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1
ABSTRACT

A dual-fuel system is used to control HCCI combustion timing and load in a CFR en-
gine. The systems steady-state response to iso-octane and n-heptane injected energy
is investigated then a dynamic ARMAX model is found using system identification.
This model is used to design a norm-optimal Iterative Learning Controller (ILC). A
new design for an ILC is developed that requires minimal system information and is
called the model-less ILC. The stability and noise transference of this new design is
investigated. Both ILC designs are then optimized for experimental implementation.
To attenuate noise in the system two non-causal filters are developed to use with the
ILC: a Gaussian and a zero-phase Butterworth. The filters are optimized on the AR-
MAX model and then implemented on the CFR engine. The three best ILC designs
are are found to be the model-less with zero-phase Butterworth, norm-optimal with
zero-phase Butterworth and a norm optimal without a filter. These ILC designs are
compared to a Proportional-Integral (PI) controller and all three ILCs are found to
out perform the PI controller.

The three best ILC designs are then implemented on the engine with different op-
erating conditions to explore the controller robustness. The intake temperature and
compression ratio are varied and all ILC designs performed well with the ILC conver-
gence time being most affected by these disturbances. The disturbance rejection of
the controllers is then tested with the addition of biofuels: ethanol and biodiesel. The
controllers are able to converge with the new fuel and out-performed the PI controller
subject to the same biofuel disturbance.

For the CFR engine with HCCI combustion performing repetitive steps in com-
bustion timing and load, ILC outperforms PI control and is robust to changes in
intake temperature, compression ratio and the addition of biofuels with little changes

in the final iteration reference tracking error.
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CHAPTER 1

INTRODUCTION

This Chapter details the problem addressed in this thesis, why it should be addressed

and how it is investigated.

1.1 HCCI

Homogeneous Charge Compression Ignition (HCCI) is type of combustion that uses
the auto-ignition properties of the fuel to incite combustion. By igniting the fuel in
this manner, combustion occurs much quicker than traditional combustion strategies,
like Spark Ignition (SI) or Compression Ignition (CI), leading to higher thermal effi-
ciencies Stanglmaier and Roberts [1999]. As well low NOx and soot emissions have
been found with HCCI combustion due to the low temperature observed during and
after combustion [lida et al. [2003]. However, several drawbacks are known for HCCI
combustion. Due to the fast combustion, high pressure rise rates occur and can be
damaging to the engine |Oakley et al. [2001], therefore less fuel must be used so as
not to damage the engine, which limits the load of the engine. Also, due the low
temperature high amounts of unburnt HydroCarbons (uHC) and CO are produced
compared to CI engines [Stanglmaier and Roberts [1999]. Since the combustion is a
dictated by chemical kinetics Najt and Foster [1983], combustion timing is difficult

as there is no direct mechanism to control combustion like there is with SI and CI



engines.

1.2 Problem Statement

The objective of this research is to design and test a control strategy that can control
combustion timing for an HCCI engine. The control method will involve using a
dual-fuel strategy to control both combustion timing and load. The method will be
tested for its robustness for changes in operating conditions and the use of biofuels.

The control strategy chosen is an Iterative Learning Controller (ILC).

1.3 Motivation

The US Environmental Protection Agency (EPA) and National Highway Traffic Safety
Administration (NHTSA) have begun setting new standards for emissions and fuel
economy for cars and light trucks with model years between 2017-2025 [EPA [2012].
These regulations will enforce a combined CO2 emission of cars and trucks at 163
g/mi and a fuel economy of 54.5 mpg by the end of 2025. The 2014 regulation for
COs emissions is 293 g/mi with a fuel economy of 31.3 mpg. This enforcement is
estimated to cut 6 billion tonnes of GHG over the years 2012-2025 and save $1.7
trillion in fuel costs. This improvement is expected to come from advancements
in internal combustion engines EPA [2012]. HCCI engines can provide part of this
improvement by having a higher thermal efficiency.

