it is compared with the model for swirl
motion included in CALMEC, which was described in Chapter 3.3.6.1.
The objective is to asses the effect of the tumble gas velocity evolution
on the HT. Finally, a sensitivity study is carried out with the objective
of evaluating the model robustness against the effects of possible exper-
imental and calibration uncertainties, being this information important
when the model is transferred to different engines.

5.2.1.1 Tumble formation, evolution and dissipation

The determination of the specific generation and dissipation timing as
well as the mechanisms that enhance or reduce the vortex formation requires
dedicated experimental techniques [3, 4] or CFD simulations [5, 6]. Moreover,
the tumble characteristics depend on the engine geometry and the operating
conditions; however, there is a general agreement regarding the main process.
The vortex formation starts few crank angle degrees after the IVO, when
the air enters the chamber at high speed. Due to the combustion chamber
geometry, the air is forced to sweep the wall and tries to form a small vortex;
however, at this stage the piston is in the proximities of the TDC and the small
size of the combustion chamber is not enough to allow the vortex formation. In
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the early intake process (scavenging process in two-stroke engines), both intake
and exhaust valves are simultaneously opened, thus some air is short-circuited
as shown in Figure 5.2a, which also goes in detriment of the tumble generation.
Figure 5.2b shows how during the intake stroke a small vortex is generated and
continuously accelerated thanks to the angular moment added by the incoming
air. This process lasts until the IVC, as shown in Figure 5.2c. The completely
developed vortex is then accelerated along the compression stroke as a result
of the angular momentum conservation (since the vortex radius decreases). At
some stage of the compression stroke, the tumble is completely dissipated by
the effect of friction with the wall and the increasingly smaller vortex radius,
which forces the formation of turbulent microstructures as depicted in Figure
5.2d.

Exhaust a) Intake [Exhaust b) Intake

Exhaust c) Intake

I Iy
[L§L]

Figure 5.2. Tumble evolution scheme.

Regardless the specific application, the gas movement inside the cham-
ber has a major importance in the HT coefficient calculation since the high
rotational speed increases the HT before the TDC. Once the tumble dissi-
pates, the resulting high turbulence still contributes in a smaller extent to the
HT, extending the gas velocity influence several degrees after the TDC. It is
interesting to highlight that, contrary to the tumble, the swirl is considered
to be accelerated in the compression stroke, and decelerated similarly in the
expansion stroke, resulting in a symmetrical effect on the HT. Thus, the swirl
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model included in CALMEC is not suitable to accurately determine the effect
of the gas velocity on the HT, when engines with tumble motion are evaluated.
Therefore, a model that considers the instantaneous evolution of the spatially
averaged gas velocity is necessary, taking into account the previous discussed
characteristics. This objective is achieved in this work based on simplifications
of the more complex 3D phenomena described in the next section.

5.2.1.2 CFD analysis

The computational model was built in the CONVERGE CFD platform.
Full coupled open and closed cycle computations using the full intake/exhaust
and cylinder geometries were carried out since the combustion chamber is non-
symmetric. The computational domain at the intake valve closing angle (IVC)
is shown in the left plot from Figure 5.3. The CFD code uses a structured
Cartesian grid with base cell size of 3 mm. Three additional grid refinements
linked to flow velocity and temperature were performed by means of an adap-
tive mesh refinement as well as a fixed three level refinement within the spray
region.

Figure 5.3. Sketch of the cylinder head designed for the 2-stroke engine architecture
(Patent Renault FR2931880).

The injection rate profile was generated from the experimental database
available after the injector characterization (mass flow rate and spray momen-
tum flux) performed in dedicated test rigs. The diesel injection is simulated
by the standard droplet discrete model. Diesel fuel physical properties are
defined using Diesel 2 as surrogate. Spray atomization and break-up are sim-
ulated by means of the KH-RT model. Turbulent flow is modelled by means
of the RNG k — ¢ model with wall-functions to account for wall heat transfer.
The combustion chamber wall temperatures are calculated by means of the
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lumped conductance model described in Chapter 3.3.6.2. The size of each
node was set to ensure that Biot number of each element is lower than 0.1.
To set the boundary conditions for CFD calculation, the combustion cham-
ber is divided in three parts (liner, fire deck and piston) and the mean wall
temperature of each part is calculated by weighting the nodes temperature
with the area in contact with the gas. Concerning combustion modelling, a
direct integration of detailed chemistry approach was used by means of the
CONVERGE code and the SAGE solver. Finally, the chemical properties of
Diesel fuel are defined using n-heptane as surrogate.

The set-up and validation of the CFD model was performed at the ref-
erence case (see Figure 5.4) operating in CDC. The quality of the model was
evaluated by comparing its combustion and emissions results with those ob-
tained experimentally in the engine as presented in Table 5.1. Figure 5.4
shows the comparison between the CFD and experimental cylinder pressure
and RoHR profiles. The CFD model performance is considered enough to be
used for evaluating the gas flow motion within the chamber and the HT from
the gas to the combustion chamber walls.

120
b Speed 1500 rpm - 75
_ imep 10.36 bar
105 Pint 2.497 bar
b . 2.049bar |~ 60
90 | Fuel rate 19.6 mg/cc
i Drait 1000 bar
Sol pilot 1-20° - 45
75 Injected fuel | 2.2 mg/cc =
e Sol main -7° r S,
® _| Injected fuel| 17.5 mg/cc || _

2 60 EGRrate | 12% 3 «
] &
45 — L 15

30 —
4 -0
15 —
E — 15
0 T T T T T T T T T T T T T T T
=75 -50 -25 0 25 50 75 100
Angle []

Figure 5.4. CFD Validation.

The main flow pattern in the cylinder in terms of the gas speed is shown
in Figure 5.5. The patterns presented correspond to the same diametrical view
but different instants during the intake stroke, starting close to the BDC until



5.2 Heat transfer model improvement 177

CFD Experiment

CO  2,2017 mg/s  3,7500 mg/s
soot  0,0565 mg/s  0,0670 mg/s
HC 0,0032 mg/s 0,3000 mg/s
NO, 54780 mg/s 5,9000 mg/s

Table 5.1. CFD emissions validation.

reaching the IVC. In the view plane, the intake and exhaust ports are aligned,
thus allowing the best outline of the intake process. Figure 5.5a confirms
how at the beginning of the intake process the air flows into the chamber at
high speed. A clear vortex is still not defined but a small rotary structure
is observed close to the intake port. After some crank angle degrees (Figure
5.5b), a main rotary structure is evident close to the upper centre of the
cylinder, being slightly higher when the exhaust port is closed (Figure 5.5¢).
In Figure 5.5d, when the IVC is reached, the vortex is completely formed and
the speed vectors are slightly lower than in the previous time step, this is
explained by the end of the intake process and the energy loss due to friction
between the gas and the cylinder walls.

The average tumble ratio (TR) is presented in Figure 5.6, where the X-Y
plane (defined in Figure 5.2a) is sketched. Results obtained confirm how the
TR in the Z-Y plane and the swirl ratio (SR) in the X-Z plane are negligible.
Figure 5.6 shows that the tumble formation begins in the piston upward stroke
about -175° ATDC, reaching its maximum around -130° ATDC (before the
IVC). It means that the tumble dissipation starts in the compression stroke,
which is in accordance with that found in the literature [3]. As observed in
Figure 5.6, the tumble is dissipated close to TDC.

To understand the TR effect, the model to estimate the HT coefficient
presented in Chapter 3.3.6.1 is rewritten in Equation (5.1):

h — C Db*l pb T0.7571.62b ,Ug (51)

where the gas velocity (vy) is determined as:

Vg T
vg = Cy1 m + Cu2 ¢y + C Vdiwc(p — Do) (5.2)

IvC pIVC
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a)  Exhaust Intake b)  Exhaust Intake

Jal pal | JAL cal

C) Exhaust Intake d) Exhaust Intake

Figure 5.5. CFD in-cylinder gas speed evolution. a)-174 °ATDC, b)-132 °ATDC,
¢)-116 °ATDC, d)-93 °ATDC (IVC).

Note that higher TR boosts the HT from the gases to the walls by in-
creasing the value of the gas velocity in Equation (5.1). In Figure 5.7, the HT
obtained with CFD simulations (Q.p,) is presented, along with a HT calcu-
lated accounting only for the piston speed term (Q,,), but neither swirl nor
tumble. Qcm is calculated by adjusting the constant C\,; of Equation (5.2) in
order to fit Qcm to QCFD during the expansion stroke (keeping ¢, = 0). This
step was performed to assess the effect of the vortex (swirl or tumble) on the
HT, by determining the spatially averaged gas velocity. The CFD spatially av-
eraged gas velocity (v.,) presented in Figure 5.7 is the velocity generated by
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Figure 5.6. Tumble ratio evolution in a perpendicular plane of the cylinder axis.

the tumble vortex. It is calculated from a HT coefficient i’ obtained from the
difference between QCFD and Qcm as presented in Equation (5.3), then v g,
is obtained by combining Equations (5.3) and (5.1) as presented in Equation
(5.4). It is interesting to notice how the v, presented in Figure 5.7 becomes
zero near to 30° ATDC, although the tumble has been completely dissipated.
This can be explained by the turbulence generated as result of the tumble
destruction, which has an important effect in the HT coefficient since it oc-
curs in the proximities of the TDC, where the in-cylinder pressure and the
temperature difference between gas and walls are the highest.

!/ QCFD _ Qcm
W= e en (5.3)
h/
Yerp = M{/C D02 p08 7055 (5.4)

The results obtained from the CFD model regarding the description of
the shape of v, allow the development of a HT model that accounts for the
instantaneous tumble velocity characteristics. The HT model proposed in this
work is detailed described in the following section.
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Figure 5.7. CFD HT and tumble gas velocity.

5.2.1.3 Model adaptation

The last term in Equation (5.1) corresponds to the gas velocity vy, it is
replaced by a gas velocity v, ¢, which is assumed to be dependent on the mean
piston speed ¢,,, the gas velocity due to tumble ¢; and a velocity term due to
combustion as follows:

Vg T,
vgt = C1 e + Ci2 ¢ + Co Vdiwc (p — o) (5.5)

IvC pIVC
where Ci1, Cyo and Cs are proportionality constants.

As can be observed, first and last terms of Equation (5.5) are the same
as in the reference model for swirl (Equation (3.26)); however, the second term
was replaced to specially account for the tumble. Thus, ¢; is assumed to be:

Ct = Um fw (5'6)

where vy, is a characteristic gas mean velocity during the intake process and
fw is a dissipation function for the tumble gas velocity.

Starting from the results obtained for the gas velocity in the CFD simu-
lations, it was found that an exponential Wiebe-like function (Equation (5.7))
suitably follows the trend observed for the tumble gas velocity.
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( a—aQ )m

fuw(a) = expa afTeo (5.7)

where f,, is a S-shape function, with values between 0 and 1, m is a fitting
constant used to adjust the shape, a is the crank angle, ap and oy are angles
related to the begin and the end of the gas velocity dissipation process, and
a = —6.907 is a constant value adjusted to ensure a vy, dissipation of 99.9%
at a = ay.

The mean gas velocity during the intake process v, can be determined
by means of the mean tumble ratio of the engine (MTR), which is defined as:

60 Wt

MTR =
2t n

(5.8)

where w; is the vortex angular speed in rad/s and n is the engine speed in
rev/min. Assuming a vortex radius equals to the cylinder radius (D/2), oy,
can be determined as:

mn MTR D

U = 50 (5.9)
To determine the mean tumble ratio of the engine, a prior calibration of
the air flow during the intake is required, either by measuring in a flow test rig
or by means of CFD modelling. As this information is not always available an
alternative process to determine v, is proposed. Considering the parameters
that can affect the vortex formation, the mean gas velocity during the intake

process U,, was defined as:

B 360 g Mg
U = — (5.10)
" Aeff Pa Ayyo_1ve

Equation (5.10) takes into account the air mass going into the cylinder
(14, the intake process duration (Ao ), the mean air density during the
intake process (p4), the trapping efficiency! (1) and the effective intake valve
area (Acff). pa was calculated considering a mean gas in-cylinder temperature
Tcyl,mta estimated assuming an isentropic process between the intake and the
in-cylinder mean pressures as follows:

!The experimental determination of the trapping efficiency was presented in Chapter
3.2.2.1.
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y—1

= - Deyli g
Tcyl,int = T:int ( CE/ znt> (511)
Dint

being T;n: and Py, the mean temperature and pressure at the intake settling
chamber, peyint the mean in-cylinder pressure during the intake process and
7 the adiabatic gas constant. Finally, the instantaneous gas velocity vy is
defined in Equation (5.12), which was determined by combining Equations
(5.5), (5.6), (5.7) and (5.10).

07(2=20_ym VT,
e 4 G T (p ) (5.12)
Viveprve

~ —6.
vgt(a) = Cu ¢ + Cra Uy exp

5.2.1.4 Model calibration

The model calibration was carried out on the basis of reducing the differ-
ence between the experimental HT calculated from polytropic exponent (Qn)
and the modelled one, following the methodology explained in Section 5.3 and
using skip-fire test, thus, the last term of Equation (5.12) that accounts for
the combustion effect on HT was not included (Cy = 0). Therefore, the cali-
bration consisted on the determination of the function shape parameters (i.e.
ap, a1 and m) and the proportionality constants (i.e. Cy; and Cya in Equation
5.12). Since the increase of variables to be adjusted could result in undesired
behaviour and non-convergence [7], a constant ratio r, = Cy1/Cio was defined
to assure the model stability and generality.

