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Abstract 
Homogeneous charge compression ignition (HCCI) engines use a new mode of combustion whose technology has not 

matured sufficiently to be commercialized. There are several challenges in developing HCCI engines: auto-ignition control of the 

mixture, achieving a cold start and controlling knock at high load operation. In principal, HCCI engines have no spark plug or fuel 

injector to control the combustion: auto-ignition occurs in multiple spots once the mixture has reached its chemical activation energy. 

The chemical reaction of the mixture is influenced by changing input parameters such as: intake temperature, equivalence ratio and 

fuel type.  A zero-dimensional single-zone model is used to investigate the combustion behaviour of a diesel engine operating in 

HCCI mode, with n-heptane used as a surrogate fuel for diesel. The combustion phasing is predicted in accordance with the 

experiment, with higher in-cylinder peak pressure. This paper will study methods of controlling the auto-ignition timing through 

hydrogen addition and by altering the intake air temperature and equivalence ratio. The auto-ignition timing changes with the change 

of all those factors, where the combustion phasing is advanced by increasing all the parameters. 
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1. Introduction 

 

Internal combustion (IC) engines have been 

extensively used to generate power for various 

applications throughout the world: car engines, power 

generation plants and ships.  The emissions generated 

from these sectors have a high impact on the 

environment so alternatives have been investigated 

worldwide to achieve low emissions levels.  

A homogeneous charge compression ignition 

(HCCI) engine is a relatively new technology even 

though it was initially investigated  by Onishi et al. for 

gasoline engines [1]. HCCI engines are reported to 

have high efficiencies relative to spark ignition (SI) 

engines, and approach the efficiency of compression 

ignition (CI) engines due to high compression ratio 

(CR) and fast combustion [2, 3] and also have the 

ability to operate using a wide range of fuels [4]. In 

addition, HCCI can be implemented in any engine 

configuration: automobile engines, stationary engines, 

high load engines or small size engines [5, 6]. 

However, HCCI engines have difficulties: controlling 

the auto-ignition and heat release rate at high load 

operation, achieving cold start, and controlling knock 

[7, 8]. One of the major challenges in HCCI engines is 

the control of the auto-ignition timing of the mixture 

because there is no spark plug or fuel injector to control 

the start of the combustion. The problem becomes more 

prominent when the engine experiences dynamic loads, 

which cause the auto-ignition point to be different for 

different engine operating loads.  

The effects of equivalence ratio, intake temperature 

and other operating parameters to control the auto-

ignition timing have been widely investigated [9]. 

However, hydrogen addition to the diesel HCCI engine 

seems to be a rare case. Hydrogen addition is able to 

increase the engine efficiency by a significant margin 

[10].  

Various researchers have investigated the HCCI 

engine experimentally and numerically. A numerical 

zero-dimensional model is well accepted by most 

researchers [8, 11] and can be applied to HCCI engines. 

The authors are currently developing a complex HCCI 

engine model, starting with a zero-dimensional model 

before implementing turbulence and mixing models. 

This paper reports the first stage (zero-dimensional 

model): validation and some preliminary results for 

different intake air temperature, different equivalence 

ratio and the effect of hydrogen addition. 

Section 2 of this paper describes the mathematical 

model used in the simulation, followed by the 

validation of the model, comparison of the predicted 

result with experiment for different operating 

conditions. Finally, the methods to control the auto-

ignition point are discussed. 

 

2. Model Formulation 
 

The zero-dimensional model in this paper is for an 

open system, initially developed by Assanis and 

Heywood [12]. The results presented here focus on the 

combustion behaviour between inlet valve open (IVO) 

and exhaust valve open (EVO) because the emissions 

generated in the exhaust gas after EVO are not of 

interest in this study. It was assumed that the working 
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fluid is an ideal gas and the thermodynamic properties 

are uniform throughout the combustion chamber. 

 

2.1 Conservation of mass  
 

The continuity equation is governed by the mass 

flows in and out of the system: 

 

 
  

  
 ∑  ̇     (1) 

 

where  ̇ is the mass flow rate, m is the mass and the 

subscript j is the component species in the mixture. 

