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Abstract

:

In order to ensure a high level of performance and to comply with the increasingly severe limitations in terms of fuel consumption and pollution emissions, modern diesel engines need continuous monitoring of their operating conditions by their control units. With particular focus on turbocharged engines, which are presently the standard in a large number of applications, the use of the average and the instantaneous turbocharger speeds is thought to represent a valuable feedback of the engine behavior, especially for the identification of the cylinder-to-cylinder injection variations. The correct operation of the injectors and control of the injected fuel quantity allow the controller to ensure the right combustion process and maintain engine performance. In the present study, two different techniques are presented to fit this scope. The techniques are discussed and experimentally validated, leading to the definition of an integrated control strategy, which features the main benefits of the two, and is able to correctly detect the cylinder-to-cylinder injection variation and, consequently, properly correct the injection in each cylinder in order to balance the engine behavior. In addition, the possibility of detecting misfiring events was assessed.
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1. Introduction


The reliability and efficiency of internal combustion engines make them the most applied technology solution throughout the world in multiple roles, such as transport, power generation, and industrial application. In order to guarantee a high level of performance and to comply with challenging new regulations, continuous supervision of engine operating conditions is needed (e.g., [1,2]), with particular reference to fuel consumption [3], combustion control [4], and pollution emissions [5,6]. To this end, the monitoring of the engine’s thermodynamic cycle is the most suitable approach. During the development stage of a new unit, direct analyses of the in-cylinder pressure are commonly performed at the test bench in order to optimize the engine’s thermodynamic cycle, with particular focus on the combustion process. Indeed, the in-cylinder pressure is one of the most important parameters for the analysis of combustion; however, its direct measurement using a pressure sensor is often intrusive and expensive. For this reason, many solutions of indirect measurements exploiting nonintrusive and low-cost sensors have been studied. The most diffused and studied monitoring methodologies are based on different types of acoustic emissions [7,8,9,10,11], vibration analysis [12,13,14,15], or crankshaft engine speed analysis [16,17,18,19,20,21].



The generation of noise in ICEs comes from aerodynamic and mechanical sources. The source of noise caused by air perturbation can be defined as an aerodynamic source, i.e., turbulence within the exhaust and intake system. Noise generated through contacts, impacts, and shocks between surfaces are the mechanical source, including, for example, impacts between cylinders and pistons, shafts, and supports, etc. Because of the above, several different contributions are included in the overall acoustic emissions from the engine; the difficulty of the isolation of each contribution within this emission represents one of the biggest issues related to engine condition monitoring based on acoustic emissions. The use of acoustic signals as a monitoring methodology is limited currently by the masking effect given by the background noise and preprocessing operations are mandatory to obtain a reliable signal [22].



The vibration method is often adopted for the detection and control of engine knocking in spark ignition engines. Diesel engines present four different sources of vibrations: combustion, piston slap, fuel injection valve operation, and inertial forces that move the engine block in its supports. Antoni et al. [23] pointed out that the majority of these sources of vibration are linked with events that occur in a small crank-angle window around the piston top-dead center. The consequent overlapping vibration signatures represent, in the analysis of the engine vibration signals, one of the most important problems. When a misfiring or a knock event take place, a complex vibration pattern is created. By analyzing this pattern, it is theoretically possible to detect in which cylinder(s) a malfunction is occurring. Vibrational measures, on the other hand, are affected by a low signal-to-noise ratio at low frequencies that influences the correct reconstruction of the engine cycle.



Techniques for condition monitoring of the ICE by means of the crank-angle measurements are based on the angular speed and acceleration fluctuation of the crankshaft. These fluctuations are linked to the fast variation of the in-cylinder pressure for each cylinder during engine operation. The measurements of the crankshaft speed variation could be used to evaluate both the engine torque and the in-cylinder pressure. Crank-angle-based monitoring techniques have many advantages, among which are the availability of already used crankshafts sensors, the low-cost of the sensors, the possibility to distinguish the contribution of each cylinder, and the nonintrusive nature of the measurement. However, one of the main disadvantages of these techniques is the poor sensitivity of the crankshaft speed, due to the high inertia of the engine, meaning that the fault has to be sufficiently severe to cause a variation in terms of the torque having a measurable effect on the crankshaft velocity fluctuation. Another weakness of these techniques is related to the inability of identifying specific component-related faults [24].



Monitoring strategies based on turbocharger (TC) speed are studied due to its strict connection with all the important parameters of a turbocharger diesel engine (TCDE) [25]. Many engine parameters can be detected, such as the EGR ratio, the fuel injection characteristics, the combustion process, or the environmental pressure, and it requires nonintrusive and inexpensive measurements. By monitoring the TC speed, faults regarding many engine conditions can be identified, including a different injection mass in one cylinder and in which cylinder this difference occurs [26,27,28]. However, the TC speed is not yet exploited to its full potential.