As mentioned, the model calibration was made on a set of skip-fire tests,
whose main operating conditions are presented in Table 5.2. This experimental
work consist on a sweep of engine speed and Ap, this last defined as p;n: — Pexh
in Engine B.

The final adjusted values obtained from the calibration in Engine B
are presented in Table 5.3.

The comparison between CFD and model gas velocities is presented in
Figure 5.8 along with the resulting heat transfer of an operating point at
1500 rpm and Ap of 400 mbar. As can be seen, the velocities are in good
agreement, being remarkable how the model follows the trend observed in the
CFD simulation. However, there are some differences between the gas velocity
obtained from the CFD and the model, mainly due to the adjustment criterion



5.2 Heat transfer model improvement

183

Speed Ap* Air mass flow rate 1,
[rpm] [ mbar | [8/s] (7]
1200 300 7.4 69
1200 400 10.1 72
1200 500 12.2 84
1500 300 9.6 78
1500 400 11.0 79
1500 500 13.4 79
1800 300 8.7 80
1800 400 11.4 84
1800 500 14.7 85

*Ap is defined as p;n; — pesr in Engine B.

Table 5.3. Model adjusted parameters.

Table 5.2. Skip-fire test measured.

Parameter Value

m 6

a -6.907

g -34.15° ATDC
af 14.9° ATDC
Cu 1.05

Cis 0.53

Tt 2

that is based on the reduction of the HT difference instead of that of the gas
velocity itself. This criterion is reasonable because the final objective is to
accurately calculate the HT; therefore the HT adjustment observed in Figure
5.8 is better than that obtained for the gas velocity.

To allow a fair comparison between the experimental HT (Q,), the HT
obtained with the proposed model (Q;) and the reference Woschni model (Q.,),
this last one was also calibrated for the engine tested through the adjustment
of the constants Cy1 and Cyu2 of Equation (3.26). In Figure 5.9, the HT
obtained with each model in a speed sweep with a fixed Ap of 400 mbar are
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Figure 5.8. Gas velocity and HT comparison between CFD and model results at
1500 rpm and 400 mbar.

shown. It is evident that @ fits better with @, than Q.; therefore, some
qualitative and quantitative remarks can be underlined:

e Low discrepancy is observed between the instantaneous evolution of Qn
and Q;, which indicates that in the studied cases, vg,¢+ accounts well
for the spatially averaged gas velocity. The good agreement between the
maximum Qn and Qt observed in Figure 5.9 indicates that v,, can retain
the information regarding the operating condition variations. Moreover,
the Cyo value close to 1 (see Table 5.3) indicates that v, is also repre-
sentative of the maximum gas velocity in the combustion chamber.

e In motoring tests, the swirl-model used in Equation (3.26) assumes that
the vortex is accelerated in the compression stroke, and since no fric-
tion between gas and walls is considered, the vortex is symmetrically
decelerated in the expansion stroke. Therefore, Q,, is almost symmetric
with respect to the TDC, having its maximum value few degrees be-
fore TDC. The slight asymmetry of Q. is caused by the effect of the
higher pressure and temperature before the TDC in the HT estimation
(see Equation (3.25)). In the case of @y, the maximum value is reached
about -12° ATDC, which is more reasonable considering the mechanism
of the tumble dissipation explained in Section 5.2.1.1.
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Figure 5.9. Heat transfer comparison (speed sweep and Ap = 400 mbar).

e The RMSE of the complete experimental matrix is included in Table
5.4. Tt is observed how the uncertainty of Q; is remarkably lower than
that of Q,, in all the cases, showing an average improvement of about
70%. This corroborates the better performance of the proposed model
in all the operating range. In the particular case of 1800 rpm and Ap
of 500 mbar, the uncertainty reduction of Q, is lower than in the rest
of the operating points (being about 40%), this is probably due to the
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higher experimental uncertainty at this operating condition, since this
point shows the highest noise-to-signal ratio.

Speed Ap Q. RMSE (@Q; RMSE Improvement

[rpm]  [mbar] [J/°] [J/°] [%]
1200 300 0.30 0.09 70
1200 400 0.33 0.08 77
1200 500 0.38 0.10 74
1500 300 0.31 0.08 75
1500 400 0.30 0.07 76
1500 500 0.31 0.12 61
1800 300 0.28 0.05 82
1800 400 0.28 0.08 72
1800 500 0.31 0.18 41

Table 5.4. RMSE of the HT computation by using the Woschni model and the
proposed model.

5.2.1.5 Sensitivity analysis

In order to determine the robustness of the proposed model due to un-
certainties of the parameters involved in Equation (5.5), a sensitivity study
of the most relevant variables is performed. This study is interesting if the
model is applied in different engines, since obtaining the input variables re-
quired is not always possible. In this sense, knowing the key parameters allows
performing properly assumptions and simplifications to obtain reliable results.

Equation (5.5) indicates that the parameters affecting the gas velocity
in motoring conditions are the calibration constants (Cy; and Cys), the char-
acteristic gas velocity (0,,) and the exponential function (f,). By observing
Equation (5.10), it can be concluded that the product 7,17, is the only uncer-
tainty affecting ¥y,, considering that A.rr and Aarvo—1vc are defined by the
engine geometry, meanwhile 1, is subject of experimental uncertainty and 7,
is not usually measured. Regarding f,,, Equation (5.7) shows that the constant
a is mathematically settled, therefore only the exponent m and the angles ag
and o can vary. It is important to remark that these three parameters cannot
be simultaneously adjusted, since a different exponent would lead to different
ap and ay; therefore, in this study the exponent m was kept constant and
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only the angles were varied. A sensitivity study was carried out to determine
the variation of 7,74, g and oy that produces a given uncertainty in the
HT computation. Each parameter is swept to produce maximum variations
of £20% in the accumulated HT, with steps of £5%.

The results presented in Figure 5.10 indicate that the term 7,1, has a
linear effect, and a variation of 1.4% in 7,11, results in a variation of 1% in Q.
ap shows also a linear trend, and a variation of 0.5° produces an uncertainty
of 1% in @y, so the model is very sensitive to this parameter and it should
be carefully calibrated. Finally g has a different behaviour depending on its
value: advancing «g about 1.5° results in a reduction of @; about 1% (being
this trend linear); however, delaying ag leads to a non-linear tend, thus a
variation of 14° leads to the maximum Q; uncertainty of 5%, whilst a higher
delay of aq yields to lower @y uncertainty. This behaviour is explained by the
instantaneous evolution of Q; which is discussed later.
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Figure 5.10. Sensitivity analysis.

To analyse the instantaneous effect of each parameter on @y, a reference
well-adjusted test at 1200 rpm and Ap 400 mbar is compared with the HT
resulting by considering the uncertainties analysed in the previous paragraph.
The results shown in Figure 5.11 correspond to variations of +10% on Q:
except in the case of delaying g, where the maximum uncertainty in ) is
5%. Q. is also presented in Figure 5.11 with the objective of highlighting
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how, in spite of the parameters variation, the qualitative fit of the proposed
model is always better than the reference Woschni model. Some remarkable
effects on the instantaneous HT profile are:
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Figure 5.11. HT sensitivity at 1200 rpm and Ap = 400 mbar.

e Positive or negative variations of ny,.1, affect directly the maximum HT
reached, being the instantaneous difference more evident between -30°
ATDC and 20° ATDC.
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e Advancing ag has a moderate effect on the HT shape, while its effect on
the maximum HT is higher. It is interesting to notice how advancing
ag results in slightly more HT in the early compression stroke. It is
explained because the model considers a slightly higher tumble during
this phase; however, at the beginning of compression, the pressure and
temperature of the chamber are low, thus the global effect on the HT is
small. Since the tumble dissipation starts earlier, a lower HT is observed
in the proximities of the TDC, which is not compensated by the small
increase at the beginning of the compression stroke so the accumulated
HT decreases.

e Delaying ag has a major effect on the HT shape, reducing significantly
the HT at the beginning of the compression stroke and increasing the HT
close to the TDC. This HT increment close to the TDC is compensated
by the reduction at the beginning of compression, thus the HT change
is limited (about 5%) as can be seen in the Figure 5.10. In spite of this
moderate uncertainty, the main issue of delaying «q is the deformation
of the Q, which results in higher HT peaks but abnormally low HT in
the compression stroke.

e The effect of ay can be observed between the maximum HT peak and
the end of the tumble dissipation as can be seen in Figure 5.11. De-
laying oy results in a longer dissipation process, and hence higher HT.
Consequently, advancing o has the contrary trend. The shape of Q; is
moderately affected by the variation of this parameter, but due to the
cumulative effect on the mean HT, an accurate determination of ay is
important.

From this analysis, it can be concluded that the model is reliable enough
to be generally applied for engines with tumble, and it is robust against uncer-
tainties of the parameters in reasonable ranges, performing better in both the
instantaneous evolution and the mean HT determination than the reference
HT model, which considers swirl.

5.2.1.6 Combustion analysis

As described, the model development and calibration have been per-
formed using motoring cycles, obtained through the skip-fire method. How-
ever, the model was designed for being applied to combustion cycles, where
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proper combustion diagnosis and energy thermal characterization require ac-
curate HT estimation. To assess the performance of the proposed model in
combustion, it is compared with the reference model in firing conditions. Fig-
ure 5.12, shows the HT and HR obtained with the reference and proposed
models. As combustion phenomena has not been considered in previous anal-
ysis, a final model adjustment is required to account for the effect of the
combustion evolution in the gas speed estimation. With this purpose, the
combustion constant Cy in Equations (3.26) and (5.12) was adjusted for both
models, in order to reach a maximum cumulative HR equal to the chemical
energy of the fuel (minor losses due to unburned products were neglected).
From the analysis of the HT and HR profiles, the following conclusions can be
highlighted:
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Figure 5.12. HT and HR in a combustion test at 1500 rpm and 3.6 bar of imep.

e The HR calculated with the reference HT model Q,, (HR,,) shows a
negative slope during the compression stroke leading to negative values,
whilst the HR calculated with the proposed HT model Q; (HR;) follows
a flat shape until the start of combustion (about -10° ATDC). As HR
stands for the chemical energy release during the combustion process,
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negative values have no physical meaning. The better performance of
HR; is attained by considering the tumble effect on the HT during com-
pression, leading to high Q, as explained in section 5.2.1.4 and clearly
seen in Figure 5.12.

e During the fast combustion process (from -10° ATDC to TDC) there is
no clear difference between H R,, and H R;; however, in the final combus-
tion stage taking place during the expansion stroke, H R,, has a higher
slope than H R;. In CDC is common that only a small amount of residual
fuel remains unburned after the fast combustion stage since the injection
event enhances the fuel/air mixing, thus the proposed model behaves
better because it shows a flatter shape after 20-25° ATDC. This trend
can be explained taking into account that the tumble vortex is com-
pletely dissipated around TDC, and hence the combustion term has the
main role in the HT along the expansion. However, the velocity terms
of the reference model in Equation (3.26) lead to a symmetric evolution
of the HT with respect to the TDC (see Figure 5.9), having a relevant
weight after TDC and clearly overestimating the HT, and hence the HR,
during late combustion.

This example confirms the importance of accurately accounting for the
tumble motion in the HT estimation and how the proposed model definitely
improves the HR calculation. Both, HT and HR, will be conveniently used
in the methodology described in Section 5.3 for the convective HT model
adjustment in the chamber of Engine B. Thus, starting from an accurate
and validated model is mandatory.

5.2.2 Heat transfer to the ports

As presented in Chapter 4.2.2, the IGEB requires the determination of
the HT to the ports (onrts). This term can be about 30% of the total HT
losses and can reach values about 10%sH, [8|; therefore, having a reliable
estimation of onrts is crucial for a proper GEB modelling. The specific energy
distribution to each element of the intake/exhaust ports is achieved thanks to
the lumped model described in Chapter 3.3.6.2; however, the main input of
this model is the HT from exhaust gases to the port walls that will be deter-
mined through a physical convective model. CALMEC and SiCiclo include a
simple model based on conventional convective correlations [9] that does not
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consider the instantaneous exhaust temperature variation, thus, the model has
to be improved to achieve higher sensitivity with this temperature. Thereby,
the proposal presented in this section takes into consideration the thermal
differences between intake/exhaust ports as well as in the open/closed cycles.

The HT from gases to the walls is mainly due to convection, thus the
Newton’s law of cooling can be used through prior determination of the heat
transfer coefficient, which can be obtained from a convective HT relationship
between Nusselt (/V,), Reynolds (R.) and Prandtl (Pr) numbers as follows:

N, =a R™ pm? (5.13)

where a, mq and msy are constant values and the N,, R, and P, are defined
as:

N, = 14

‘ (514)

R, = Tvr (5.15)
I

P = % (5.16)

being d, the valve diameter and h, k, v, p and p the heat transfer coef-
ficient, thermal conductivity, speed, density and viscosity of the gas respec-
tively, which characterize its fluid and thermal properties. Note that the terms
involved in Equations (5.14) to (5.16) correspond to known geometrical and
thermodynamic parameters except h, and hence Equation (5.13) can be solved
for its determination.