With HCCTI’s unique combustion strategy multiple fuels can be used [Fiveland
et al. [2001]. This can utilized to for the use of biofuels Arregle et al. [2009]. Biofuels
are useful in that they can be carbon neutral and are a renewable resource [Schnei-
der [2010]. Work is currently happening of the development of advanced biofuels,
which are derived from non-food source feedstocks |BFN [2013|. This allows fuel to be

produced without decreasing the worlds food supply while producing low net green-



house gas emissions. Many of these biofuels have different properties compared to
traditional gasolines |Schneider [2010]. This means they cannot be readily put into
traditional SI engines and must either go through further processing to become a
drop-in fuel or a new combustion strategy, like HCCI must be used.

ILC is chosen as the control method as it can optimize the input sequence for a
process that is repetitive. Any engine application that requires repetitive operation
is well suited for ILC implementation. This may include idle speed control for distur-
bance rejection, load changes for generator applications or even en route performance
optimization for mass transit systems |Kapania and Gerdes [2015]. By using an ILC to
control HCCI combustion timing, the ILC can optimize the input so that the system

follows the reference trajectory without a loss of performance.

1.4 Thesis Organization

This thesis begins with operating a dual fuel engine using primary reference fuels.
This will be the base point that will be used to compare control structures. This base
point has a system identification as well as an operating domain variation. These are
used to generate a norm-optimal control and a model-less control. The stability and
optimization of these control strategies are investigated. Then the application of non-
casual filters is explored. Finally the ILC is tested against a traditional Proportional-
Integral (PI) controller.

Next the robustness of the control is tested by varying the operating conditions
and looking if the controllers can converge. To see how well the controller handles the
addition of biofuels, ethanol and biodiesel are added to the primary reference fuels
and the ILC performance is tested. The ILC biofuel performance is then compared

to the baseline proportional-integral controller again.



CHAPTER 2

BACKGROUND

An overview of the fundamental topics discussed in this study are given in this chapter.

A short summary of previous research pertinent to this study is also given.

2.1 HCCI

The HCCI cycle utilizes the compression of the engine to ignite the charge, similar
to the Diesel cycle, rather than using a electrical discharge which is used in the spark
ignition cycle. However, like the spark ignition cycle, in the HCCI cycle the fuel
mixes with air to make a homogeneous charge before ignition occurs. This allows for
a much faster combustion than either spark ignition or Diesel (Oakley et al. [2001].
The fast combustion observed by HCCI has a near constant volume pressure rise
that allows the cycle to more closely mimic the Otto cycle Heywood [1988] which
has the maximum efficiency possible for an internal combustion engine. Because the
ignition is caused by the compression of the already mixed charge, the combustion
timing is a function of the chemical kinetics |[Najt and Foster [1983]. The chemical
kinetics determine the combustion so interesting mechanism can be seen in HCCI
like a low temperature heat release |[Kelly-Zion and Dec [2000] and an intermediate
temperature heat release Yang et al. [2010] that depend largely on the fuel. With

the fast combustion, high pressure rise rates occur which may cause damage to the



engine |Oakley et al. [2001]. To reduce the pressure rise, HCCI is often run with either
large air to fuel ratios or by diluting the charge with recirculated exhaust gas (EGR).
This reduces the torque of the engine but also decreases the temperatures observed
in the cycle Warnatz et al. [2006]. This low temperature reduces the amount of NO,
produced [Warnatz et al. [2006] but also causes lower temperatures to occur later in
the cycle which is known to increase uHC and CO emissions Stanglmaier and Roberts
11999]. Since HCCI timing is dependent on the properties of the fuel, two methods
have been used to predict the combustion timing of fuel in HCCI. They are chemical

kinetic modeling and empirical combustion metrics.

2.2 Fuel Properties

2.2.1 Volatility

Volatility is the tendency for a fuel to evaporate. It is characterized by [Taylor and
Taylor [1961]:

My
F, = Wﬁ#) (2.1)
where
F, = mass ratio of evaporated fuel to air [-]
my, = average molecular weight of fuel vapor [g/mol]

ps = partial pressure of the fuel vapor [Bar]
m, = molecular weight of air [g/mol]

p = total pressure of mixture [Bar]

The vapor pressure of the fuel is dependent on the temperature and fuel type,



Pyap = Pyap(T, Fuel).

The volatility has two affects on engine performance Taylor and Taylor [1961].
One is the minimum temperature the fuel can start at. This is the temperature that
the fuel cannot evaporate to the minimum air fuel ratio required for combustion. As
well if it is too volatile it may cause vapor lock.