 

2.2 Conservation of species  
 

To accurately model combustion in HCCI engines 

requires sufficiently detailed chemical reaction 

mechanisms; an n-heptane reduced mechanism [13] 

was used here to simulate diesel combustion. The 

chemical properties of this surrogate fuel (e.g. cetane 

number) are similar to conventional diesel. The 

mechanism consists of 160 species and 770 elementary 

reactions. The change of mass fraction of each species 

due to chemical reactions is governed by: 
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where    is the mass fraction of each species,   ̇  is the 

molar production rate of the ith species,   is the density 

and   is the total number of species. 

 

2.3 Conservation of energy  
 

The energy equation was derived from the first law of 

thermodynamics for an open system: 
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where u is the specific internal energy, Q is the net heat 

transfer, P is the pressure, V is the volume and h is the 

specific enthalpy. Manipulating (3) results in 
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The change of enthalpy is determined by assuming a 

single phase, multi-component mixture of ideal gas 
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where Cp is the specific heat at constant pressure. The 

differential form of the ideal gas equation,       , 

is  
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where the rate of change of the universal gas constant, 

 ̇ is given by 
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with  ̅  the mean molecular weight. Substituting (7) 

into (6) yields 
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Finally, the change in temperature is obtained by 

substituting (8) into (4): 
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In addition, the pressure at each time step is obtained 

using the ideal gas equation: 
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2.4 Heat transfer  
 

Heat is transferred to the cylinder wall through 

convection and radiation, and in this case, the radiation 

effect is neglected. The heat transfer model is based on 

the modified Woschni equation by Chang et al. [14]. 

The radiation heat transfer is neglected because the 

effect on HCCI engines is very small, due to low soot 

and low temperature combustion [14, 15]. 

 

2.5 Gas exchange process  
 

A gas exchange process takes place when both 

inlet and exhaust valves are open. One-dimensional, 

steady state, isentropic flow is used to model the gas 

exchange process [16]. 

 

3. Results and Analysis 
 

The model was validated against experimental data 

[17], where the HCCI engine was run by using n-

heptane as a fuel with port fuel injection, and zero-

dimensional modelling [17]. The engine parameters 

used in this simulation are shown in Table 1. 

The fuel was injected at the inlet manifold. To 

account for mixing effects, the effective intake mixture 

temperature was set to be higher than the intake 

temperature: the difference was 20°C [17]. Therefore, 

the intake temperature for the zero-dimensional model 

in this study was increased to 333K for the intake 

temperature of 313K. 

The simulation result is compared with the 

experimental data in Fig. 1. The in-cylinder peak 

pressure is slightly higher than the experiment due to 

the limitation of the zero-dimensional single-zone 

model: it was assumed that the entire combustion 

chamber is homogeneous. Overall, the combustion 

phasing is in good agreement with the experimental 

data, demonstrating that the single-zone model is 

suitable for use in HCCI engine simulations.  
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Table 1 Engine parameters used in the simulation [17] 

Cylinder bore 82.55 mm 

Stroke 114.3 mm 

Connecting rod length 254 mm 

Compression ratio 10 

Engine speed 900 rpm 

Inlet valve open (IVO) 10° CA ATDC 

Inlet valve closed (IVC) 36° CA ABDC 

Exhaust valve open (EVO) 40° CA BBDC 

Exhaust valve closed (EVC) 5° CA ATDC 

 
Figure 1 Comparison between single-zone zero-dimensional model 

with experiment and another single-zone model using modified 
Woschni heat transfer model [17]. CR=10.0, N=900 rpm, Tin=40°C, 

Pin=95 kPa, AFR=50. 

 

3.1 Effect of intake temperature 
 

Intake air temperature is an important factor for 

controlling the auto-ignition timing of HCCI engines. 

Different fuels have different auto-ignition points and 

some of them require pre-heating to achieve good 

combustion. If methane or natural gas is used as a fuel,  

the intake air temperature has to be set to at least 400 K 

to achieve appropriate ignition [18]. Therefore, the 

intake temperature will affect the auto-ignition point for 

other fuels as well and increasing the intake 

temperature will reduce the ignition delay. Thus, the 

auto-ignition timing can be controlled.  