In the case of k and p, the empirical correlations proposed by Dolz [9]
can be used to their determination:

k=-834x10"2 T? +7.05 x 107° T+ 6.51 x 1073 (5.17)
T1.5
=116 x1070 —— 1
=116 1070 g (5.18)

where T' is the temperature at which they are calculated.

To solve Equation (5.13), it is important to pay special attention to the
differences in the thermo-fluid-dynamic processes between ports. To help in
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this explanation, the CFD results of the spatially-averaged gas temperature
evolution at intake (7j,) and exhaust (7,,) ports of Engine B are presented
in Figure 5.13. Complementary, the temporal-averaged temperature at intake

(Tip) and exhaust (T¢p) are presented in Table 5.5 along with the deviation at
different cycle stages. The following observations can be made:
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Figure 5.13. Cylinder, intake and ezhaust instantaneous temperatures along the
open cycle. CFD simulation on Engine B.

Cycle T, =Ty,+AT [°C] T, =T, +AT [°C]

Complete 47 £ 8 226 + 127
Open 41 £ 8 392 4+ 109
Closed 50 4+ 6 152 + 8

Table 5.5. Mean temperatures and standard deviation at ports.

— T;p has an almost constant value, having a deviation about +8°C during
the complete cycle as confirmed in Table 5.5. Therefore, Tj, is a good
estimation of this temperature during the complete cycle.

— T¢p shows a high variation during the cycle that is strongly related with
the exhaust process.
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— T,p has a value of 226°C and a deviation of 127°C during the complete
cycle. As can be seen, the variation of the temperature is about 60%.
However, when the closed and open cycles are analysed separately, it is
evident that T, is almost constant during the closed cycle (152°C and
a deviation of 8°C). On the other hand, the open cycle has higher Tg,
and deviation values (392°C and 109°C respectively).

Taking into account these comments, onrts can be split as:

onrts = Qip + er,cc + er,oc (519)

where Qip is the HT to the intake ports, er,cc is the HT to the exhausts ports
during closed cycle and Q¢poc is the HT to the exhausts ports during open
cycle.

In the following sections, specific models to determine the terms of Equa-
tion (5.19) are presented.

5.2.2.1 Heat transfer to the intake ports

The low thermal variation on the intake ports makes easier the deter-
mination of its HT. Bearing in mind the discussion presented in the previous
section, it can be assumed a flow at constant temperature through the intake
ports during the complete cycle. As Tip is close to the mean temperature at
intake manifold (Tj,;), this last is used to determine the gas properties.

Following the proposal of Depcik and Assanis [10] for Equation (5.13),
it is assumed that:

N 5 0.75

N, = 0.0694 R, (5.20)

where the Nusselt (NV,) and Reynolds (R.) numbers are cycle-averaged calcu-
lated by means of Equations (5.14) and (5.15) at the Tj,; conditions.

N - hm{ dv,int

u =

5.21
kint ( )

5 dv sant Vint ﬁint

R, = — 5.22
Hint ( )
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being d, int the intake valve diameter, and Rints Kint, Uint, Pint and fin: the
cycle-averaged heat transfer coefficient, thermal conductivity, speed, density
and viscosity of the gas respectively.

The mean gas speed through the intake port can be determined from
the flow through the port and the port section (A, int) as:
ma + mEGR
< Nv,int Av,int Pint

Vint =

_ 4 (g + mEGR)
z Nv,z’nt ™ d%,int Pint

(5.23)

where 1, and 1, are the intake air and EGR flow rates, z is the number
of cylinders and N, ;s is the number of intake valves per cylinder.

Combining Equations (5.20) to (5.23), the expression to determine A,
is finally obtained:

7 7 175 [4 (g + 10,) 0T
hint = 0.0694 kint d%iﬁt T2 N.. . ﬂ . (524)
,in in

Finally, the HT to the intake ports (Qip) is determined as:

Qip =z Nv,int Emt Aw,ip (Tznt - Tw,z‘p) (525)

where A, ;, is the intake port area in contact with the gas and T,y is the
port wall temperature, determined by means of the lumped model presented
in Chapter 3.3.6.2.

5.2.2.2 Heat transfer to the exhaust ports during closed cycle

There are two thermodynamic properties that differentiate the HT pro-
cess during open and closed cycle, thus the following comments have to be
done:

1. The gas temperate during the closed cycle has lower values and lower
variability than during open cycle, as shown in Figure 5.13.
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2. The gas speed during closed cycle is lower than during open cycle. The
gas movement when the valve is closed is a result of the vortex formed
during the open cycle as consequence of the high speed flow of burned
gases [9].

Taking into account comment 1, the gas temperature in the exhaust
port during closed cycle (T, c.) can be assumed to be constant. Therefore,
the mean experimental temperature at exhaust (T,.) is used for the determi-
nation of the gas properties.

Similarly as for the intake ports, the heat transfer coefficient in the closed

cycle (Regh,cc) is estimated by solving Equation (5.13), where the proposal of
Caton [11] is used:

N, = 0.022 R."® (5.26)

Equation (5.26) is a correlation for steady flow, which can be solved by
assuming a mean speed during the complete cycle as described in [9], being
this assumption in accordance with comment 2. Therefore, the gas speed at
exhaust during closed cycle is estimated as:

Mg + mf + Mpep

z Nv,ewh Av,exh Pexh

Vegh =

o 4 (mfl + mf + mEGR)
z Nv,ezh ™ dg’ea;h Pezxh

(5.27)

where d, ¢.p, is the exhaust valve diameter, N, ¢, is the number of exhaust
valves per cylinder and fiezp o is the viscosity at exhaust during closed cycle.

Taking into account Equations (5.26) and (5.27), and following the same

procedure presented for the intake ports, hegp e is finally obtained as:

4 (1hg + megr +1mp)"°

i 1. —1.8
hexh,cc = 0.022 kexh,cc d N —
T Z WNy.exh Mexh,cc

v,exh

(5.28)

where Eemh’cc is the thermal conductivity at exhaust during closed cycle.

The HT to the exhaust ports during the closed cycle (er@) is then
determined as:
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er,cc =z Nv,exh he:z:h,cc Aw,ep (Texh - Tw,ep) (529)

where Ay ¢p is the exhaust port area in contact with the gas and T, ¢, is the
port wall temperature, determined by means of the lumped model.

5.2.2.3 Heat transfer to the exhaust ports during open cycle

The high temperature variation and high velocity of the exhaust gas
during the open cycle make the HT determination at exhaust ports a chal-
lenging task. As can be seen in Figure 5.13, the temperature drop between
EVO and EVC is about 400°C + 109°C, thus it does not seem reasonable to
use a temporal-averaged temperature during this phase. In addition, the vari-
ation of the velocity at the exhausts ports makes more reasonable to assume
instantaneous conditions [9].

To consider instantaneous temperature and heat transfer coefficient, the
HT in the exhaust port during the open cycle is estimated based on the Sieder
and Tate proposal [12] as follows:

Nu(a) = C R%S(a) P(a) <Nemi;;c(a)>°'l4 (5.30)

where C' is a fitting constant, whose value has to be adjusted as explained
in Chapter 6.2.1.2, and g, and fieghoc(®) are the gas viscosities calculated
at the port wall and exhaust gas temperatures (Ty,¢p and Tepoc(@)). The
relation (fezn oe(c)/pp)%1* accounts for the instantaneous viscosity gradient
of the gases at each crank angle due to the gas and wall temperature difference.

The HT coefficient during the open cycle (hegh oc(cr)) can be determined
by combining Equations (5.14) and (5.30) as:

0.14
exh,oc kex oc
hewnoe(a) = C B*S(a) Pr(a) <“ h (0‘)) hoel@®) 55y
Hp dv,ea:h
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where kegp oc(@) is the instantaneous gas thermal conductivity at Tezp oc(t)
and R.(«a) is determined as follows:

dexh pe:ch,oc(a) 'Uezh,oc(a)
Ne:ph,oc(a)
_ 4 Mezn ()
m dv,ewh Nv,emh :U'ea;h,oc(a)

Re(a) =

(5.32)

where the instantaneous gas velocity (Vegh,ca(r)) is calculated from the instan-
taneous mass flow at exhaust (reyp (), which is obtained through the filling
and emptying model described in Chapter 3.3.2.

Similarly, P,(«) is determined as:

Cp,exh (Oé) Mexh,oc (Oé)

PT (a) - kexh,oc(a)

(5.33)

being ¢, exh () the instantaneous heating value at exhaust during the open
cycle.

At this point, is evident that the determination of the instantaneous
Tep,oc is crucial to estimate the gas properties as well as the HT during the
open cycle (er,oc)~ This temperature can be measured or modelled; however,
some comments have to be done:

— The experimental determination of T¢, oc(¢) requires the use of fast ther-
mocouples. Their complex installation makes their use difficult from a
practical point of view, and hence they are not used in common test
benches.

— Tepoc(a) can be accurately obtained by means of CFD models; how-
ever, the time consumption of these simulations is not allowed for the
application presented in this work.

Taking into account these comments, a 0D quasi-steady model is pro-
posed, since these types of models provide enough accuracy with shorter cal-
culation time, thus being more suitable for the application of this work.

In Figure 5.14, a scheme of the exhaust ports configuration is presented.
The gas temperature at the port inlet (7') is obtained from instantaneous
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Figure 5.14. Ezhaust port boundary conditions scheme.

in-cylinder temperature by assuming an isenthalpic process at invariant stag-
nation enthalpy. erm can be determined as the HT between the gas and
port wall (Equation (5.34)) as well as the enthalpy difference between points
1 and 2 (Equation (5.35)):

er,oc(a) =z Nv,exh hexh,oc(a) Aw,ep (Tep,oc(a) - Tw,ep) (534)
(@) cpeen(@) (T () — () (5.35)

where T, () is the gas temperature at the exhaust port outlet and T¢p oc()
is instantaneously determined as:

T(a) + Téxh(a)
2

Tep,oc(@r) = (5.36)

Note that the value of T} ,(c) is unknown, thereby, Equations (5.34)
and (5.35) are solve through an iterative process, assuming in a first step
that 77, (EVO) = Teyp. The result of this iterative process is the spatially
averaged temperature in the exhaust port (Tepoc(®)) and the instantaneous
HT to the exhaust port (Qepoc(c)), both during open cycle.

To assess the exhaust model performance, a comparison of the HT esti-
mated at each port for some operating conditions is summarized in Table 5.6
for Engine A. It is possible to see that the HT to the exhaust ports in the
open cycle accounts for more than 90% of the total HT to the ports. There-
fore, the efforts made to improve er,oc results in a global enhancement of
onrts, which is key for the GEB as described in Chapter 6.2.1.
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Speed/Load Intake Exhaust closed cycle Exhaust open cycle

[rpm] /[%)] (kW] (kW] (kW]
1000/25  -0,008 0,017 0,252
1000/100 0,027 0,074 1,009
2000/50  -0,037 0,175 1,746
4000/25  -0,088 0,124 1,098
4000/100  -0,160 0,374 2,969

Table 5.6. HT to the ports comparison between the intake and exhaust ports of
Engine A.

5.2.3 Heat transfer from oil to coolant

As commented in Chapter 4.3.2, there is some HT between the oil and
coolant (Qoil,cool) as both circulates through the engine. The coolant and oil
reject heat to the gallery walls due to convection. This heat is transferred by
conduction through the walls between coolant or oil circuits, depending on the
temperature difference between them. Usually, the oil temperature is higher
than that of the coolant, thus, Qoil,cool is assumed to be positive when it goes
from oil to coolant.

This HT process can be identified by comparing the experimental and
modelled HT to oil defined in Chapter 4.3.3. As shown in Figure 5.15, Qoihmod
is higher than Qoil,ewp at mid and high load operating points. This can be
explained by the high oil temperature at these conditions as shown in Figure
5.16. It can be observed how the oil temperature increases between 85°C and
125°C when increasing the speed and load, whilst the coolant temperature
remains almost constant (about 85°C); therefore, the difference between oil
and coolant temperature (T,; — Teo0) increases up to 45°C.

To account for Qoil,mod, a simple model which considers the thermal
resistances of the oil, the engine walls and the coolant is developed. The
model is based on the scheme shown in Figure 5.17; as can be seen, Qm-l’cool
can be determined as:

Toil - Tcool
oil + Rcond + Rcool

Qoil,cool = R (537)
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Figure 5.15. Comparison between experimental and modelled HT to oil.
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being Ry;;, Reond and Ry the thermal resistances between the oil and the
wall, due to conduction through the wall, and between the wall and coolant

respectively:
Rei = Bt " (5.38)
Reona kw;l 1 (5.39)
Regot = — (5.40)
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Figure 5.17. Heat transfer between oil and coolant within the engine.

where A is the heat transfer area, e is the wall thickness, k4 is the thermal
conductivity of the engine (block and cylinder head), and hy; and heyo are
the oil and coolant mean heat transfer coefficients.