In this paper, considering the growing use of turbochargers (TC) in all modern compression ignited and spark ignited internal combustion engines, a detailed study on the use of the average and instantaneous TC speed as a feedback of the engine operating conditions is presented [29].



Two different approaches, based on time and frequency content of the TC speed are presented and compared numerically and experimentally for a four-stroke turbo-diesel engine, focusing on the possibility of monitoring the performance of the engine injectors. The two methodologies were initially theorized by some of the authors in [30,31] based on numerical simulations. In the present study, both approaches have been first made more systematic and robust (e.g., with a more detailed treatment of the experimental signal of the turbocharger speed). Then, a specific experimental campaign was carried out to verify the reliability of the two methodologies. In particular, two different sets of injectors were tested, one with a homogeneous performance among cylinders and a deteriorated one with a different performance for each cylinder. As an additional point of novelty, an integrated procedure able to combine the benefits of the two methodologies has been figured out, being easily implementable in real engines and able to detect misfiring events.




2. Developed Techniques to Monitor the Injector Performance Based on Turbocharger Speed


Upon examination of the sensitivity of the instantaneous TC speed to the cylinder-to-cylinder and to the global injection variation, two methodologies have been theoretically conceived in the recent past [30,31] with the aim of detecting the actual fuel quantity injected in each cylinder during engine operation. In previous studies, the methodologies were set up making use of a 1D numerical model of the same engine that was then tested in the present study. The two techniques are, respectively, based on:

	
the acceleration of the turbocharger equal to the derivative of the TC speed signal



	
the frequency content of the TC speed signal analyzed by means of a Fast Fourier Transformation (FFT)








The two approaches are presented and discussed in the following section, pointing out their main benefits and drawbacks, while the following sections reports the results of the extensive experimental campaign that has been carried out for their validation and assessment.



2.1. Technique Based on TC Acceleration


This technique makes use of TC acceleration information contained in the TC speed signal. The evolution of the TC speed during each engine cycle is directly influenced by the pressure waves coming from the discontinuous functioning of the internal combustion engine, which enter the turbine inlet. Since this pressure profile, in turn, depends on the engine combustion process and then to the fuel quantity injected in each cylinder, the TC acceleration is proposed for use as a parameter for the monitoring of the fuel injection. As a confirmation of the above, Figure 1 confirms good agreement between the TC acceleration and pressure waves at the engine outlet. Data in Figure 1 (and in the whole Section 2) come from numerical simulations on the same engine used in [29] carried out with the calibrated 1D model, but they are fully representative of the situation commonly found in engines during operation.



In order to correlate each cylinder to the corresponding acceleration peak, the whole engine cycle has to be divided into four crank-angle (CA) windows, in each of which, a cylinder gives the most relevant contribution to the instantaneous TC speed oscillation. To this end, the minimum value of the TC speed is considered as the end of the contribution of one cylinder. As soon as the TC speed starts increasing again, this new phase can be associated with the opening of the exhaust valve of the subsequent cylinder (in terms of firing order). In other words, the windows of influence are defined starting from the minimum value of the TC speed, dividing the remaining cycle into a number of equally-spaced windows having a CA duration obtained by dividing for the number of cylinders of the engine (e.g., 180° of CA in case of a four-cylinder engine).



In addition, in any window of influence, the acceleration signal is purged by the average acceleration within the window itself. This precaution is needed to avoid the analysis from being affected by the mutual influence among cylinders that can be represented by the average exhaust pressure.



The effects of this procedure are clearly distinguishable in Figure 2, where the instantaneous TC acceleration purged by the average value for each cylinder-window is compared to the actual acceleration and the baseline case. The results in Figure 2 (data derived from the model of [29]) are again obtained with the same 1D model used in Figure 1.



The resulting value in time was called TurboCharger Acceleration Factor (TCAF). To summarize, the TCAF (Equation (1)) is defined for each cylinder (Cyl_i) as the maximum acceleration value (acc) measured in its corresponding time window (in terms of CA degrees) reduced by the average calculated in the related contribution window (Equation (2)), where ω is the TC speed and ϑ is the CA (f and i are the final and initial instants of the window, respectively).


TCAFCyl_i=accpeak−accavgϑf,ϑi.



(1)






accavgϑf,ϑi=ωTC(ϑf)−ωTC(ϑi)ϑf−ϑi.



(2)







By its nature, the TCAFCyl_i is related to the fuel quantity injected in the ith cylinder. The reliability of the acceleration methodology for the injector performance monitoring is, however, limited by the engine speed. In previous studies [30,31], it was shown in fact that at high engine rotational speeds (3000 rpm and above), the correlation between the TCAF parameter and the injected fuel in one of the cylinders is no longer stable and exploitable, due to the following reasons:

	
at high engine rotational speeds, the scavenging phase (if present) managed by the valve overlap makes the pressure wave coming from the inlet duct (i.e., from the compressor) affect the pressure at the turbine inlet and the instantaneous TC speed;



	
high engine speeds are connected to strong pressure pulsations, and consequently to instantaneous TC speed oscillations, characterized by very high frequency, as testified by Equation (3), where ncyl is the number of cylinders, N is the average engine speed and T is the number of strokes of the engine. This frequency is called firing frequency;


f=2 N ncyl T−1.