Figure 2 shows that the auto-ignition timing can be 

advanced once the intake temperature is increased. 

Results from the current simulation were compared 

with experimental results [17] in Fig. 2(a) to validate 

the model over different operating temperatures; results 

are similar to those in Fig. 1. An increase in air intake 

temperature will not affect the in-cylinder peak 

pressure significantly. Note the trend as the intake 

temperature increases: the predicted in-cylinder peak 

pressure starts to decrease even though the auto-

ignition is advanced, as shown in Fig. 2(b). This trend 

is also observed in the experiment [17]. This is a good 

option for control because of the low increase in in-

cylinder peak pressure: high peak pressures and 

advanced auto-ignition will create knocking. 

3.2 Effect of equivalence ratio 
 

The equivalence ratio ( ) is a measure of how 

much fuel and air is being consumed in the combustion 

chamber; HCCI engines operate with lean mixtures 

(   ). Figure 3(a) shows the validated result of 

different equivalence ratios compared to the 

experiment, again showing good agreement. 

 

 
Figure 2 Effect of intake temperature on the in-cylinder pressure: 
CR=10.0, N=900 rpm, Pin=95 kPa, AFR=50 (a) Validated varying 

intake temperature; (b) Predicted in-cylinder pressure trend.  

 

 
Figure 3 Effect of equivalence ratio on the in-cylinder pressure: 

CR=10.0, N=900 rpm, Tin=40°C, Pin=95 kPa (a) Validated varying 

equivalence ratio; (b) Predicted in-cylinder pressure trend.  
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Meanwhile, Fig. 3(b) shows the predicted result of 

increasing the equivalence ratio: an increase in the in-

cylinder peak pressure and advancement of the auto-

ignition timing. The in-cylinder peak pressure trend 

keeps increasing with increasing equivalence ratio, 

which will create knocking. In addition, the start of low 

temperature reactions (cool flames) is retarded with an 

increase of equivalence ratio. However, if the mixture 

becomes too rich, the auto-ignition is advanced 

significantly and this will lead to knocking: an 

undesired combustion phenomenon. Therefore, careful 

tuning is needed to adapt to dynamic engine loads. 

 

3.3 Predicted effect of hydrogen addition 
 

Hydrogen addition is one of the effective ways to 

reduce ignition delay.  It improves the engine efficiency 

[19], however too much hydrogen addition will 

contribute to engine knocking. Szwaja and Grab-

Logarinski [20] studied hydrogen addition with diesel 

in a CI engine, reporting that the energy ratio between 

hydrogen and diesel should not be more than 15% to 

avoid severe knock. This practice was followed in this 

study, while the n-heptane mass fraction was kept 

constant across all ranges to comply with further 

recommendations [20]. With the code validated in the 

previous sections, new results are presented for 

simulating diesel with hydrogen addition in an HCCI 

engine. It can be seen (Fig. 4) that the hydrogen 

addition helps reduce the ignition delay: the auto-

ignition point is advanced significantly even though 

only a small amount of hydrogen is added (about 1%). 

If the hydrogen content is more than 20%, the mixture 

becomes rich and in this case, the n-heptane 

concentration has to be reduced to avoid rich mixtures. 

It seems that the hydrogen addition is able to increase 

the engine performance, however too much hydrogen 

addition will create knocking issues. These conclusions 

are to be validated against experiment in future work. 

4. Conclusion 
 

This paper has discussed the combustion 

behaviour of diesel HCCI engines for different 

operating conditions. Once the intake temperature is 

increased above a certain threshold, the in-cylinder 

peak pressure will decrease with increasing intake 

temperature. However, the in-cylinder peak pressure 

increases with increasing equivalence ratio over the 

range studied, so attempting to control the engine by 

this mechanism is not a good option as it will create 

knocking. Increasing the hydrogen content will also 

increase the in-cylinder peak pressure; therefore the 

hydrogen content should be no more than 20%. It was 

found that the combustion phasing is advanced by 

increasing all the parameters (intake temperature, 

equivalence ratio, and energy ratio), and therefore the 

auto-ignition can be controlled. Future work is needed 

to investigate all these factors on HCCI engines’ 

performance.  