Volatility is required to mix the fuel with the air. The fuel must be volatile enough

to reach a homogeneous mixture.

2.2.2 Heat of Combustion

Heating value is the energy released when the fuel is combusted [Smith and Stinson
11952]. It can be affected by many things, such as if it is combusted at constant
pressure or constant volume, if the water produced condenses or not, and what tem-
perature the reaction occurred at. When the water condenses this is known as the
Higher Heating Value (HHV) and when it does not it is known as the Lower Heating
Value (LHV).

While it would seem that having a higher specific heating value is ideal, one issue
can occur due to the need for oxygen. Some fuels require a higher air to fuel ratio,
this can decrease the heat value density in the combustion chamber therefore negating

affects the higher heating value had with respect to cycle analysis.

2.2.3 Heat of Evaporation

Heat of evaporation is the energy required to change the fuel from a liquid to a
gaseous phase. This can dramatically change the mixture temperature compared to
the intake temperature Taylor and Taylor [1961]. This change can be ideal it can cool

the charge allowing for a higher density.



Table 2.1: RON and MON operating conditions |ASTM [1968].

Factor MON RON
Inlet Temperature 300 F*° 125 F*°
Speed 900 rpm 600 rpm

2.2.4 Chemical Stability

This aspect of the fuel is for practical purposes. If a fuel degrades quickly it may
not be ideal as a fuel for internal combustion engines Taylor and Taylor [1961]. If
it corrodes metals or plastics it would require specialized delivery system. Its safety

precautions should also be considered when choosing a fuel for consumers.

2.3 Combustion Metrics

2.3.1 Octane Rating

Detonation is often characterized by the octane number (ON) Taylor and Taylor
11961]. This is its tendency to knock compared to iso-octane and n-heptane mixture
which is called a Primary Reference Fuel (PRF). A fuel with 100 ON knocks like iso-
octane and a fuel with 0 ON knocks like n-heptane. There are two definitions of ON:
one being research octane number (RON) and the other being motor octane number
(MON). The difference are the operating conditions which are given in Table .

A fuel with a higher ON is more resistant to knocking. The sensitivity is the
difference between the MON and RON and characterizes how sensitive the fuel is to
operating condition changes.

To measure ON for a particular fuel, a Cooperative Fuels Research (CFR) engine
is operating at the desired conditions for either MON or RON ASTM [1968]. The
compression ratio is then altered until knocking is achieved. Then a PRF mixture is
prepared that matched the knocking intensity observed by the test fuel. The PRF

mixture by volume of iso-octane to n-heptane percentage is taken as the ON.



Fuel Sensitivity is the difference between MON and RON; it is used to indicate
how sensitive the fuel is to operating conditions, particularly the inlet temperature.
Fuels that are more paraffinic tend to have less fuel sensitivity Lichty [1951].

ON is very dependent on fuel structure and the burn process. Since ON is a
measure of the tendency to knock, the knocking mechanism must first be under-
stood. Knocking occurs after the fuel is initially ignited. As the flame front expands
through the combustion chamber, the burnt charge expands and compresses the un-
burnt charge. If the unburnt charge detonates (autoignites) before the initial flame
front reaches it, the new combustion zone increases in pressure. This will then cause
a large pressure gradient since the old burnt charge has begun expanding and thereby
lowering its pressure. The pressure gradient then oscillates causing the characteristic
pinging sound of knock. These pressure waves can strip the thermal boundary layer
off the combustion chamber allowing excessive heat transfer to the cylinder walls and
piston that can damage the engine and reduces efficiency [Lichty [1951].

With this knowledge of knocking, fuels can be characterized on their tendency
to knock by their detonation characteristics. Combustion is a summation of many
elementary reactions |Smith and Stinson [1952]. These elementary reactions, when
in the context of combustion, are categorized as chain branchers and chain breakers.
Chain branchers cause an increase in the radicals used to begin the reaction thereby
cause a positive feedback effect. Chain breakers use up the radicals used in the
reaction therefore ending the chain. Detonation occurs when the number of chain
branchers out numbers the chain breakers causing a rapid reaction [Smith and Stinson
11952]. For molecules to begin reacting, they must collide with enough energy to break
their initial bonds. For a long chain hydrocarbon this is initially difficult. But after
the first hydrogen is stripped away, an alkyl radical is left. These oxidize easily and
the process of stripping the carbons and hydrogens off begins causing chain branching.

