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Research Trends of Future Diesel Engine
- In Terms of In-cylinder Emissions Control -
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® Combustion Process

® Mixture Preparation (Port Design, Aimed
Charge Motion, Injection Pressure, Swirl
Ratio, Flexibility (multi~injection), Design
of Injection Characteristic, Injection Nozzle
Geometry]

®Control [Exhaust Gas

Recirculation, Boost Pressure, Engine

Concept

Operating Temperature, Injection (cylinder
Selective)]

®Fuel Quality [Sulfur Content, Cetane
Number, Aromatic Content, Special Fuels]
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