 
Figure 4 Predicted effect of hydrogen addition on the in-cylinder 

pressure for fixed n-heptane injection: CR=10.0, N=900 rpm, 

Tin=40°C, Pin=95 kPa 

 

5. References 
 
         [1] S. Onishi, S. H. Jo, K. Shoda, P. D. Jo, S. Kato, SAE 

Technical Paper No. 790501,   1979. 

         [2] N. J. Killingsworth, S. M. Aceves, D. L. Flowers, M. 

Krstic, Ieee Intl Conf Contr   (2006), pp. 1479-1484. 

         [3] J. H. Mack, S. M. Aceves, R. W. Dibble, Energy 34 

(6) (2009), pp. 782-787. 

         [4] S. Aceves, D. Flowers, in: Lawrence Livermore 

National Laboratory: 2004. 

         [5] J. Hiltner, S. B. Fiveland, R. Agama, M. Willi, SAE 

Technical Paper No. 2002-01-0417,   2002. 

         [6] D. Kawano, H. Suzuki, H. Ishii, Y. Goto, M. Odaka, 

Y. Murata, J. Kusaka, Y. Daisho, SAE Technical Paper No. 

2005-01-2132,   2005. 

         [7] S. C. Kong, R. D. Reitz, Combust Theor Model 7 (2) 

(2003), pp. 417-433. 

         [8] S. Soylu, Energ Convers Manage 46 (1) (2005), pp. 

101-119. 

         [9] A. A. Hairuddin, A. P. Wandel, T. F. Yusaf in: 

Hydrogen and natural gas comparison in diesel HCCI 

engines - a review, 2010 Southern Region Engineering 

Conference (SREC2010), 11-12 Nov 2010, Toowoomba, 

Australia. 

         [10] N. Saravanan, G. Nagarajan, Energy Environ. 1 (2) 

(2010), pp. 221-248. 

         [11] S. Sato, Y. Yamasaki, H. Kawamura, N. Iida, Jsme 

International Journal Series B-Fluids and Thermal 

Engineering 48 (4) (2005), pp. 725-734. 

         [12] D. N. Assanis, J. B. Heywood, SAE Technical 

Paper No. 860329,   1986. 

         [13] R. Seiser, H. Pitsch, K. Seshadri, W. J. Pitz, H. J. 

Curran, P Combust Inst 28  (2000), pp. 2029-2037. 

         [14] J. Chang, O. Guralp, Z. Filipi, D. Assanis, T. W. 

Kuo, P. Najt, R. Rask, SAE Technical Paper No. 2004-01-

2996,   2004. 

         [15] J. Bengtsson, M. Gafvert, P. Strandh, Ieee Decis 

Contr P   (2004), pp. 1682-1687. 

         [16] J. B. Heywood, Internal Combustion Engine 

Fundamentals, McGraw-Hill, United States of America, 

1988. 

         [17] H. S. Guo, W. S. Neill, W. Chippior, H. L. Li, J. D. 

Taylor, J Eng Gas Turb Power 132 (2) (2010), pp. 1-10. 

         [18] M. H. Morsy, Fuel 86 (4) (2007), pp. 533-540. 

         [19] N. Saravanan, G. Nagarajan, G. Sanjay, C. 

Dhanasekaran, K. M. Kalaiselvan, Fuel 87 (17-18) (2008), 

pp. 3591-3599. 

         [20] S. Szwaja, K. Grab-Rogalinski, Int J Hydrogen 

Energ 34 (10) (2009), pp. 4413-4421. 

 

320 340 360 380 400
0

1

2

3

4

5
x 10

6

Crank Angle

In
-c

yl
in

d
e

r 
P

re
ss

u
re

 (
M

P
a

)

 

 

n-heptane

1% H2

5% H2

15% H2