(3)







	
since the turbine response is mostly affected by its inertia, the difference between the acceleration trend and the pressure oscillation increases with respect to lower regimes and the TCAF is not able to give useful information about the cylinder-to-cylinder injection variation.









2.2. Frequency Content-Based Monitoring Technique


The second monitoring methodology is based on the analysis of the main orders of the turbocharger speed signal. Orders are commonly used in ICE analysis since they consider the frequency of an event in terms of equivalent crank angle; for example, the “first order” refers to an event that occurs once during each engine cycle, so that its frequency in time changes proportionally to the engine revolution speed. In this view, the use of orders allows one to assess easily a methodology and/or a phenomenon at different engine revolution speeds.



In the present case, if all injectors are able to supply the same fuel quantity in each cylinder, most of the engine working variables, such as the instantaneous speed of the crankshaft, the intake and exhaust dynamic pressure, and the instantaneous turbocharger speed, will be characterized by the same main frequency, i.e., the firing frequency.



The developed methodology makes use of different order in the engine functioning to get a complete representation of different phenomena. A brief description of each significant order used is reported following [30,31]:

	
F1, first order corresponds to one event for each engine cycle. F1 will be dominant in the case of injection variation on one cylinder or in the case of an equal injection variation in two cylinders, which are consecutive in the firing order (1&3 or 2&4). F1 is defined in Equation (4).


F1=14 f=12 N.



(4)







	
F2, second order corresponds to two events for each engine cycle. This order becomes dominant in the specific case in which there is an equal injection for nonconsecutive cylinders in the firing order (1&4 and 2&3).



	
F3, third order corresponds to three events for each engine cycle. It is not connected with a specific injection case.



	
F4, fourth order corresponds to four events for each engine cycle. It represents the firing frequency (Equation (5)) and it is the dominant order in case of homogeneous injection.


F4=f=2 N.



(5)












In particular, the module of the fourth order is associated with the base oscillation amplitude of the instantaneous turbocharger speed that in turn is directly linked to the total amount of injected fuel. Thus, the total injected fuel in the engine can be correlated linearly to the fourth order, also in case of strong variations of the engine load. The consideration above is true as long as the engine speed is kept constant. The coefficient of the linear proportionality does change, however, by varying the engine rotational speed, as discussed in [31]. Conversely, it is indeed true that the sensitivity on the F4 module grows by reducing the engine speed.



If, as discussed, the total injected fuel in the engine can be quantified upon analysis of the F4 module, the complex forms of the first (F1) and the second (F2) orders have to be taken into account in order to detect possible cylinder injection inhomogeneity, i.e., to analyze the frequency content of the TC speed signal.



The analysis procedure can be schematized as follows. First, the specific oscillation of the TC speed in each cylinder is characterized, i.e., the F1 phase is calculated. Indeed, if the cylinder under investigation is experiencing a different amount of fuel injected, a different F1 phase is about to be measured. Then, in order to quantify the injection variation and to distinguish whether there is an increase or a decrease in the injection, the F4 module is exploited. Moreover, it is possible to quantify the injection variation in case the injector fails in two cylinders; the distribution of the total variation among the cylinders can be reconstructed by the first order phase variation with respect to the characteristic phase of one of the cylinders affected by the injection variation.



As an illustrative example, Figure 3 and Table 1 report the results of the methodology related to different injection variations in cylinder 1 and cylinder 3 (data again taken from the 1D numerical model). As discussed, the fourth order module has been exploited to determine the total injection variation, while the first order phase allows one to identify the cylinder where the singularity takes place. In case the total injection variation involves two cylinders (consecutive in terms of firing order), the percentage variation of the phase with respect to the characteristic phase of cylinder 1, taken as the reference, is equal to the percentage distribution of the total fuel variation between the two cylinders.



In the case of injection variations in two nonconsecutive cylinders, the related first order phase does not change with respect to the characteristic phase of the cylinders affected by the injection variation. Thus, in order to detect this kind of variation, one can compare the module of the second order to that of the first one: when the F2 module is larger than that of F1, a variation in two nonconsecutive cylinders is expected.



The complete algorithm for the injector performance monitoring is reported in Figure 4.





3. Experiments


Extensive experimental investigation was carried out with the aim of: a) validating the two methodologies, and b) pointing out their specific benefits and drawbacks.



3.1. Experimental Layout


The experimental activity was performed on a YANMAR four-stroke, four-cylinder, turbo-diesel engine with a displacement of 2100 cm3 for heavy-duty application, whose main characteristics are reported in Table 2. The engine was installed at the test bench of the Department of Industrial Engineering (DIEF) of the University of Firenze (Italy), depicted in Figure 5.