Due to the complex design of the engine cooling and lubricating systems,
the geometrical information necessary to solve the Equation (5.37) cannot
be obtained from a specific engine part; moreover, the thermal conditions
are changing along these systems and the assumption of some hypotheses is
necessary:

— heir and hee were assumed to be proportional to the engine speed as

hoit =k} n and heoor = kY n.

— A characteristic thickness proportional to the cylinder bore as e = k, D
is assumed.

— The equivalent HT area is assumed to be proportional to the piston area
as A= ki D?.

Taking into account these hypotheses, and replacing Equations (5.38),
(5.39) and (5.40) in (5.37), the following expression is obtained:

Q' ] - Toit — Teool
oil,cool — 1 K, D

1
Wi, D2 T B, D? hyay T K7 m K D2

(5.41)
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As the specific information to determine all the constant in Equation
(5.41) is not available, constants k7 and k{ have to be considered altogether.
Taking this comment into account and grouping all the constants values,
Qoil,cool can be finally calculated as:

D2 (Toil - Tcool)

2 D
k1 n + k2 kwatl

Qoil,cool = (542)

where 2/k1n is an equivalent convection resistance and D /kokyqy is an equiv-
alent conduction resistance, and the constants ki and ko are the calibration
constants whose value were adjusted as described in Chapter 6.2.1.4.
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5.3 Uncertainties adjustment

To perform a precise evaluation of the IGEB terms presented in Chapter
4.2.2, it is necessary to reduce the uncertainty on the determination of some
parameters that affect the in-cylinder calculations. A brief description of the
effect of these uncertainties on the IGEB terms, along with proposals found
in the literature for their determination are following presented:

e Pressure pegging: a proper pressure pegging is necessary to accurately
determine the gas temperature, thus, it is important for the Qcpam and
Qports estimation.

Different methods for its determination [13, 14] can be grouped in two
categories: experimental methods based on the measurement of a refer-
ence pressure [14] and thermodynamic methods such as the simulation
of the gas polytropic evolution?.

e Compression ratio: the Compression Ratio (CR) is the main geo-
metrical uncertainty, it affects the instantaneous volume calculation and
hence the gas temperature, which impacts the Qcham and onrts deter-
mination [16].

Klein [17] evaluated four methods for the CR determination by compar-
ing the real compression process with polytropic evolutions. Striker [18]
proposed a methodology in which available sensors of production engines,
a high gain observer and a volumetric efficiency model were combined.
Lapuerta [19] used characteristic geometrical points to adjust CR with
a symmetry criterion.

e Engine deformations: It has a similar but lower effect on gas tem-
perature than the CR [16], thus having a small influence on Qcham and
onrts. The deformation also affects the calculation of N; due to its effect
on the volume derivative, as a consequence, it also affects the Ny, + N,
calculation.

In some works, a simple model to determine the clearance variations
taking into account the pressure and the inertial effects is used [16, 20].
Aronsson [21] used a similar model in an optical engine, and measured

2During compression stroke in combustion tests or in the compression and expansion
stroke in motoring test [15].
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the variation of the piston position by means of an optical window in
the liner.

e Heat transfer model fitting: this is the main uncertainty of the HT
model, thus affecting directly Q.pqem determination. A proper calibration
of the HT model is key to perform an accurate IGEB.

Nowadays, each author carries out a tuning process for a specific engine,
based on experimental measurements or thermodynamic assumptions
[22, 23], in order to adapt the models to one specific engine.

e TDC position: this parameter has an important influence on the p —
V' digram, thus affecting the N; determination, specially at low load
operating conditions. Besides, this parameter slightly affects the gas
temperature estimation, having a small effect on Qcham and onrts-

The TDC position can be obtained by means of experimental tech-
niques [24] or thermodynamic methods. The last ones allow determining
the angular interval (Aca.) between the TDC and the trigger, based
on the effect of Aa,,, on some variables such as heat release [25], simu-
lated pressure [17] or entropy [26]. In this work, the TDC is determined
following the Hohenberg’s proposal [27].

The stated uncertainties have different influence on the results but, in
general, they are all relevant for the calculation of the thermodynamic condi-
tions in the chamber [28], and hence for the accurate prediction of the affected
energy terms. Although different approaches for the determination of one un-
certainty have been commented, there are very few works dealing with the
adjustment of several of them at the same time while taking into account
their cross effect. Therefore, the estimation of one parameter can be affected
by the incorrect value of other uncertainties that are simultaneously adjusted.
Moreover, a combination of parameters can provide a low residual, according
to one criterion, but being worse according to another one. For example, the
effect of an incorrect pressure pegging and CR is similar in terms of simu-
lated peak pressure, but they are quite different in terms of heat release [16].
Thus, a methodology to simultaneously determine all the uncertainties (taking
into account their specific effects) and considering more than one criterion is
recommendable to ensure accuracy.

In this section, a global methodology to adjust the stated uncertainties
at the same time is described. The proposal is based on the thermodynamic
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analysis in motoring conditions as described in [28], thus the effect of the un-
certainties in the compression and expansion strokes can be assessed using the
RoHR obtained in motoring conditions?, and the experimental and simulated
pressure comparison. Although the methodology has been developed using
specific sub-models, it is flexible enough to be used with different models and
different engines. It is worth to clarify that regarding the HT calibration, after
the adjustment of the model in motoring conditions, additional calibration in
combustion will be done, as presented in Chapters 6.2.1 and 6.3.1.

The method presented is based on motoring tests; however, its suitability
in combustion tests is included in Appendix 5.A. To illustrate the method,
the results shown in the next section correspond only to Engine A, but they
are representative of those obtained in both Engine A and Engine B.

5.3.1 Engine characterization

To determine the optimal set of engine-installation parameters, an ad-
justment methodology, henceforth called Engine characterization, is shown in
Figure 5.18. It can be split in three main phases:

1. Firstly, the adjustment of engine characteristics (CR, deformation and
heat transfer models) is performed.

2. After the adjustment of the heat transfer, Ac.., is calculated using the
Hohenberg’s proposal [27].

3. Finally, the pressure pegging (which is different for each test) is carried
out.

The processes during the first and third steps are similar, and can be
summarised as follows:

e Starting from a reference set of values, a sensitivity study to determine
the effect of each uncertainty during the closed cycle is carried out (see
Section 5.3.1.1). The effect is analysed in terms of the uncertainty on
RoHR and in the simulated in-cylinder pressure. In the first case, a value
different from zero is due to incorrect uncertainties values, in the second

3 As there is no energy release in motoring conditions, the RoHR should be zero. Non-zero
values are due to uncertainties in the stated parameters.
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case, the simulated pressure is compared with the experimental one. The
result of this step is the instantaneous evolution of the characteristic
effects of each uncertainty in a set of motoring tests.

e Using the information provided by the previous step, a minimization
of the difference between the real and simulated pressure and RoHR
residuals is performed. For that, a Multiple Linear Regression (MLR)
[29] is carried out (Section 5.3.1.2), thus obtaining a new set of values
for the uncertainties.

Initial values
Pres AX1pe, CR, Cpy, keger

Updated parametes Phase 1 Phase 3

Sensitivity study for p,,,
imposing Acrpc, CR, Cyyy, kuy

Sensitivity study for
CR, Cyi, kaer

RoHR pressure RoHR pressure

!

| Adjustmend of p,,, |

New values for

1 1
1 1
1 1
1 1
1 1
1 1
1 1
![ Effecton Effect on simulated | |
! I
1 1
1 1

1
E CR, Cyyy» ks !

1 1
1 1
1 1
1 1
1 1
1 1
1 1
! [Effecton Effect on simulated | ;

1
' |
1 1
1 1
1 1
1 1
' 1

Variation
(Aotrpe, CR, Cyyy, kae) < 1%
Update parameters

Adjusted values of
- Aotrpe, CR, Cyy, kaer
- Pressure referenced

Figure 5.18. Engine characterization.

As the effect of each parameter on RoHR residuals and pressure evolu-
tion can be slightly different for different values of the other parameters, an
iterative process is performed until the variation of all of them, in comparison
with the previous iteration, becomes negligible.
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The parameters resulting from the Engine characterization are ready to
be used for combustion analysis and GEB*.

5.3.1.1 Sensitivity study

By solving the first law of thermodynamics as presented in the Chapter
3.3.4, the following expression for RoHR is obtained:

RoHR = T
da
o dT dQ dv dmjgev dmbb
=M G e TPg T i ) mg HRT 00

(5.43)

In motoring conditions, the real RoHR is zero; however, it can have a
non-zero value (%) due to experimental and modelling uncertainties. At
these conditions, Equation (5.43) becomes:

EROHR:mcvj—z—i—g—i—p%-i-RT% (5.44)
Although some experimental uncertainties and signal noise can affect
, it is assumed that the averaging of the 25 measured cycles and the
filtering process reduce the signal noise sufficiently [14]. It is also assumed
that all the relevant uncertainties have been considered, and any additional
effect on eR°HR is due to random experimental uncertainties.

EROHR

On the other hand, from a predictive point of view, the simulated mo-
toring pressure can be calculated by solving Equation (5.44) for p, assuming
that e®°HR — 0, which means an ideal motoring test, thus obtaining:

S MG dT 4+ dQ + R T dmyy
pszm— dV

(5.45)

As T and dT depends on pgjm,, Equation (5.45) is solved using an iter-
ative process. The simulated pressure deviation is straightforward obtained
through differentiation of experimental and simulated pressures:

4The referenced in-cylinder pressure in the motoring tests are also obtained. Although
they will not be used any more, it is important to highlight that the correct pressure level
is necessary to properly adjust the other uncertainties.
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e = Psim — P (5.46)

The identification of the characteristic effect of each parameter is key to
ensure their independence for the MLR method. For this reason, a sensitivity
study on e°HE and &P due to variations of the stated parameters is performed.
The variation range is summarized in Table 5.7, these values are reasonable
variations on the determination of these parameters, as justified by Martin [15],
and are considered appropriate for the application described in this section.

Parameter Variation

CR + 0,75
Eger +1
Cun + 2
Aoy + 0,5°
DPref + 100 mbar

Table 5.7. Parameters variation.

Figure 5.19 shows the effect of the engine parameters variation presented
in Table 5.7 on eR°HR (left) and P (right), whilst Figure 5.20 shows the effect
of pressure pegging for 1 motoring test. The main conclusions are:

e CR: its increment leads to a lower combustion chamber volume. Al-
though CR does not affect dV, it modifies T through the application
of the ideal gas law, thus affecting the specific heat and the HT term
in Equation (5.44). The main effect of CR on eR°HR (Figure 5.19 (a))
is due to the variation of d7" in the internal energy term, that can be
expressed as dT = _(=Lp dXLETd(mR), being n = —(f‘%@ the politropic

exponent. The CR affects n, producing the asymmetric behaviour of

gROHR " Ttg effect is higher in the proximities of TDC, where the varia-
tion of the chamber volume has a higher relative effect. On the other

hand, a higher CR leads to a higher simulated pressure, and hence a

positive e” as shown in Figure 5.19 (e).

® kger: it also affects the volume calculation, and hence the temperature
and the politropic exponent; however, its effect is qualitatively and quan-
titatively different from CR. Whilst the CR change produces a deviation
in the volume that remains constant during all the cycle, deformations
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Figure 5.19. Effects of CR, kacf, Cuw1 and Acayy,, on e®HR (left) and eP (right).

depend on pressure and acceleration, thus their effect vary during com-
pression and expansion, being more important near TDC (see Figure
5.19 (b) and (f)), where the pressure reaches its maximum value. On
the other hand, the higher the load, the higher the effect of the deforma-
tions; therefore, eR°HR and &P will change slightly at different operation
points. In comparison with CR, deformations have a lower maximum
effect for the considered variations.

Cy1: the higher this constant is, the higher the HT becomes. In Equa-
tion (5.44) it is possible to see that the heat transfer uncertainty is
directly transferred to e®°HR as can be seen in Figure 5.19 (c). Con-
trary to CR and kg.y, the uncertainty of (1 has an almost symmetric
effect on eR°HR being more important as the pressure and temperature
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increase. The effect on P shows the opposite trend, because a less adia-
batic evolution of the gas leads to a lower simulated pressure, as shown
in Figure 5.19 (g). The effect on pressure is not completely symmetric
due to the fact that heat rejection during the compression stroke is not
compensated in the expansion stroke.

e Aa,,,: the thermodynamic gap between the peak pressure and TDC
depends on the HT; therefore, it is not included as an independent vari-
able in the phase 1 of the adjustment but it is later obtained with the
Hohenberg proposal [27]. However, for the sake of completeness, it is
interesting to analyse separately its effect on eR°HR and P, Aoy
variation leads to different p and dp for a determined «, leading to in-
accuracies in the work, 7" and d7T', and hence, in the variations of heat
transfer and the internal energy. The combination of these effects pro-
duces the eR°HR shown in Figure 5.19 (d). As p in Equation (5.46) is
slightly affected by the variation of A, the effect observed in Fig-
ure 5.19 (h) is explained by the small change in the IVC pressure, and
mostly by the change of experimental p for each crank angle.

As stated in Section 5.3.1, the motoring pressure has to be referenced.
For this reason, a sensitivity study, similar to that carried out for the other
uncertainties, is performed for the pressure pegging (pref).