Due to this characteristic, longer and straighter (less branches) hydrocarbons react



more readily as less initial alkyl radical formation has to occur Lichty [1951].

This gives long straight chain molecules like n-heptane a low ON since it reacts
more readily, and iso-octane, a compact shorter chain molecule with lots of branches,
a high ON since it is more difficult ignite and has a longer ignition delay.

Kalghatgi proposed that the knock limiting spark advance, KLSA was linearly
dependent on the RON and MON of the fuel at a given operating point Kalghatgi

12003].This can be written as:

KLSA=c+aRON +bMON (2.2)

Rewriting eqn. by substituting in Octane Index, OI, and K, gives the following:

KLSA = c+ (a+b)0OI (2.3)

OI = (1-K)RON +K - MON (2.4)

The value K should only be dependent of operating conditions. These equations
characterized the experiment well in [Kalghatgi [2003] with R? value of 0.97. From
eqn. [2.4] it can be seen that if K=1 the OI will equal the MON of the fuel. This
corresponds to the engine parameters that will simulate knocking conditions similar
to the ones produced by the MON ASTM test seen in|ASTM [1968]. Similarly if K=0,
it will be equivalent to RON. Kalghatgi also noted that the K maybe negative. If it
is then a fuel with a large difference sensitivity, S, can have a higher OI and therefore
be more resistant to knocking. These results show that RON and MON have enough
information to characterize a fuels auto-ignition quality in SI engines and the only

other parameters needed to predict knocking are the operating conditions.
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2.3.2 Octane Rating for HCCI

Kalghatgi then proceeded to apply this method to HCCI, with the following

change Kalghatgi [2003]:

CA50 = aRON + bMON + ¢ (2.5)

Where CA50 is crank angle after top dead center where 50% of the fuel is burnt.
Eqn. can be manipulated similarly to eqns. and 2.4 Here Kalghatgi is stat-
ing that the RON and MON are also enough information to characterize the fuel’s
auto-ignition characteristics in HCCI and the only other information needed is the
operating conditions to predict the CA50 of the test. The results proved quite good
with R? values of 0.89 and 0.96 with CA50 vs. OI Kalghatgi [2003]. However he did
later show that for one of the operating conditions, a quadratic fit worked better,
this indicates that the relationship is more complicated or other fuel factors must be
involved. Risberg et al. went on to compare the OI, of different operating condi-
tions [Risberg et al. [2003]. The value Ol is the required OI that at a set of operating
conditions, would result in a CA50 of 0 crank angle degrees after top dead center. It
was found that OI, could be described by the T)azcomp, Pmazcomp, A, and RPM. This
relationship is found using PRFs only. Then a new fuel is run at different operating
conditions and through the use of the equation derived from PFR’s, the OI and how
it changes with respect to operating conditions can be found. In Risberg et al. [2003]
they also predicted K with respect to T,omp15 and A. It is noted that the subscripts
compl) relates to to the temperature of compression at 15 bars and mazcomp refers
to the maximum compression both which can be found through thermodynamic rela-
tions. In Kalghatgi and Head [2004] the relations of K and Ol were similar to that
found in [Risberg et al. [2003] showing that engine geometry may not play a signifi-

cant role. The results were also extended; Since OI, and K both depend on Teompis,
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if a fuel had a particular RON and MON value, it is theorized that the fuel would
always ignite at top dead center if the A and speed were kept constant, no matter
what Teomp15 is used. Another extension is that sensitive fuels are better for HCCI
because if the load increases, the K value will decrease and if it is negative this will

increase the OI for highly sensitive fuel thereby making it resistant to knock.