The engine was completely instrumented in order to monitor the engine operating parameters. The measured signals can be divided into dynamic and static. A summary of the signals is reported in the following.



Dynamics signals:

	
in-cylinder pressure in all the cylinders

	○

	
Piezoelectric sensor Kistler 6125C11




	○

	
Max pressure 300 bar









	
pressure in the exhaust manifold upstream the turbine

	○

	
Piezoresistive sensor Kulite EWCT-312M, air cooled




	○

	
Max pressure 3.5 barA









	
injection phasing

	○

	
Chauvin Arnoux E3N Current clamp




	○

	
Operating range: 50 to 100 mA









	
crankshaft angular position and TDC reference

	○

	
optical Encoder AVL 365C




	○

	
Angular resolution 0.5°









	
compressor blade passage (turbocharger speed)

	○

	
AEC turbo speed unit SF-030




	○

	
blade number from 8 to 20




	○

	
max speed 150000 rpm (20 blades) / 400000 rpm (8 blades)














The temperature of the exhaust line was measured by means of K-type thermocouples installed with a dedicated connector, while T-type thermocouples were used along the intake line. All static pressure values were measured by Gems pressure sensor, model 3500, with an operating range of 0–5 bar and an accuracy of 0.25% of FS.

	
torque and power of the engine



	
exhaust temperature of each cylinder



	
temperature and pressure at the compressor inlet



	
temperature and pressure at the compressor outlet



	
temperature and pressure at the turbine inlet



	
temperature and pressure at the turbine outlet



	
fuel flow

	○

	
volumetric fuel flow meter, AVL PLU 110




	○

	
max fuel flow 40 l/h




	○

	
resolution 0.1%









	
air flow

	○

	
volumetric air flow meter, Aerzen ZF039




	○

	
max air flow 250 m3/h




	○

	
resolution 0.1%









	
liquid and oil temperature of the engine



	
temperature and pressure of the test cell








All the dynamic signals were simultaneously acquired with an AVL IndiMicro acquisition system at a sampling frequency of 1 MHz. The same acquisition frequency was used to simultaneously acquire the crankshaft angular position by means of the AVL 365C optical encoder.



During the experimental tests, two sets of injectors were tested, i.e., one new set with homogeneous performance (within the limits imposed by constructive tolerances) and one old set with deteriorated performance. The new set was first used to calibrate the two developed methodologies under discussion, while the old set allowed testing their capabilities in the detection and correction of the inhomogeneity in the case of partially deteriorated injectors. Unfortunately, it was not possible to directly measure the injected fuel quantities, whose magnitude was imposed nominally in the control unit of the engine.




3.2. Turbocharger Speed Acquisition


A correct acquisition of the turbocharger speed was pivotal for an effective application of the methodologies. To this end, a hall-effect sensor (eddy current principle) was used to acquire the compressor blade passage. The used sensor was of screw type, with a diameter of 5 mm and a length of 75 mm, with the sensing element located in the tip. To accurately detect the blade passage, the sensor was flush-mounted on the compressor case, see Figure 6. The passage of each of the ten compressor blades (made of steel) caused the excitation of the Hall effect sensor, which gives an electric output signal. The sensor was connected to a dedicated signal amplifier, which converted the raw voltage signal of one blade in a TTL 0–5 V signal. The resulting signal has the typical square-wave shape (see Figure 7). The instantaneous TC speed on time base is obtained from the time interval (∆Time) between two consecutive rising edges (or falling edge) of the signal and it is associated with the average time of the interval, as shown in Equation (6), where Nblades is the number of compressor blades.


TCspeed[rounds/s]=1ΔTime∗Nblades.



(6)







Due to the acquisition frequency limit of 1 MHz and the intrinsic geometric inaccuracies in the compressor manufacturing, the available accuracy of the system—especially at high engine revolution speeds, was deemed insufficient to ensure accurate analysis. To solve this issue, once the instantaneous TC speed has been triggered with the cycle, the error was reduced by applying an averaging process on multiple cycles. Moreover, a pass-band FIR filter was used. The filter eliminated both the high-frequency noise due to the turbocharger rotation and the low-frequency oscillation associated with the transient processes of the speed control system of the static test bench. A comparison between the raw signal and the manipulated one is presented in Figure 8.





4. Results


4.1. Experimental Assessment of the Monitoring Methodologies


This section is focused on the calibration and assessment of the developed methodologies carried out with the new set of injectors by imposing several injection variations in the cylinders at different loads and speeds in the whole engine operating range (from low load to full load, as depicted in Figure 9).