The variations on py.; have two main effects; on the one hand, it leads
to temperature and specific heat variations, on the other hand, it results in
uncertainties in the politropic exponent, and hence in the work estimation.
The pressure pegging affects the whole compression and expansion strokes,
being its effect on eR°HR higher far from TDC (see Figure 5.20 left), because
the relative effect is smaller when the cylinder pressure increases. In contrast,
the effect on &P is more important near the TDC (see Figure 5.20 right),
because a small variation of the pressure level at IVC is amplified during the
compression stroke.
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5.3.1.2 Uncertainties determination based on multiple linear
regression

Starting from the characteristic effects determined in the previous sec-
tion, and assuming the hypothesis of linearity [15], the total deviation of the
RoHR (EEQHR) and simulated pressure (gh,, ) due to the uncertainties can be
expressed as:

eRoHR () ~ ¢1e82HR (o) + cgg-:%glfR(a) + 0355;?13”(04) + c;;s?rffm(a) (5.47)
ehn(a) = ciedg (@) + coeg, (o) + c;;eidef (a) + cagy  (a) (5.48)

where cvis the crank angle, ecr, €¢,,, 5 €k, and ep, , are the effect of the uncer-
tainties variation on RoHR and pressure residuals, and ¢; to ¢4 are weighting
constants. The mathematical expressions for eR°HR and &P are similar, thus
Equation (5.47) and Equation (5.48) can be written in a general expression
as:

m
eila) =) cjeij(a) (5.49)

j=1
where ¢; is the effect on RoHR or p produced by the m = 4 uncertainties
considered at the operating point i. ¢; ; is the specific effect of the uncertainty
J in the operating point ¢, and c¢; the corresponding weighting constant®. The

equation system (Equation (5.49)) can be solved by knowing m equations;

5Note that the possibility of including additional uncertainties is implicitly considered,
being m > 4 in that case.



5.3 Uncertainties adjustment 213

however, as a pressure signal has n >> m samples, it is an overdetermined
system that must be solved in order to minimize e®°HR and P during the closed
cycle. This is done by means of MLR taking into account the considered
parameters, whose optimal solution is found by means of the least square
method. For a determined operation point ¢, the instantaneous uncertainty
on the RoHR or simulated pressure (e¢4p,i) can be expressed as:

Eeapi(a) = () + Eres,i() (5.50)

where e,¢5; accounts for the effect of the terms not considered specifically
with the stated uncertainties, such as some experimental uncertainties or sig-
nal noise. In order to diminish these residuals, a sweep of engine speed was
considered in motoring conditions taking into account several cycles, so that
the addition of the uncertainty on RoHR or simulated pressure in all tests at
a defined crank angle will be:

tests tests tests
Z Eexp’i(a) = Z Ei(a) + Z Eres,i(a) (551)
1=1 =1 =1

Taking into account the differentiation between engine characteristics
and pressure pegging described in Section 5.3.1, Equation (5.51) can be written
as:

tests tests m—1 tests tests
Y cepil@) =D D ciEig(@) + D ciep (@) + ) cresila)  (5.52)
=1 =1 j=1 =1 =1

On the one hand, the last term of Equation (5.52) corresponds to the
neglected uncertainties and noise that have an aleatory effect; therefore, the
addition of different operation points compensates it, being Zfejs Eres(@) = 0.
On the other hand, as described in Section 5.3.1, p..s is adjusted for each
operating point in a second phase after the engine characteristic adjustment;
thereby, it can be assumed that after some iterations Zfe:sf Ci €pey; = 0 in

Equation (5.52), thus:

tests tests m—1

> cempil@) = Y D ¢jeig(a) (5.53)
=1

i=1 j=1
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If Equation (5.53) is written for each crank angle, the following matrix
is obtained:

St Eeapii(a) Y eia(ar) o X eimei(a)] [ @
S eeapalaz) | | ein(a2) o Y eimo1(a2) | | e
tests . ) tests.' tests 4. .
> ie1 Eeapii(an) >ict giplan) o 25 €im—1(om)] [em—
(5.54)

The solution of this matrix results in a set of correction parameters
1, C2, ---Cm—1, that weight the effect of each specific uncertainty on the RoHR
or simulated pressure. The iterative process is carried out by applying the
following correction at each step:

Pjk = Pjk-1+cjr AP; (5.55)

where Pj, is the estimation of the P; parameter (CR, kger and Cy1) in the &
iteration, c;;, is the correction factor obtained by the MLR in the £ iteration,
and AP; is the variation of each parameter in the sensitivity study as detailed
in Table 5.7. The procedure can be performed only in one step; however, it
was checked that it provides more accurate results when an iterative process
is used, since the effect of each uncertainty on eR°HR and eP can vary slightly
depending on its value. It was found that after the third iteration, the variation
of the parameters is lower than 1%, which was assumed to be an acceptable
outcome.

Since both the effect of RoHR and simulated pressure are considered, the
process is carried out to find the optimal values that minimize separately eR°HR
and ¢P. Finally the optimal values obtained for each of them are averaged.

5.3.2 Evaluation of the methodology performance
5.3.2.1 Motoring conditions

To evaluate the methodology performance, it was tested in a speed sweep
of motoring tests performed on Engine A, changing the engine speed from
1000 rpm to 4000 rpm with steps of 500 rpm. To reduce the experimental
uncertainty, three repetitions of each operating point were measured.
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The initial values of the parameters to be adjusted are shown in the
“Reference” column of Table 5.8. The initial TDC position was assumed
to be at the peak pressure, the initial CR value is the one provided by the
engine manufacturer, kq.; is the average value obtained in several engines
proposed by Martin [15], and C,, is the value proposed by Woschni [30]. The
pressure pegging was initially carried out assuming that the pressure at the
BDC coincides with the pressure at the inlet manifold in each test. It was
checked that the final values provided by the proposed method do not depend
on the initial values, thus demonstrating that the calibration process is robust;
however, they must lie in a determined range around the actual value, so that
the hypothesis of linear and independent behaviour of each uncertainty is
accomplished. If the initial values are far from the actual ones, the iterative
method can provide results with no physical meaning or it cannot converge at
all. In both cases the problem can be detected.

Reference Adjusted

CR 16:1 15,9:1
kaes 2.20 1,29
Cuw1 2,28 1.74
Aoy 369,0 369.,9

Table 5.8. Characterization results.

The values of the parameters adjusted are presented in the “Adjusted”
column of Table 5.8. The residuals obtained with the reference and the ad-
justed parameters are shown in Table 5.9, where the RMSE of ¢R°HR and
the difference between the modelled and measured peak pressures are shown.
Following, some observations regarding the model performance for each pa-
rameter are presented:

e The difference between the reference and the adjusted TDC position
is 0.9°. This phase gap uses to be longer in smaller engines because
they have higher HT, as reported by Hohenberg [27]. It is interesting
to highlight the importance of the adjusted TDC position provided by
the method. Indeed, assuming that TDC is located at the peak pressure
in motoring tests would lead to an effect on imep that can only be
admissible at full load in combustion operation. A deviation of 0.5° at
mid load could lead to an effect on imep about 3% [16] and much higher
at low load.
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e The CR correction obtained with the method is -0.1. This variation

leads, in the worst case, to a deviation in the simulated peak pressure
of about 3 bar, which can increase in the case of combustion simulation,
where the inlet pressure will be higher.

Regarding kg, the correction obtained is -0.9 with respect to the refer-
ence value. Although having a lower effect than CR, it can lead to vari-
ations in the volume at the TDC about 2% at full load, where the high
pressure produces important deformations. The uncertainty in the vol-
ume would directly affect the in-cylinder temperature calculation, thus
affecting the RoHR, (in the combustion diagnosis) and the pressure evo-
lution (in the case of thermodynamic simulation).

Finally, the Cy1 correction of -0.54 can produce a maximum variation
of the HT peak in combustion about 14%, and leads to a deviation of 3
bar in the peak pressure in motoring conditions (higher in combustion).
The effect of the HT changes on cumulative HR can reach 1-2%nn ¢ H,, at
low speed and load, where HT to the chamber walls is about one third
of the fuel energy [31].

‘ RMSE of RoHR ‘ Error in py,q;

Speed | Reference Final | Reference Final
[rpm] /e 13/ (%] %]
1000 0,09 0,11 5,5 1,1
1500 0,17 0,13 9,0 0,5
2000 0,10 0,07 8,9 0,8
2500 0,15 0,11 8,7 0,8
3000 0,10 0,06 8,7 0,8
3500 0,14 0,07 9,0 0,7
4000 0,21 0,17 8,7 0,5

Table 5.9. Residuals of RoHR and simulated ppqz-

As shown in Table 5.9, the adjusted parameters provide a lower uncer-

tainty in the two observed variables in almost all the operating conditions.
Since the method optimizes the global results for the sake of the accuracy
in most of the operating conditions, slightly worse results can be obtained in
some specific tests. Thus, the RoHR at 1000 rpm shows a slightly higher resid-
ual than that obtained with the original values. It has been checked that it is
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not a general trend at low engine speed in other engines. In fact, the method
has been tested in smaller [32] and bigger [33] engines (omitted for the sake
of brevity), and the residuals of RoHR and simulated pressure showed similar

trends at low and high engine speed.

As seen in Table 5.9, the performance of the method is even better if
the simulated pressure is considered: the difference between the simulated
and experimental peak pressures diminishes from 9% to less than 1% after the

adjustment.

B 1000 rpm

EROHR [J[°]

1000 rpm

EROMR [J[°]

0.5 —

gROHR [J/°]

-0.5 1

3000 rpm

L

05 4000 rpm

EROHR [Jf°]
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T T
4000 rpm

Figure 5.21. B°HE (left) and P (right) in motoring tests.

To evidence the adjustment effect on the instantaneous evolution of a
compression cycle, Figure 5.21 shows ¢
used for the adjustment. The mid-frequency oscillations of eR°HR due to signal
noise have not been removed but have been centred around zero, since the low-

Angle [°]

RoHR

Angle [9]

and P in four motoring tests

&P [bar]

P [bar]

P [bar]

P [bar]
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frequency deviation due to incorrect parameters has been effectively corrected.
In the case of €P the effect on pressure is clearly reduced.

5.3.2.2 Evaluation of combustion results

Finally, combustion tests are used to evaluate the Engine characteriza-
tion results, taking into account that the final objective of this methodology
is to improve the combustion diagnosis to have reliable results to be used in
GEB.

7 1000 rpm 4000 rpm
1.5 -{ 100% . 100%
5 1+
£
0.5 - - - - Initial
Adjusted
0
2 T T T T T T T T T
1 1000 rpm 4000 rpm

15 - 25% 25%

HR [J/7]

Angle [] Angle []

Figure 5.22. Cumulative HR with the reference parameters and the adjusted ones.

The cumulative HR obtained at four operating conditions is shown in
Figure 5.22. It can be stated that the HR is overestimated with the reference
parameters, mainly explained by the high C,; and the incorrect TDC position.

For the sake of brevity, the analysis is completed only with two addi-
tional parameters. Thus, Figure 5.23 shows the difference of the indicated
efficiency and peak temperatures in the complete engine map, calculated with
the adjusted and reference parameters. On the one hand, it can be seen that
the reference parameters (mainly due to TDC position) lead to overestimating
the indicated efficiency more than 4% at low load, where the maximum devia-
tion takes place. On the other hand, the variation of the peak temperature is a
key parameter for both, the thermal behaviour of the engine and NO, forma-
tion. As shown, the maximum variation reaches 57°C at high load, being the
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relative effect more important at low speed. This variation can lead to heat
transfer differences up to 9%. Moreover, even though out of the scope of this
work, in case that the chamber conditions were used as boundary conditions
for combustion models, these variations would have important effects on NO,
modelling.

//—2.5\

-25

_ﬂ_g\
8 |25 -35
6

2

1000 1500 2000 2500 3000 3500 4000 1000 1500 2000 2500 3000 3500 4000
Speed [rpm] Speed [rpm]

Figure 5.23. Difference of indicated efficiency (left) and mazimum temperature
(right) after characterization.

5.4 Mechanical losses model

As explained in Chapter 4.3, to determine the specific energy flow to the
coolant and oil, it is necessary the detailed determination of the mechanical
losses. Strictly speaking, the mechanical losses power (INV,,) is defined as:

Ny = Njp+ N, — N, (5.56)

As detailed in Chapter 4.2.2, N, is directly determined from the indi-
cated cycleS, and the terms N fr and N, can be split as shown in Equations
(4.27) and (4.28), recalled here for convenience:

Nfr = Nfr,pis + Nfr,bear + Nfr,valv (557)

Na = Ncool + Noil + Nf (558>

5The negative sign is used for coherence with the sign convention explained in Chapter
4.2.2. In naturally aspirated engines, N, is negative, thus increasing N, value, whilst in
highly turbocharged engines N, can be positive thus reducing the N,,.
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As explained in Chapter 4.3, these terms lead to part of the coolant
and oil heat rejection externally measured. Therefore, to separate its contri-
bution from HT in the chamber and ports, it is necessary to determine them
accurately. Taking into account that their experimental determination cannot
be performed in conventional engine test benches, they were indirectly deter-
mined from available experimental information along with specific sub-models
proposed in the next sections.

