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A Study on the Suitable Compression Ratio of
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Abstract

Hydrogen fueled engine with dual injection can achieve high power and high efficiency simultaneously. In
this study, the suitable compression ratio of hydrogen fueled engine with dual injection were investigated
including performance of this engine according to variation of compression ratio. As results, it was found that
the suitable compression ratio of that was about CR=11, and torque and thermal efficiency increased by 6%

and 7% respectively.
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Fig. 1 Schematic diagram of variable
compression ratio engine
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Fig. 3 Tension pully displacement as a
function of compression ratio
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Fig. 2 Variable DOHC driving system
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Fig. 5 Valve open timing as a function of
compression ratio
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Fig. 8 Combustion duration and ignition
delay at each compression ratio
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