First, the correlation between the parameters derived from the FFT analysis of the instantaneous TC speed and the injected fuel quantity in the cylinders was experimentally verified. The experimental campaign involved the whole engine working space starting from low load and low speed to maximum speed and load. In accordance with the preliminary numerical results presented in [29], the F4 module is the best parameter to monitor continuously the total quantity of injected fuel. As testified by Figure 10, an almost perfect linearity between the F4 module and the total injected fuel in all the operating conditions of the engine is apparent. As expected, whenever the engine speed changes, the linear coefficient correlating the F4 module and the injected fuel changes too. This modification is connected to the corresponding variation of the oscillation amplitude caused by the different frequency of the driving force (i.e., the pressure in the exhaust manifold) and the TC inertia. On this basis, it is not surprising that at high engine speeds, the sensitivity on the fourth order module is lower with respect to the medium/low engine speeds.



As a second step, tests were devoted to determining the reliability of the frequency content methodology in detecting the injection performance of each cylinder. Prescribed variations of the injected fuel in one cylinder per time—from 1 to 8 mg per cycle, both increasing and decreasing—were imposed. Figure 11 and Figure 12 show the characteristic phases of each cylinder at 1000 and 1500 rpm at medium load (blue diamonds) and full load (black squares), respectively. Upon examination of the Figures, it is apparent that the characteristic phase of each cylinder is not affected by the engine load. This aspect is very important for this kind of approach since, in a diesel engine, a change in the injected fuel quantity directly corresponds to a change in the load of the engine. By changing the engine rotational speed, the characteristic F1 phase of each cylinder rotates in the complex plane according to the trends described in [31]. The rotation of the phase is due to the different time available for the pressure wave to reach the turbine, while its angular position can be easily computed as a function of the engine speed. In the case of homogeneous injection, the value of the module and phase of the first order are very small but not exactly equal to zero due to the slightly different distance of all the four cylinders with respect to the turbocharger.



The first order phase can then be used also to detect multiple injection variations. When the injected fuel inhomogeneity affects more than one cylinder at the same time, it is possible to associate the injection variation to each cylinder by evaluating the percentage variation of the F1 phase with respect to the characteristic F1 phase of each cylinder.



To this end, Figure 13 reports the results of some experimental tests with injection variations in two and three cylinders. An injection variation in two cylinders that are nonconsecutive in the firing order, e.g., 1 & 4, results in a first order phase that falls along the characteristic phase of both cylinders. If the injected fuel variation is not equal between the two nonconsecutive cylinders, the resulting point is located in the side of the characteristic phase related to the dominant variation (e.g., the yellow triangle in Figure 13). In the same way, in the case of an injection fault for two consecutive cylinders in the firing order, the resulting point falls in the portion of the plane delimited by the characteristic phase of the two cylinders (blue square and green diamond in the figure). For nonhomogeneous variation, the resulting point is closer to the characteristic phase related to the cylinder with a greater variation (green diamond in the figure). Even for injection variations in three different cylinders, the first order phase gives useful information about the fault. In Figure 13, two examples are reported: in one case, the same negative variation is imposed in cylinders 1 and 3 and a smaller negative variation in cylinder 4; in the other, the same negative variation is imposed in cylinders 1 and 4 and a smaller negative variation in cylinder 3. The resulting points move in the complex plane as expected. Similar considerations can be done for the second and the third order in their complex representation.



In order to correlate the amount of the injected fuel in each cylinder and the data derived from the FFT analysis of the instantaneous TC speed, a Neural Network (NN) structure was used. Two different training algorithms were tested and both give good results: the Bayesian Regularization method and the Levenberg–Marquardt method. Almost 140 experimental tests were considered for the NN training, validation, and testing. Homogeneous injections and several cylinder-to-cylinder injection variations at different engine load and speed were considered. Sixty percent of the experimental tests were taken into account for the NN training, while the remaining 40% were used for the NN validation and testing. The inputs to the NN were the real and imaginary parts of F1, F2, and F3, and the module of F4. The fuel injected in each cylinder, imposed in the ECU map, represented the output.



Figure 14 shows the results of the NN in terms of correlation between outputs and targets for both training and testing samples. The correlation is characterized by a nicely limited data dispersion throughout the whole engine speed range (from 1000 rpm to 3000 rpm); as a direct consequence, the regression factor is close to one, testifying that the NN found a correct correlation between inputs and outputs. The injected fuel quantity has been normalized by the maximum allowed by the ECU to preserve the nondisclosure agreement with the industrial partner.



As a second step, tests were devoted at assessing the capabilities of the second promising methodology, i.e., the one based on the analysis of the TC acceleration. Figure 15 reports the comparison between the TCAF related to each cylinder and the total injected fuel mass flow for different engine working conditions. A linear correlation between the TCAF and the fuel injected in the engine is apparent, with the coefficient of linearity changing also in this case with the engine speed. In particular, when the speed increases, the sensitivity decreases, and the data dispersion increases. The acceleration methodology is then less accurate than the FFT method for the monitoring of injectors performance at medium–high engine speeds.