2.3.3 Other Proposed Metrics

Shibata stated that Ol was not sufficient for HCCI [Shibata [2007]. His indexing
was based of the fuel’s components which is more useful with naphthas and the
auto-ignition of the High Temperature Heat Release (HTHR) based off of its low
temperature reactions is compared. Intake air heating is used to show these results.
The octane number at different operating points by scaling their HTHR CA20s with
that of iso-octane and n-heptane is described. For example, if at a certain operating
condition 20% of the high temperature heat release happens at -10 CAD for n-heptane
and 0 CAD for iso-octane, then if a fuel had its at -5 CAD its new ON would be 50.
By plotting the new ONs vs intake temperature it is seen that at high temperatures
the fuels tend to move towards 100 ON. This is attributed to iso-octane having neither
a LTHR or a LTHR inhibitor. Shibata stated that the fuels below 100 ON have a
LTHR with n-heptane having the largest LTHR. Any that were above 100 ON had low
temperature reactions that caused chain breaking radicals to occur thereby reducing
any low temperature heat release and delaying ignition. As intake heating increases,
these low temperature reactions become negligible as the heat from LTHR does not
contribute as much to combustion making the fuel tend to a neutral position best
described by iso-octane.

The combustion timing is correlated with the amount of low temperature heat
release (LTHR) Shibata et al. [2005]. An indexing based off of the required compres-

sion ratio for constant combustion phasing is developed [Truedsson et al. [2014]. The
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method provided cannot go below a RON of 60 due to a quadratic regression.
While all these methods have their benefits, none can predict CA50 for all fu-

els Rapp et al. [2013]. It has also been found that a different mode of combustion,

called intermediate temperature heat release (ITHR), can also affect the combustion

timing |Vuilleumier et al. [2014] [Yang et al. [2010].

2.4 Predicting Properties Based of Chemical Structure

2.4.1 Enthalpy of Formation

The enthalpy of formation (Ah}) is the energy required to create the compound
from its base elements, which are defined to have enthalpy of formations of 0. If the
enthalpy of formation of each compound in a chemical reaction are known then the
heat of the reaction can be found. One can find the heating value of a fuel if the
enthalpies of formation are known for that fuel, water and carbon dioxide. O is not

needed as it is defined as 0. This process is shown below using it on methane:

_ 0 0 0 0
Ahreaction = Ahf(COQ) + ZAhf(HgO) - Ahf(CH4) - L())Ahf(OQ) (27)

In eqn. the Ahyeaction is the molar heating value of methane due to it being a
combustion reaction.

To estimate the enthalpy of formation, a group contribution method can be applied
Poling and Prausnitz [2001]. Joback’s method is one such, where the groups are
defined by their central atom, how many hydrogens are attached and their bonds
to the other groups. For example propane, C3Hg, has 2 -CHj3 groups and 1 >CH,.

This method’s advantage is its simplicity and the only requirement is the compound’s
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structure. This method was applied by Lapuerta to estimate the enthalpy of formation
of methyl and ethyl esters Lapuerta et al. [2010]. This method was also applied to
ether biofuels created by the University of Manitoba. The structures of these fuels
are given in Fig. 2.1l The groups required for the estimation of these biofuels are

given in Table [2.2] The values are used in the following:

Ah§ = 6829+ " N;J; (2.8)

where:

N; = Number of groups

J; = Groups contribution

The enthalpy of formation for the C8 and C10 fuels were found to be -519.45
kJ/mol and -560.73 kJ /mol respectively. These are then used to find the lower heating
value (as the water is assumed to be gaseous form) to give values of -6075.65 kJ/mol
and -7305.02 kJ/mol of C8 and C10 fuels, respectively.

Testing using a bomb calorimeter was done to experimentally find these values.
The results of the testing gave values of -6611+£307 kJ/mol and -76714+368 kJ/mol
for the C8 and the C10 fuels respectively. The C10 estimate is within error of the
experimentally found value while the C8 value is not. The C8 value has an 8% error
which is still considered to be good considering the testing apparatus was unable to
account for heat loss to the environment due to the large resolution of the temperature

measurement and the estimation was using the simplest group contribution possible.
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(a) 1,3-dimethyl ether decane (C10). (b) 1,3-dimethyl ether octane (C8)

Figure 2.1: Biofuels’ structures that are created at University of Manitoba

Table 2.2: Values of group contribution for enthalpy of formation Lapuerta et al.
12010].