5.4.1 Lubrication fundamentals

To determine the friction between surfaces in contact, it is necessary
to take into account the lubrication mechanism at which they operate. The
lubricating regimes can be identified by means of the Stribeck diagram, pre-
sented in Figure 5.24. In this diagram, the friction coefficient (f) in a bearing
is represented as function of the Sommerfeld number(S), also known as duty
parameter, which is defined as:

_nw
§=" (5.59)

where p is the oil viscosity, w is the rotational speed and ¢ is the load per unit
area.

In Figure 5.24, Sy is the duty parameter at which transition between
boundary and mixed lubrication occurs, fg is the dry friction coefficient during
boundary lubrication, S, is the critical duty parameter at which the transition
between mixed and hydrodynamic lubrication occurs and f.,. is the friction
coefficient when S = S,,.

As can be seen in Figure 5.24, depending on the duty parameter, three
defined lubricating zones are considered:

— Boundary region: in this region, the surfaces in contact are not com-
pletely separated by a lubricant film and there is a contact surface similar
to that in dry contact. The friction losses at these conditions depend di-
rectly on the material rugosity and the dry contact between the surfaces,
having higher friction levels than the other lubrication regimes.

— Hydrodynamic region: at hydrodynamic conditions, there is a lu-
bricant film between the moving surfaces, and hence no direct contact
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Figure 5.2/. Stribeck Diagram.

between them take place. This kind of lubrication occurs at stable steady
operation, where the movement of the pieces constantly drag oil towards
the lubricant film, thus keeping it stable.

— Mixed region: in this lubricating regime, the asperities of the surfaces
protrude through the oil film, thus some dry contact takes place between
them. This occurs when the oil drag speed is low and its temperature is
high, thus reducing both the viscosity and film thickness. At this regime,
both boundary and hydrodynamic lubrication occurs.

— Elastohydrodynamic region: this region is not represented in the
Figure 5.24; however, it is explained here because this regime is pre-
sented in some elements of the engine as will be explained later. The
elastohydrodynamic lubrication occurs when the lubricant between sur-
faces in rolling contact is subject to sufficiently high load to elastically
deform them during the hydrodynamic action. The oil viscosity increases
importantly due to the high pressure, thus allowing keeping the film.

In RICEs, depending on the element analysed and the instantaneous
operating condition, all the described lubricating regimes can take place. Fig-
ure 5.25 shows the main lubrication zones for the elements considered in this
work.
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Figure 5.25. Lubrication regimes for each element.

5.4.2 Friction losses between piston pack and liner

The piston elements considered to be in contact with the liner are the
compression, wiper and oil rings and the piston skirt. These elements are
referred henceforth as piston pack. The friction in these elements is about 40-
75% of Ny, [31]. The seal between the liner and the rings is not perfect, thus
some gas leakage occurs. This leakage produce a pressure load on the rings
back-face, which increase the contact force between them and the liner, and
hence the friction. The piston-rings assembly depends on the engine design,
thus several different configuration are used in current production engines;
however, a rather common configuration of three rings (i.e. compression, wiper
and oil rings) is considered for the model development.

To determine the friction of each element it is necessary to do some
simplifications of the real operation:

e No movement of the ring in the groove is considered.

At each crank angle (), the oil film has a uniform thickness around the
perimeter of the ring and it is treated as an incompressible fluid.

After assembled, the rings and liner are assumed to be a rigid body, thus
no twist, mechanical nor thermal deformations are allowed.

The ring’s face is always in contact with the lower face of its groove.

The simplifications assumed in this work are similar as those found in
the literature review [34]. More complex models assume twist and relative
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motion of the rings within the groove [35]. This kind of approaches require
detailed geometrical information and must be performed by means of finite
element analysis or dedicated experimental installations. For the application
presented in this work, where the main input is the in-cylinder pressure, the
results obtained with the assumptions made are considered to be accurate
enough.

5.4.2.1 Piston pack load determination

In Figure 5.26, a scheme of the loads acting on the piston pack are
presented (for the sake of clearness, piston-ring interactions were omitted).

p__

Ring free body
diagram

F,

mri &FN vi

D gri

[ERESEn]

QOil ring free body
diagram

s
s
RRARARZRRARARRRER)

pcar —
Figure 5.26. Forces acting on the piston pack.
The normal force (Fy ;) exerted on each ring is due to the gas force

(F,.ri) applied onto the ring’s back-face, and the ring’s mounting force” (F, ),
thus:

FN,ri = Fg,ri + Fm,ri (560)

"This is the pre-load of the ring due to the elastic deformation when the ring is assembled
between the piston and liner. This load should be as low as possible but high enough to
ensure the proper combustion chamber sealing.
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where ri refers to the ring ¢ (i.e. 71 -compression ring-, 72 -wiper ring- or 3
-oil ring-).

Fg,ri = Pri X Ari
= Ppr; T (D -2 le'm') hm' (5.61)

where A,; is the ring area in contact with the gas and p,; is the pressure
in each groove/ring volume. As shown in Figure 5.26, p, p,, and p,, are
the gas pressures applied in the compression, wiper and oil rings respectively,
being the in-cylinder pressure (p) experimentally obtained, and p,,, and p,,
estimated by means of the blow-by model described in Appendix 5.B.

Xel
'—+
}7

xp1

|=——>

h Jl hrI HM,

Figure 5.27. Rings and grooves geometry.

To determine the mounting force of each ring (F), ;) it is necessary to
know the contact pressure of the assembled ring® (pe,ri); however, the exper-
imental determination of this pressure is difficult, and hence it is commonly

8A detailed description of the contact pressure determination can be found in Appendix
5.C.
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calculated from the tangential (£} ,;) or the diametral (Fy,,;) forces?, according
to Equations (5.62) and (5.63) respectively [36]:

Fpi =27 Frp; (5.62)

= 0.9 7 Fups (5.63)

where A, ,; is the contact area between the ring and the liner.

In the case of the piston skirt, it is assumed that the resulting normal
force exerted over the piston (Fy,) is applied in the skirt (F s = Fy,,). This
force is determined from the engine mechanism dynamics as presented in the
Appendix 5.D.

5.4.2.2 Friction between piston pack and liner

To determine the friction coefficient between piston pack and liner, the
instantaneous lubrication regime characterized by the duty parameter has to
be estimated. Since the piston has an alternative movement, some modifica-
tions have to be made in Equation (5.59), thus obtaining the instantaneous
duty parameter for the rings (S,;) as follows [37]:

T D pvy ()

Sl = @)

(5.64)

where w in Equation (5.59) was replaced by the instantaneous piston speed!’
(vy,), and o was calculated from the load in the ring (Fy ;) and the contact
length (7 D), following the considerations made by Taraza and Henein [37].

According to Stanley et al. [34], there is a linear correlation between
the Ln(fri(a)) and Ln(S,;(«)) in the hydrodynamic region (S,; > S¢); thus,
known the duty parameter, the friction coefficient (f,;) at hydrodynamic con-
ditions is instantaneously determined as:

Ln(fri(a)) =m Ln(Syi(a)) + Ln(B) (5.65)

9These values depend on the rings design and requirements. As a reference, the values
of Fy r; provided by the manufacturer in the case of Engine A are 75, 40 and 90 N for the
compression, wiper and oil rings respectively.

¥Details of v,,, calculation can be found in Appendix 5.D.
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where m and Ln(B) are the slope and y intercepts, whose values depends on
the rings geometry. In this work, the mean value of those proposed in [34]
were used, thus m = 0.625 and Ln(B) = 1.962.

In the case of operating in the mixed region (Sp < Sy; < Ser), fri(a) is
determined following the proposal of Taraza and Henein [37]:

Fri@) = fo (1 - |S7;S)|> + for (‘Sz;ira)‘) (5.66)

where S, = 1x 107 is the critical duty parameter, f., = 0.0225 is the friction
coefficient when S,; =S¢, and fy = 0.14 is the dry friction coefficient.

Note that if S,;(«) tends to zero, fr;(a) can be determined as:

- |Sri(a)] 1S, (@)[\]
sril(g?ﬁo [fo (l_ Ser )Jrf”( S, )}—fo (5.67)

which means that for small enough S,; values, the lubrication is in the bound-
ary regime.

Similarly as for the rings, the friction coefficient between the piston
skirt and the liner (fs(«)) depends on the lubrication regime. As there is high
contact surface, there is always an oil film between skirt and liner, therefore,
hydrodynamic regime is assumed. The instantaneous duty parameter of the
skirt (Ss(a)) is determined as [34, 37]:

Sy(a) = m (5.68)

being Ly the skirt length and p. s(a) the contact pressure applied on the skirt,
which is estimated from the normal force in the skirt (Fy ) as:

Fn, ()
m D Ly

Pe,s(a) = (5.69)

The friction coeflicient between skirt and liner is then determined as
proposed in [37]:

fs(a) = ks Ss(a) (570)
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where ks is a constant, whose value is 2.5 according to Taraza and Henein [37].

Once the friction coefficient of each element of piston pack is determined,
the friction force of each ring (F, ;) and the skirt (Fy, ) is calculated as:

Firri(a) = fri(o) Fyri(a) (5.71)
Fprs(a) = fs(@) Fs(c) (5.72)

and the total power lost by friction in the piston pack during one cycle (N pis)
is determined as:

Niropis = 23: [ j’{ Fprri(@) vy (@) da] + ]{ Fiy(a) vy (@) da (5.73)

ri=1

5.4.3 Bearings friction

The friction in the bearings ranges between 20 and 40% of Ny, [31]. The
detailed determination of the losses due to friction and housing deformation
of the bearings can be performed by means of finite element analysis [38, 39].
As has been justified before, this approximation is not suitable for the appli-
cation presented in this work. Notwithstanding, by considering the bearing
lubrication along with the kinematics and dynamics of the engine mechanism,
a simplified and accurate friction model can be developed [37].

The model presented is based on the mobility method [40], in which the
minimum oil film thickness (hy) and the journal centre location and trajectory
inside the bearing are calculated. In Figure 5.28, the geometry of a loaded
bearing is presented, where e is the eccentricity between the journal and bear-
ing centres, v, is the journal centre speed, Fje,, is the instantaneous load,
¢ the angle between Fjp.q, and the centres line (attitude angle) and 4 is the
angle between Fieq, and v,,.

Note that Fpeq, depends on the bearing location on the engine mech-
anism (i.e. connecting rod or crankshaft). Figure 5.29 presents the forces
exerted on each bearing in a 4-cylinder engine. The load applied on a con-
necting rod bearing (F4;, where i is the cylinder analysed) can be directly
obtained from the dynamic analysis of the engine mechanism. On the other
hand, despite the force exerted by each cylinder in the crankshaft (Fo ;, where
i is the cylinder analysed) can be also determined from the dynamic analysis
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Figure 5.28. Scheme of bearings geometry.

of the engine mechanism, how this force is supported by each crankshaft bear-
ing requires specific measurements or finite element analysis. According to
the results shown in [41], it is accurate to assume that each of them supports
half of the force of adjacent cylinders, as shown in Figure 5.29. The detailed
calculation of Fs; and Fp; is provided in Appendix 5.D.

FA,I FA,4

0.5F,, 0.5F,, 0.5F,, ¢

05Fo; #=a 05F,, 0.5Fy; 05F,; = 05Fo,
[ 1

A
|
= =
Fy» Fys

Figure 5.29. Scheme of loads applied on the bearings in a 4-cylinder engine.

According to [40], the friction force in the bearings (Ffpeqr) can be
determined as:
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H Dl?ear W Lpear ‘]{)0 ¢ € Fpear . P+ M
4c Dbear Dbear w

Fyrpear = sing)  (5.74)

where w is the angular speed assumed to be the same for the journal and
bearing, Dpeqr is the bearing diameter, Lyeq, is the bearing length, p is the
oil viscosity, ¢ is the clearance between journal and bearing, ¢ = e/c is the
eccentricity ratio, v, is the speed of the bearing centre displacement and J?O
is a parameter that characterize the film extent and film thickness change
along the bearing, which is determined for a complete film extent as proposed
by Taylor [40]:

JOO—/Hr L gp= 2T (5.75)
L= o—o 1+ ecosb /1= e2 '

The terms of the friction force in Equation (5.74) correspond, from left
to right, to the shear stress (known as Couette constituent), the pressure con-
stituent and the translatory constituent, this last related with the movement
of the journal centre [40]. The model presented in this work is a quasi-steady
model; therefore, equilibrium values of Fp.q;, € and ¢ are reached at each crank
angle, and hence, there is no translatory component (v, = 0) [37]. Taking this
into account and replacing Equation (5.75) in (5.74), Ffy pear can be finally
calculated as:

27THD2 WLbear+C€Fbear

bear

F = sin
frbear Cc 1-— 62 Dbear 7

For a constant loaded bearing, as considered in this model, the friction
force correspond to the Ocvirk’s short bearing theory [42]. According to this
theory, € can be determined as [37]:

(5.76)

2F ear L ear 2 2 D ear 2
bear/ Lo < ¢ ) ( b > -1 “2)2\/0.6262“ (5.77)

qubear Dbear Lbear

and @ as:

(5.78)

= tan~t |- L-¢
e 4e
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To solve the Equations (5.77) and (5.78), it is necessary to know specific
bearing geometry. As this geometrical information is not usually available, in
Table 5.10, typical geometrical values of engine bearings as function of engine
bore are provided.