On the other hand, when the fuel injected in each cylinder is considered, the TCAF methodology shows good reliability at medium–low engine speeds, at testified by the experimental data reported in Figure 16. It is worth remarking that the data dispersion is partially because the fuel quantity injected in each cylinder is not measured, but it is collected through the ECU data. Consequently, although the correct behavior of the new set of injectors was previously verified, a little uncertainty is still present between the data derived from the ECU and the real one.



To better quantify the accuracy of the two methodologies (FFT analysis combined with a neural network and TCAF method), Figure 17 reports the percentage errors in the quantification of the total amount of injected fuel at medium-low speed and different engine loads. Upon examination of Figure 17, it is apparent that the FFT methodology is the most promising one in terms of accuracy. The error standard deviation for the FFT method and TCAF method are equal to 1.25% and 1.73%, respectively. In addition, it should be remembered that the FFT methodology could be applied to more functioning conditions with respect to the TCAF method.



On the other hand, the TCAF methodology does not require a neural network structure and it is computationally lighter in the future perspective of onboard implementation in the ECU. Moreover, considering the linear correlation that links the TCAF factor to the injected quantity in the cylinder (Figure 16), it needs a faster calibration phase. However, the detection and correction of the cylinder-to-cylinder injection variation with the TCAF method has to be done at only medium–low engine speeds.




4.2. Proposal of an Integrated Approach for the Injection Correction


Based on the outcomes of the experimental assessment of the two methodologies, the proposal of a hybrid approach for the diagnostic and correction of the injector performance in a diesel engine was conceived in order to combine the advantages of both the methodologies.



Indeed, the continuous monitoring of the injector performance and failure detection can be performed in the whole operating range of the engine by means of the FFT analysis of the turbocharger speed without using a NN structure. In the case of injector deterioration, the correction factor of the injector is determined by means of the TCAF method once the control unit has decreased the engine speed.



In order to verify the capability of the developed methodology for the detection and correction of the cylinder-to-cylinder injection variation, a set of partially deteriorated injectors was installed in the engine in place of the new one.



First, it was verified that the correlations previously determined with the new injectors set are still valid with the old injectors set. Figure 18 reports the correlation between the F4 module and the total amount of injected fuel in the engine for both cases (new and old injectors) at 1500 rpm by imposing several injection variations in the cylinders at different loads (values are again normalized by the maximum value theoretically expected). The linear correlation obtained with the new injectors set and the one obtained with the deteriorated injectors set is the same. Thanks to this result, it can be stated that the calibration of the correlation is needed only for the engine and injector typology and not for each singular engine or injector. The results for the TCAF method are absolutely in line with the FFT method. In Figure 19, the two points obtained with the two sets of injectors at the same operating condition (1500 rpm at full load in case of standard injection without imposing injection variation) are highlighted with colored marks. As expected, the old set of injectors provides a lower total fuel quantity to the engine with respect to the new set.



In the case of old injectors, the FFT analysis of the instantaneous TC speed at different engine operating conditions revealed that both the module and the phase of the first order have a value that can be associated with nonhomogeneous injection (Figure 19). Moreover, considering the characteristic phase of each cylinder, it seems that the most deteriorated injector is the one mounted on cylinder four, while there is no significant difference between cylinders two and three.



For the determination of the correction factor of each injector, the TCAF associated with each cylinder was evaluated at 1500 rpm and full load. Once the value of TCAF is known from the linear correlation previously found with the new set of injectors (Figure 16), the quantity of fuel injected in each cylinder was estimated. The value for each cylinder is reported in Figure 20. Then, the correction factor as a percentage for each injector can be determined and applied in the whole operating range of the engine. As a result, homogeneous injection is obtained not only at 1500 rpm and at full load, as reported in Figure 21 in terms of TCAF, but in the whole engine operating range. Figure 22 shows the results of the injection correction in terms of the first order in the complex plane at different engine operating conditions.




4.3. Misfiring Detection


Finally, the possibility to detect misfiring events by means of the TC speed acquisition was analyzed, since misfiring can indeed be associated and modeled as a no-injection event.



The misfiring condition was simulated at the test bench by switching off the injection in one cylinder for one, or a maximum of two, consecutive cycles. Figure 23 reports the maximum pressure in cylinders 1 and 2 for several cycles at 1000 rpm and low load with a misfiring imposed for two consecutive cycles in the cylinder 1. In order to detect the misfiring by means of the instantaneous TC speed signal (Figure 24), the best way is to define a bottom threshold on the minimum value of the velocity evaluated for each cylinder window of influence (Figure 25). By doing so, it is not only possible to detect the misfiring, but also to identify the cylinder affected by it.