Group Contribution

-CHs -76.45
-CH,- -20.64
-CH< 29.89

-O- -132.22

2.4.2 Enthalpy of Vaporization

To estimate the enthalpy of vaporization, Jia used a positional distributive contribu-
tion method \Jia et al. [2010]. This method is similar to Joback’s method with the
addition of what each group is bonded to and the location of particular groups are
accounted for. An example of this is done with ethyl isobutanoate |Jia et al. [2010],

shown in Fig. 22l The position groups are as follows:
1. 1 C-(CH,)(H);
2. 2 C-(CH)(H);
3. 1 C-(C),(CO)(H)
4. 1 C-(C)(O)(H)2
5. 1 CO-(CH)(0)
6. 1 O-(CO)(CHs,)

The groups indicate what the central atom is and what it is attached to and the

number in front is how many groups there are in the molecule, e.g. there are 2 group
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2’s which are a carbon atom attached to three hydrogens and a carbon atom which

only has 1 hydrogen attached to it. These groups are used in the following equation:

AvopH = NyopHo+ Y AN+ tanh(N;/N)+ Y AP+ ag '™ 4 az /N (2.9)
i ] k

J

where:

N = Total number of groups.

1 = Index corresponding to number of groups with saturated carbon as central atom.

j = Index corresponding to number of groups without saturated carbon as central atom.
k = Index corresponding to number of groups with position corrections.

A = Contribution value.

P = Position of group.

M = Molecular weight.

AyapH, = Offset value.

a1g2 = Coefficients.

In the example = 7, i € [1,5], j € [1,2] and Pz for the CO group would be 3.
AyapHo,, a1, and ay have predetermined values of 2.359, 55.293 and -25.335 respec-
tively.

Jia compared this method to multiple other ones and found it did quite well for
estimating the enthalpy of vaporization for 311 molecules, especially when compared
to Joback method \Jia et al. [2010]. This method was applied to the C8 and C10 fuels
and found to give values of 51.57 kJ/mol and 56.97 kJ/mol. The groups required to
do this calculation are given in Table 2.3
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Table 2.3: Values of group contribution for enthalpy of vaporization Jia et al. [2010].

Group Contribution
C-(CHy)(H)s -3.786
C-(C)a(H) 1.965
C-(0)(C)2(H) 10.908
C-(C-O)(H)3 2.277
C-(O)(C)(H), 7.350
O-(C), -51.222

>(CH) Position factor 0.247

o]

~A

Figure 2.2: ethyl isobutanoate.

2.4.3 Octane Number

A combination of Joback’s and positional distributive contribution method was ap-
plied to estimating the RON and MON of paraffins, olefins, cyclic and aromatics |[Al-
bahri [2003]. Albahri setup a Joback’s method and added functional groups that
accounted for distances between branches.

For ON estimation the following formula was created as it produced the best

results |Albahri [2003]:

ON:a+b<Zi:ONi> +c<zi:ONi>2+d<Zi:ONi>3
+e<2;ON>4+f<2;ON>_I (2.10)

The ), ON; terms are the summation of the functional groups values in the as-
sociated pure compound hydrocarbon. Some of the functional group values are given
in Table 2.4

In Table [2.4] only paraffins are includes as these will be the only functional groups

that will be used in ON prediction later on. The coefficients to be used with eqn. [2.10]
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Table 2.4: Group Contribution for Estimation of the Octane
Number Albahri [2003].

HC type serial no. group RON MON
paraffins 1 -CH3 0.459  0.491

CoH; 0.948  0.517

>CH, 0.680  0.722
] >CH- -0.139 -0.430
g >CH- -0.362 -0.186
v >CH- -0.358 -0.768
a >CH< -1.357 -1.983
8 >CH< -1.828 -12.88

O~ O Tt = Wi

®a, B, and y refer to the second, third, and fourth positions on the HC
chain, respectively.

Table 2.5: Coefficients for eqn. Albahri [2003]

octane no. use with Table a b C d e f
RON E 104.8 -5.395 6.532 -5.165 0.6189 -0.0037
MON 2.4 84.04 1.84 -1.452 -0.357 -0.0179 0

are given in Table [2.5] This method is found to have a correlation coefficient ranging
from 0.975 to 0.84 and a maximum deviation between predicted ON and experimen-
tally found ON of 48 with the average deviations ranging from 5 to 8 |Albahri [2003].

This same method can be applied to the biofuels, shown in Fig. [2.1], created by the
University of Manitoba. The biofuels are diethers and since ether functional groups
are not included in the prediction method, their values must be ascertained. This
required the non-linear regression to be re-done so that the coefficients in Table
can fit the oxygenated fuels better.