Parameter Connecting rod Crankshaft

Dhear 0.7 D 0,6 D
Licar 0,28 D 0,24 D
e 0,0005 D 0,0004 D
c 0,0018 D 0,0015 D

Table 5.10. Bearings geometrical parameters determination in function of cylinder
bore.

Once the friction components presented in Equation (5.76) are deter-
mined, the power lost by friction in the bearings during one cycle can be
calculated as:

NB

w Db ;
Nfr,bear = Z [?{ %Ffﬁbear,i(g) da (5-79)
=1

where ¢ is the analysed bearing and N B is the total number of bearings con-
sidered.

5.4.4 Valve train friction

The friction losses in valve train mechanisms depend on their design but
commonly ranges between 7 and 30% of Ny, [31]; in a conventional Diesel
engine with tappet follower, the rocker arm bearing accounts for about 10%
of the total friction in the valve train system, the cam bearing between 1 and
12%, the stem and valve guide about 2% and the cam/tappet contact between
85 and 90% [43]. As most of the friction occurs in the cam/tappet contact,
in some designs the sliding contact is replaced by a rolling contact by using a
roller instead of a tappet, thus reducing the friction about 50% [44].

The model presented in this work is focused on the tappet follower mech-
anism, which is the case of the Engine A and Engine B; however, to provide
a model suitable for most widespread valve train systems, the kinematics and
dynamics of both, tappet and rolling contacts, are presented in Appendix 5.E.
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»

Figure 5.30. Scheme of the contact between cam and tappet.

The cam and follower contact surface is separated by a thin oil film,
which is exposed to very high load. This causes an elastic deformation in
the cam and the follower that is comparable with the oil film thickness. To
estimate the oil film thickness, the elastohydrodynamic lubrication theory can
be used [45]. Therefore, the non-dimensional film thickness (H) is estimated
through the Dowson and Higginson proposal for line contact between two
cylinders [46]:

h
H =5 =265 UM GO w0 (5.80)

C

where hg is the minimum oil film thickness, key parameter to calculate the
friction in the valve train, R, is the equivalent radius of curvature (determined
as described in Appendix 5.E.1) and U, G and W are dimensionless parameters
defined as:

B Ve
- 81
V=4 r (5.81)
G=a. E, (5.82)
F valtv
[ — L (5.83)

EC RC Lcam
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being v. the entrainment velocity, Fy ya, the force normal to the common
tangent!'!, a, the pressure viscosity coefficient, Lcqm the cam width and E,

the effective elastic modulus calculated as [47]:

1 1—v 1 VJQC !
— =05 cam = 5.84
Ec Ecam Efol ( )

where Ecum and Ef, are the Young’s modulus and vee, and vy, are the
Poisson’s ratios of the cam and follower respectively'?.

The friction in the cam/follower contact (F'¢,yqa1v) has two components,
the boundary friction (Fp yq,) due to the asperity contact, and the viscous
friction component (F, yqu1,) due to the shear of lubricant [47, 48]:

Ffr,valv = Fb,valv + F’U,valv (585)
F} valy is determined as proposed in [49]'3:

Fb,valv =T Aa +km Py (586)

where 7, is the Eyring shear stress, A, is the asperity area, k,, is the pressure
coefficient of the boundary shear strength and P, is the load carried by the
asperities. The asperity area is calculated as [49]:

A, =70 ¢ 0)?A Fy (5.87)

and P, can be determined as:

P =12 oy \/f E. A Fyy (5.88)

15

being p the asperity density, ¢ the asperities radius of curvature, ¢ the compos-
ite surface roughness parameter and A the Hertzian contact area that can be

"Detailed determination of v. and FN yalv 1s included in Appendix 5.E.

12 As this information is not usually available, a reasonable assumption is to use the Young’s
modulus of the steel as the effective elastic modulus (E. = Esteer)-

13 Although the engine used in this work have tappet contact, Equation (5.86) can also be
applied to rolling contact.
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calculated by modelling the cam/follower contact as in the case of two cylin-
ders [48]. In Figure 5.31, the typical load distribution in the cam/follower
contact is presented. Thus, the Hertzian area is:

A=2b Leam (5.89)

being b the half Hertzian width calculated as [45]:

8 FN,valv Rc

b:
T F,

(5.90)

Figure 5.31. Hertzian contact area.

The statistical functions Fy and Fj/y (see Equations (5.87) and (5.88))
are defined as function of the separation parameter (A = %) as follows [47, 48]:

Fy(\) = \/;7 A T s = A" e 2ds (5.91)

It is convenient to use simplified expressions to solve Equation (5.91);
therefore, several empirical correlations are presented in Equations (5.92) and
(5.93). This kind of simplification facilitates the application of the model, and
similar expressions can be also found in related works [47].

Fy =147 e +0.0117X% — 0.143X% + 0.61) — 0.93 (5.92)
Fyjp = 2.26 e +0.03)% — 0.31A% + 1.172\ — 1.64 (5.93)

The viscous friction component (F, ,q1,) is determined as [48] 14,

“The model presented in this section was developed for a cam/tappet contact. A similar
model to estimate Fy, va1, in a cam/rolling contact can be found in Appendix 5.F.
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Fyvalw =7 (A= Ay) (5.94)

where 7 is the shear stress of the oil, which is calculated depending on whether
the oil has a Newtonian or non-Newtonian behaviour. This can be determined
by comparison of the Eyring shear stress with the actual shear stress. There-
fore:

7= Hels ;if T <7 (5.95)
ho
T=1+kKkp. ; if 7> (5.96)

being v the sliding velocity determined as shown in Appendix 5.E.1, k the
rate of change of shear stress with pressure, p. the pressure on the oil film
contact and . the oil viscosity at the contact point. p. is determined as [50]:

Fy valv — P,
c p— 7’ . 7
p A— A, (5.97)
and . as [b1]:
pe = el P (5.98)

Note that several parameters regarding the lubricant and surface proper-
ties are required to determine the friction components. Table 5.11 summarises
typical values of these parameters [47, 48, 52].

Taking into account the previous analysis, Equation (5.99) provides the
final expression used to determine the total friction in the valve train Ny, a0

Nfr,'ual'u = NIV |:% F};L,tvalv(a) vént(a) da:| +

Ny [ it o @) da] (5.99)

where the index int and exh refers to intake and exhaust, v. is the contact
speed determined as shown in Appendix 5.E.1 and Njy and Ngy are the total
number of intake and exhaust valves respectively.
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Parameter Value Units
Qe 1.4x1078 - 1.8x10~% m?/N
o 0.4 pm
(c/¢) 0.001 -
(0C o) 0.055 -

T0 2-10 MPa
km, 0.17 -

K 0.08

E, 187 - 210 GPa

Table 5.11. Typical values of the model parameters.

5.4.5 Coolant pump power

To pump the coolant, centrifugal pumps with straight blades are used,
thus the energy consumption (Ngue) can be determined as:

A .
Nyt = Deool Veool (5 1 00)

Tlcool

where V.o is the coolant flow rate, e is the pump efficiency and Apeog; is
the coolant pressure drop. As these parameters are not always available, they
can be determined as follows:

Apcool = klpool VQ (5101)

cool

being ki ¢ @ proportionality value experimentally adjusted.

Since the coolant pump is a centrifugal machine, the mass flow does
not necessarily share a linear trend with the rotating speed. However, from
the experimental results showed in Figure 5.32, it can be stated that this
hypothesis is suitable. As can be seen, the pressure and flow rate intersection
points fits linearly with the engine speed having a coefficient of determination
(R?) close to 1. Therefore, it is reasonable to assume that:

V::ool = k2,cool n (5102)

where kg co0 is the proportionality constant between coolant flow and engine
speed.
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Figure 5.32. Pressure drop at different coolant flow and engine speed in Engine A.

By combining Equations (5.100), (5.101) and (5.102), the following ex-
pression for N, can be obtained:

-3 3 3
kl,cool ‘/0001 . kl»COOl k?,cool n

N, cool —

(5.103)
Tcool Tlcool
In the case of Engine A, the values of the adjustment constants are
provided in Chapter 6.2.1. In the case of Engine B, the pumps are driven
externally and are not taken into account in the IGEB.

5.4.6 Oil pump power

In RICEs, the oil is usually pumped by means of gear or lobe pumps.
Therefore, the power consumption (N,;) can be calculated as:

Ny = Apoit Voil (5.104)
Noil
where 7,; is the pump efficiency, Ap,y; is the oil pressure drop and Vo is
the coolant flow rate. In the case that Ap,; and V,; are not available from
measurements, they must be estimated. On the one hand, taking into account
that the oil pump is a volumetric machine, the oil flow rate can be obtained
as a function of the engine speed as:

Voir = k1o 0 (5.105)
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where k1 4 is the proportionality between oil flow and engine speed.

On the other hand, since the pump has a relief valve, Ap,;; depends on
V,; until a certain engine speed (nAp,maz) at which the maximum oil pressure
(Apoit,maz) is reached. For values lower than Apyiimaez (N < NApmaz), APoil
can be determined by considering a simplified model in which the pressure
losses in a pipe is computed.

The friction factor in a pipe (fpipe) can be obtained with the Darcy-
Weisbach equation:

8 fpipe Lpipe 2

2 M2 oil
™ Dpipe g

Apoil =

= k3 01 fpive Vo (5.106)

being Lyipe the pipe length, Dppe the pipe diameter, g the gravity and &}, ,, =
8 Lpipe / 7T2D§ipe g a constant value. To determine fppe, the empirical formula
of Moody can be used [53]:

Dyipe o x 1061/
fpipe = 0.001375{ 1+ (200 o, + ——rive Fol (5.107)
pip AV pon
ot
where o, is the pipe rugosity, (o is the oil viscosity and p,; is the oil density.

In practice, it is not easy to choose representative values for o, and Dpe
to solve Equation (5.107), thus, a simpler proposal based on this expression is
presented:

K Lol k3 01l

] 01

fpipe = (3’?; ) (5.108)
oil

Replacing Equation (5.108) into (5.106), and bearing in mind that V,; =
k1 o1 m, the following expression for Ap,; is obtained:

k- .
/ 3,01l
k’g,ou Hoil
Voil

2
Voi

Apozl = k‘lé,oil <

_ k‘2,0’il /’LOZl k3,0’il (k . n)2 (5 109)
kl,oil n 1,0il .
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Note that, if the oil pressure is measured at some point along the oil line,
it can be used either directly in Equation (5.104) or to calibrate the constants
k2 oit and k3 4 of Equation (5.109). Regardless of whether this information is
available, the set of equations presented in this section allows modelling the oil
pump power consumption. Therefore, from Equation (5.104) and taking into
account Equations (5.105) and (5.109), the oil pump power can be determined
as:

o kl,oil n Apoil,maz

Noit = ;i Apey = Apoil,max (5110)
Noil
Evoon)3 (ko o \ k3,01l
Noil = ( Lol ) ( 2.0 :U’Oll> ; if Apoil < Apoil,max (5111)
Toil k1 0i 1

Similar as for the coolant pump, the values of the adjustment constants
for Engine A are provided in Chapter 6.2.1.

5.4.7 Fuel pump power

In conventional piston pumps, the total amount of fuel compressed by
the pistons (part of which is injected and part returns to the low pressure
circuit) depends on the pump rotating speed and pump size, thus the volu-
metric flow (Vf) is proportional to the engine speed. Thereby, the fuel pump
power depends on the engine speed and the pressure drop (Apy), which can
be assumed to be equal to the rail pressure (p,q), taking into account that
Prail is much higher than the feeding pressure'®. Taking into account these
comments, Equations (5.112) and (5.113) are proposed:

Vi A
Ny =L 2P (5.112)
nf
Eisn rai
_ Mg M Prait (5.113)
ny

where k} is the proportionality constant between Vf and n, and 7y is the pump
efficiency.

It is important to consider that, some new fuel pumps include both,
a pressure control valve and a volume control valve, whose behaviour differs

15pmil ranges between 200 and 2000 bar meanwhile the feeding pressure goes up to 5 bar.
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from conventional piston pumps. As can be seen in Figure 5.33 (a), the fuel
pump power consumption (Ny) in this kind of pumps depends on prqi, n
and the injected fuel mass as well. To determine the power consumption, a
characterization campaign was carried out through a modification of Engine
A test bench, consisting on dismounting the injectors from the combustion
chambers and performing motoring tests at different speed, p,4;; and injected
fuel mass (injecting in a vessel). The rest of friction losses were kept constant
by controlling the oil temperature, thus the mechanical losses variations can
be only attributed to injection setting changes.

Firstly, a motoring test without fuel pump activation (p,q;; = 0) is mea-
sured to determine the reference power consumption (Nyg). Then, pyqi and
the injected fuel mass were swept. The power required to drive the fuel pump
is then calculated as the difference between the current power consumption
and the reference power as presented in Equation (5.114):

Aps Vs

Ny =2rn M, — Njo=
Ul

(5.114)

where M, is the brake torque.

In Figure 5.33 (b), the variation of M, due to the injection of a high
(ms+) or a low (ms—) fuel amount is presented. This dependency with my
is explained by the strategy of the ECU, which manages the volume control
valve and regulates the amount of fuel compressed in the high pressure pump
to reduce the power waste.