5. Conclusions


In the present study, two innovative methodologies for the monitoring of the injector performance in a diesel internal combustion engine are presented and experimentally validated. The basic concept behind the procedure is the direct connection between the thermodynamic and fluid-dynamic conditions of the engine and the turbocharger. From this evidence, the two methodologies are based on the analysis of the turbocharger acceleration signal and the FFT analysis of the TC speed signal, respectively.



By combining the information derived from the FFT analysis within a neural network structure, it is possible to detect the fuel quantity injected in each cylinder. Thanks to the fourth order module of the signal, it is possible to measure the total injected fuel in the engine, while the phases and modules of the other three orders allow one to detect if there is an injection inhomogeneity, in which cylinder(s) the injected fuel variation takes place and to estimate the amount of injected fuel in each cylinder.



The TC acceleration method is based on the derivative of the instantaneous TC speed. The Turbo Charger Acceleration Factor (TCAF), defined as the maximum acceleration value reduced by the average calculated for each cylinder contribution window, is able to detect the fuel quantity injected in each cylinder.



Both the methodologies have been experimentally verified by dedicated test bench analyses carried out on a Yanmar four-cylinder compression ignition engine with direct injection for marine application (42 kW @2750 rpm). Two sets of injectors, a new one and a time-deteriorated one, were used. The experimental tests confirmed the reliability of the methodologies for the injector performance monitoring, and their ability in detecting possible variations due to system aging (e.g., when an injector is deteriorated). The FFT method, combined with a neural network structure, showed a lower error in the detection of the injected fuel and a wider application inside the working area of the engine with respect to the TCAF method that works properly only at medium–low engine speeds. However, the TCAF method is computationally lighter in the future perspective of implementation in the ECU. Moreover, considering the linear correlation that links the TCAF factor to the injected quantity in the cylinder, it requires a faster calibration phase than a neural network structure. In this view, the methodology can be easily applied to a different hardware after recalibration.



A hybrid approach for the diagnostic and correction of the injector performance in a turbo diesel engine was also conceived. The continuous monitoring of the injector performance and failure detection can be performed by means of the FFT analysis of the turbocharger speed in the whole operating range of the engine without applying the NN structure. In case of failure, the percentage correction factor of the deteriorated injector is determined by means of the TCAF method once the control unit has decreased the engine speed.



Future developments will focus on the development of an onboard control system that is able to use the information coming from the instantaneous TC speed sensor by using the methodology proposed here for the monitoring of the injection system. Furthermore, the possibility of using the TC speed sensor combined with other onboard sensors for a detection strategy of other typical faults of diesel engines will be experimentally verified.
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Figure 1. Example of the pressure in the exhaust manifold vs. turbocharger (TC) acceleration: numerical results for a four-cylinder engine (data from [29]). 
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Figure 2. Example of the TC acceleration in case of two engine operating conditions (numerical results): base injection and same injection variation in cylinder 1 and cylinder 3 (-5 mg). The continuous black line is the scaled instantaneous TC acceleration reduced by the mean value for each cylinder-window. 
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Figure 3. Representation in the complex plan of order F1 in case of injection variations in each cylinder singularly, in case of same injection variations in two cylinders consecutive in the firing order, and in case of random injection variations in two cylinders consecutive in the firing order (focus on the negative imaginary part). Engine operating conditions: 3000 rpm. Data from [31]. 
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Figure 4. Block scheme of the algorithm for the detection and correction of injectors fault based on the FFT methodology. 
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Figure 5. Tested engine at the test bench. 
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Figure 6. Hall effect sensor installed on the compressor case. 
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Figure 7. Schematic representation of the operation of the Hall effect sensor mounted on the compressor. 
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Figure 8. The original instantaneous TC speed signal related to one engine cycle (light grey) and the post-processed one (black). Instantaneous TC speed signal by the moving average method (88 blades). The post-processed signal is referred to the average of multiple engine cycles with the application of the pass-band filter. Data correspond to 1000 rpm at full load. 
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Figure 9. Injected fuel quantity at three load levels by varying the engine speeds from 1000 rpm to 3000 rpm (step of 250 rpm): data is normalized with respect to the maximum injected fuel quantity. 
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Figure 10. Correlation between the F4 module and the total injected fuel mass flow at different engine speeds and loads, in the case of homogeneous and nonhomogeneous injection. Data is normalized with respect to the maximum injected fuel quantity. 
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Figure 11. Representation in the complex plan of the F1 order at 1000 rpm and two loads in case of homogeneous injection and by varying the injected fuel in each cylinder of ± 5 mm3/cycle. 
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Figure 12. Representation in the complex plan of the F1 order at 1500 rpm and two loads in case of homogeneous injection and by varying the injected fuel in each cylinder of ± 5 mm3/cycle. 
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Figure 13. Representation in the complex plan of the F1 order at 1500 rpm and full load by simultaneously varying the injected fuel in two and three cylinders. 
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Figure 14. Injected fuel quantity in one cylinder. Comparison between target data and NN output data. 
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Figure 15. Correlation between total TCAF and total injected fuel mass flow at different engine speeds and loads (homogeneous and nonhomogeneous injections are considered). Data is normalized with respect to the maximum injected fuel quantity. 
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Figure 16. Correlation between the TCAF and the injected fuel quantity in the cylinder at 1000 and 1500 rpm from low load to full load. 
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Figure 17. Gaussian distribution of errors in the evaluation of the injected fuel at medium–low speed and different engine loads: comparison between the TCAF and the FFT methodologies. 
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Figure 18. Representation of the F4 module as a function of the total injected fuel in case of new injectors (black diamonds) and old injectors (grey triangles) at 1500 rpm by imposing several injection variations in the cylinders at different loads. The comparison between new and old injectors at full load and 1500 rpm in case of standard injection without imposing injection variation is highlighted with the yellow diamond and the red triangle, respectively. Data is normalized with respect to the maximum injected fuel quantity. 
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Figure 19. Representation in the complex plane of the first order (F1). Comparison between the new set of injectors (New) and the old one (Old) at different engine operating conditions: 1000 rpm at medium load (ML), 1500 rpm at full load (FL), 2500 rpm at full load (FL), and 3000 rpm at medium load (ML). 