Due to the difficulty to determine Vfuel in this kind of pumps, an empir-
ical correlation was adjusted based on the experimental results obtained from
Engine A:

Vi = ky g iy (5.115)

where ki y and kg ; are calibration constants and 7y is the total fuel mass
injected.

Finally, by replacing Equation (5.115) in (5.112), the power consumption
can be estimated as:

.k
kl,f me’f Prail
Ny=—l - (5.116)
nf
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Figure 5.33. Fuel pump power (left) and brake torque (right) at two levels of injected
fuel mass.

In Figure 5.34, the comparison between the experimental and modelled
fuel pump power is presented. It is possible to see how the model behaves well
in all operating conditions measured, considering a wide engine speed, Py
and fuel mass range.
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Figure 5.34. Ezxperimental and modelled fuel pump power consumption.
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5.5 Summary

As commented in Chapter 4.2.2, performing the IGEB requires the
modelling of some thermo-fluid-dynamics processes that are difficult to be
measured. The reference analysis tools (CALMEC and SiCiclo, described in
Chapter 3.3) include some of these sub-models, but they need to be upgraded
through addition of specific ones. This allows dealing with the IGEB in both,
Engine A and Engine B. Moreover, some of the existing HT sub-models
must be enhanced to achieve accurate predictions of in-cylinder and ports
HT, key for the IGEB analysis.

In short, the proposals for new and improved sub-models and HT cali-
bration are the following:

e HT model for engines with tumble motion: the development of
a HT model that accounts for the tumble motion was required to de-
termine the HT to the chambers walls of Engine B. CFD results were
used to the theoretical analysis and the empirical model development,
whilst skip-fire test were used to calibrate the model. Through a sensi-
tivity study in skip-fire test and an analysis of the model performance
in combustion conditions, the model robustness has been demonstrated,
showing a clearly better suitability for engines with tumble motion in
comparison with the reference Woschni-like model.

e HT to ports: several sub-models to determine the HT to intake and
exhaust ports have been described. In the case of intake ports during the
whole cycle and exhaust ports during closed cycle, convective equations
that considers mean values of temperature and mass flow have been
used. The use of mean values was justified by the low weight of the
HT during these stages and the small variation of temperature and gas
velocity. Nevertheless, as the HT to the exhaust port during open cycle
has higher impact on the GEB (more than 90% of the total HT to ports),
a 0D quasi-steady model for its determination was developed. In this
convective model, the instantaneous gas temperature and heat transfer
coeflicient were considered.

e Heat transfer from oil to coolant: HT between oil and coolant
takes place through the engine block and cylinder head, thus, a simple
lumped model which considers the thermal resistances of the oil, coolant
and engine material has been proposed.
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e Uncertainties adjustment: to attain accurate HT to engine walls,

the determination of some uncertain parameters (i.e. CR, kgef, A e
and Cy1) is required. An Engine characterization methodology based
on the sensitivity study of each parameter on the RoHR and the sim-
ulated pressure has been described, where a set of optimal values was
determined thanks to a MLR method.

Mechanical losses model: the HT to oil and coolant determination
requires detailed friction and auxiliary power modelling in order to sep-
arate their effect on Qcool and Qoil, which are experimentally measured.
Thereby, some specific semi-empirical sub-models to calculate the fric-
tion between piston pack and liner, bearings and valve train have been
proposed, considering the kinematic, dynamic and tribological processes
of each element. Similarly, simple sub-models to determine the coolant,
oil and fuel pumps power have been developed, taking into account sim-
plified geometrical information to estimate the mass flow and pressure
drop of each pump. For these friction and auxiliary models, calibration
constants can be adjusted based on experimental information.

Once all the models required were developed, the next step is to provide

a calibration methodology. Therefore, the next chapter is addressed at the
description of a general sub-models adjustment methodology, along with some
applications of the GEB in Engine A and Engine B.
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5.A Appendix: adjustment methodology
performance with late Sol tests

The adjustment methodology was tested in a set of delayed injection
tests performed on Engine A. The main potential advantage of using combus-
tion tests instead of motoring tests is the similar thermal and thermodynamic
conditions (gas and wall temperatures, pressure and gas composition) with
respect to the nominal combustion tests. The main drawback is the smaller
crank angle slot in which the thermodynamic analysis can be applied: about
half the duration than in motoring conditions, because it can be applied only
between IVC and Sol. The operating conditions tested are summarized in Ta-
ble 5.12. To reduce the experimental uncertainties, three repetitions of each
operating point were measured.

Speed Load Sol
wpm]  [%]  [PATDC]

1000 50 1,7
2000 50 2,9
3000 50 4,9
4000 50 0,8

Table 5.12. Set of delayed Sol points used to test the adjustment methodology.

The result of the test are presented in Figure 5.35, where the behaviour
of RoHR and pressure deviations during the compression are in agreement
with those described for the motoring test, having an important reduction in
both eR°HR and ¢P. However, despite the good performance in the reduction
of the instantaneous deviation, the values of CR, Cyy1 and kges obtained (see
“Delayed Sol 1”7 column in Table 5.13), are not in agreement with those ob-
tained in motoring conditions. This difference can be explained through the
observation of the sensitivity effects shown in Figure 5.19: when compared
the effect of each uncertainty, they have a similar trend up to -30° ATDC and
is in the range £30° where the characteristic behaviour of each parameter is
more evident. As only some part of this region is available for the analysis,
the method cannot differentiate correctly their effects, thus providing results
that adjust reasonably the compression stroke but that are not coherent.

From these results, it can be stated that if the information of the com-
plete closed cycle (or at least most of it) is not available, the assumption of
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Reference Motoring Delayed Sol 1 Delayed Sol 2

CR 16:1 15,9:1 15,4:1 15,9:1
Kaes 2,20 1,29 1,25 1,29
Cu1 2,28 1.74 0,65 2,04
JAV . 369,0 369.,9 369,6 369.9
Table 5.13. Results of Engine characterization.
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Figure 5.35. ¢®°HE (left) and P (right) for the delayed Sol study.
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independent effects is not fulfilled and the method does not perform properly.
Thus, using late Sol is not suitable to adjust all the uncertainties at the same
time. Taking into account this limitation, the method was tested for determin-
ing only the CR. This can be a convenient solution taking into account that
Cuw1 and kgep are parameters that remain constant during the engine life and
do not change for different cylinders. Thus, if they were obtained previously
using a set of motoring tests, the TDC position can be obtained knowing the
heat transfer, and the CR can be determined with the proposed method as
shown in “Delayed Sol 2” column in Table 5.13, which can be useful if the
chamber geometry is modified.



246 Chap.5 Sub-models development and improvement

5.B Appendix: blow-by model

The accurate determination of instantaneous blow-by!'6 presents several
challenges regarding the rings assembly dynamics, the rings deformation, the
gas thermal and fluid dynamic when the flow passes through the crevices, etc.

In this section, a model which consider instantaneous flow through each
ring gap is described. Firstly, some simplifications and hypotheses have to be
made regarding the piston-rings assembly and blow-by phenomena:

— No rings relative motion nor deformation is taken into account. The
rings are assumed to be rigid bodies always in contact with the bottom
face of the groove. Accordingly, the volumes between rings and grooves,
and between adjacent rings are constant.

— It is assumed that all the gas leakage occurs only through the rings gaps,
which are modelled as nozzles. This is consistent with the previous
hypothesis, since the bottom ring face is always in contact with the
groove and hence no gas leakage through them can occur.

— The flow through the gap is modelled as an isentropic nozzle. Due to
the fast flow through the gap, no time for HT is assumed, and hence the
process is considered adiabatic [54, 55].

— Volumes between rings are assumed to be isothermal systems and the gas
temperature is assumed to be the mean temperature between the piston
and liner walls (T,,, = (Tpis +T¢yi)/2). This is explained by the high HT
rate due to the high area/volume ratio. This assumption is supported
by the work of Furuhama and Tada [54], who experimentally determined
the gas an the wall temperatures, observing very similar values between
them.

In Figure 5.36, the simplified scheme of the piston pack geometry is pre-
sented. The model is composed by 4 volumes and 3 nozzle: the 1*" volume
corresponds to the combustion chamber and the crevice between the chamber

The blow-by accounts for the gas flow from the combustion chamber to the crankcase;
however, during the intake stroke the in-cylinder pressure could reach values below those
in the volumes between the piston and the liner, thus the gas flows from those volumes to
combustion chamber, such phenomenon is known as blow-back. For the sake of simplicity,
in the description presented the models is always referred as blow-by.
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and the compression ring, the 2°¢ volume is the clearance between the com-
pression and wiper rings, the 3'¢ volume is the clearance between the wiper
and the oil rings and the 4" volume is the clearance between the oil ring,
the piston skirt and the crank case. As explained, each gap between rings is
represented by a nozzle.

Figure 5.36. Piston/rings assembly geometry.

As stated, the gas in the volumes is assumed to be isothermal, thus the
continuity equation for each volume can be expressed as:

dpi RT;
dt Vv

(mi,in - mi,out) (5117)

where for each ¢ volume, R is the gas constant, T; is the gas temperature, V; is
the volume and 1M 4, and 1m; o, are the instantaneous mass flow rates entering
and exiting the volume respectively.

The mass flow through the ring gap is calculated by means of the isen-
tropic nozzle model:

g

—_— A1
RT. (5.118)

mij(a) = coh Agapi Pu

where j corresponds to the downstream volume, cp; is the apparent discharge
coefficient to be experimentally adjusted by means of mean flow measurements,



248 Chap.5 Sub-models development and improvement

Agap,i is the gap area of the ring, p, is the upstream pressure, T;, the upstream
temperature and z; is calculated as:

()T e

being pg the downstream pressure and ~ the adiabatic index.

Note that Equation (5.118) is calculated for each crank angle in function
of the thermodynamic conditions of the volume 7. If the pressure drop comply:

pd<( 2 )nl (5.120)

Pu v+1
choked flow occurs and the critic pressure pg,:

~

2 =1
Per = Pu vt 1 (5121)

is used instead of pg.

During transient operation, specially in cold start where blow-by is an
issue, the integrated gas flow through each volume during one thermodynamic
cycle changes cycle to cycle and from one volume to another, taking into ac-
count that the gas is accumulated or leaked depending on the transient ther-
modynamic conditions. However, in steady operation, the cumulated blow-by
flow (mpp) reaches an equilibrium after the convergence of the calculation in
an iterative process, indicating that the net mass flow leakage through each
volume is the same and there is no net accumulation along the cycle.

Once the physic model is described, it is necessary to perform some
assumptions and initializations in order to apply the model. Firstly, the piston
geometry presented in Figure 5.36 is used to determine the volumes between
the piston and the liner. The interesting volumes are those between rings, i.e.
V5 and V3. To estimate those volumes, they are divided in zones as shown in
Figure 5.37. The volumes of such zones can be easily calculated as presented
in Equation (5.122):
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Figure 5.37. Detail of the volume between piston and liner.
T hp1po 2 2
Vai = 4 [D = (D = 2zq) ] (5.122)
hpo — hy
Voo = W [D? — (D — 2z — 23p2)?] (5.123)
hy
Vag = = ; 2 (D = 22,9)% — (D — 220 — 229)?] (5.124)
and Equation (5.127):
h
Vi1 = % [D? — (D — 224)?] (5.125)
hps — hy
Vio = W [D? — (D — 2z — 223)°] (5.126)
hy
Vag = = y 5 [(D = 21,3)% — (D — 200 — 223)°] (5.127)
thus, V5 and V3 are calculated as the addition of each volume as:
Vo=Vo1+4 Voo + Vo3 (5.128)
V3="V31+ V32 + V33 (5.129)

The thermodynamic conditions at each volume are determined through
an iterative process. Thus, some initial assumptions have to be done to start

the calculations:
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— The discharge coefficient of each gap (cp,;) has an initial value of 1.
These values are adjusted each iteration as is explained later.

— The pressure in the volumes 2 and 3 (p,,, and p,,,) are initialized as:

p
Pyo0 =~ (5.130)
v V p/pcrank
Bvs (5.131)

DPvs,0 =
V Pya /pcrank

— The pressure in the 4™ volume is the crankcase pressure, which is as-
sumed to be the atmospheric pressure.

The thermodynamic conditions of volumes 1 and 4 are completely de-
fined, meanwhile the conditions in the volumes 2 and 3 are determined by
means of an iterative process. This process converge when the difference be-
tween experimental and estimated mass flow (&p,,,) presented in Equation
(5.132) is lower than 1%.

mi2 + Moz +m3q

embb -

1 5.132
3 Mpb,exp ( )

where mpp ¢rp is the mean value of the experimental blow-by mass flow.

In Figure 5.38, the modelled instantaneous blow-by mass flow for the
extreme points of the Engine A map are presented. As shown in the de-
tail (upper corner of Figure 5.38), this model is able to detect the blow-back
phenomena, which corresponds to the zones with negative blow-by mass flow
around 90° and 300° ATDC.

Along with the instantaneous blow-by mass flow, the instantaneous pres-
sure in the rings grooves shown in Figure 5.39 are also obtained. These pres-
sures are key inputs for the piston friction model described in Section 5.4.2.
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Figure 5.38. Blow-by mass flow.
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