Figure 19. Representation in the complex plane of the first order (F1). Comparison between the new set of injectors (New) and the old one (Old) at different engine operating conditions: 1000 rpm at medium load (ML), 1500 rpm at full load (FL), 2500 rpm at full load (FL), and 3000 rpm at medium load (ML).



[image: Energies 12 01420 g019]







[image: Energies 12 01420 g020 550]





Figure 20. Linear correlation between the TCAF and the fuel mass flow injected in each cylinder at 1500 rpm obtained with the new set of injectors and values obtained with the old set of injectors at 1500 rpm and full load. Data is normalized with respect to the maximum injected fuel quantity. 
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Figure 21. Results of the injection correction on the old set of injectors in terms of TCAF. Engine operating condition: 1500 rpm at full load. 
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Figure 22. Results of the injection correction on the old set of injectors in terms of first order in the complex plane. Comparison between the old set of injectors before the correction (bc, red markers) and the old set of injectors after the correction (ac, black markers) at different engine operating conditions: 1000 rpm at medium load (ML), 1500 rpm at full load (FL), 2500 rpm at full load (FL), and 3000 rpm at medium load (ML). 
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Figure 23. Maximum in-cylinder pressure for 100 consecutive cycles at 1000 rpm and low load with a misfiring imposed for two consecutive cycle in the cylinder 1. Comparison between cylinder 1 and 2. 
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Figure 24. Instantaneous TC speed signal for 100 consecutive cycles with a misfiring imposed for two consecutive cycle in the cylinder 1. Engine speed 1000 rpm at low load. 
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Figure 25. Minimum of the instantaneous TC speed subtracted of the average value calculated for each cylinder window of influence for 100 consecutive cycles at 1000 rpm and low load with a misfiring imposed for two consecutive cycle in cylinder 1. Comparison among all four cylinders. 
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Table 1. Imposed and calculated variation of injected fuel in one cylinder and in the case of random injection variations in two consecutive cylinders in the firing order. Data from [31].
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Imposed Fuel Variation

[% Distribution of the Total Fuel Variation]

	
Fuel Variation Evaluated with F1

[% Distribution of the Total Fuel Variation]






	
Cyl 1

	
Cyl 3

	
Cyl 1

	
Cyl 3




	
−3.00 mg

[50%]

	
−3.00 mg

[50%]

	
−2.91 mg

[48.5%]

	
−3.09 mg

[51.5%]




	
−3 mg

[37.5%]

	
−5 mg

[62.5%]

	
−2.77 mg

[34.6%]

	
−5.23 mg

[65.4%]




	
−5 mg

[62.5%]

	
−3 mg

[37.5%]

	
−5.27 mg

[65.9%]

	
−2.73 mg

[34.1%]




	
−5 mg

[83.3%]

	
−1 mg

[16.7%]

	
−5.27 mg

[87.9%]

	
−0.73 mg

[12.1%]
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Table 2. Tested engine technical data.
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	Engine Type
	Compression Ignition





	Strokes for cycle
	4



	Number of cylinders
	4



	Displaced volume
	2100 cm3



	Stroke
	90 mm



	Bore
	86 mm



	Compression ratio
	19.2:1



	Number of valves per cylinder
	2



	Firing order
	1-3-4-2



	Turbocharger
	Single-stage turbine with WG



	Compressor blades number
	10



	Engine speed range
	1000 rpm ÷ 3000 rpm



	Turbocharger speed range
	~15,000 rpm ÷ ~150,000 rpm











© 2019 by the authors. Licensee MDPI, Basel, Switzerland. This article is an open access article distributed under the terms and conditions of the Creative Commons Attribution (CC BY) license (http://creativecommons.org/licenses/by/4.0/).
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