The majority of fuels’ octane number are found from |APT [1968]. The oxygenated
fuels are found from Eglof, Gusftav And Arsdell [1941]. Some fuels could not be
used as they required a functional group used by no other fuel. This over defines the
system for the non-linear regression and gives an ill-defined Jacobian when solving.
With regards to the ethers only some are used as the values presented in |[Eglof,

Gusftav And Arsdell [1941] are of a blended compound. They are mixed at 25% vol.
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with a 74 ON aviation fuel. Since ON is not linear when blended |F. H. Garner, E. B.
Evans, C. H. Sprake [1933], the only values that are taken are ones that are within
12 ON of 74 ON so that a linear extrapolation will give minimal error.

Eqn. 2.10]is used in Matlab’s non-linear regression formula to find the weights of
coefficients and functional group contribution. These values are shown in Tables
and The resulting system is found to be very flat. In Fig. the results of the
regression are shown by comparing the predicted and actual values. For validation,
39 and 40 fuels are taken from the RON and MON sets, respectively, and are not
used in the regression. This ensures that the regression does not “over-fit” the data
and accurately represents the system. An analysis of the results is given in Table 2.8
This shows that the validation data is comparable to the data used for the regression.

When comparing the results to|Albahri [2003], the fit obtained in this study is not
as good. This may be due to the addition of oxygenated fuels, or the fact that some
groups are neglected in this study. This is from not enough fuels contained these
groups. Further investigation needs to be done on the structure effects of the system
and if a more positional distributive group contribution should be used.

The values obtained are then applied to the biofuels. Alberta Innovates Technol-
ogy Futures (AITF) did a RON test following procedure in ASTM [196§] using 10:1
mixture of iso-octane to biofuel. The results are 88.7 for C8 and 87.7 for C10. This
is compared to results given from the regression, as shown in Fig. [2.4] The functional
group for -O- does not exist for RON prediction so the MON -O- functional group
value is used instead. The blend plots are assumed linear but since the mixture is
close to 0% this assumption can still give accurate results. The predicted RON values
are -11.9 and -28.7 which gives a predicted mixture strength of 89.8 and 88.3 for C8
and C10 fuels, both respectively, which strongly agrees with the values obtained from

AITF.



Table 2.6: Functional group contribution values found from non-
linear regression.

HC type  Functional group (RON); (MON),
Paraffins  -CHjs -0.0327  0.8651
-CyH5 branch 0.2041  0.9659
>CH, 0.3539  -0.8298
af] >CH- 0.1419  -1.5369
£ >CH- -0.1052  -0.7070
a >C< -0.3145  -2.7885
b >C< -0.6014  -0.9706
Olefins =CH- -2.6930  0.7081
>C= -2.6730 -1.0141
=CH,4 2.3976 1.7461
=CH- cis -0.1973  0.0791
=CH- trans -0.2823  0.2070
=CH -1.0985 NA
=C- -0.0229  -1.669
Cyclic >CH, 0.0939  -0.2027
>CH- 0.1827  -0.5613
>CH- (o) -0.2057  -0.3570
>C< 4.4030 13.2212
=CH- -0.1371  0.0118
=C- -0.1543  -0.3699
C3 corr -0.7919  8.3049
Aromatics =CH- -2.5480  2.0614
-C= 11.7227  0.6863
-C= (o) 21602 1.3045
C= (m) 29424  1.5313
C= (p) 25744 1.2973
OH 4.6837  10.9525
O (non-ring) NA 0.0837
>C=0 (keton) NA 1.5897

%q and [ refer to the second and third positions on the HC chain, re-

spectively.

Table 2.7: Coefficients for eqn. found from non-linear regression.

Octane Type

a b C

d

e f

MON
RON

76.9442  8.7299 -3.737
93.1085 -31.6944 -11.8588

0.4847
1.4722

-0.0183  0.0018
0.5003  0.1399

19
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Table 2.8: Results from non-linear regression.

Octane Type Correlation coefficient Average residual Max residual
MON 0.861 7.63 49
MON validation 0.874 7.86 19
RON 0.901 7.97 60
RON validation 0.863 11.5 59

2.4.4 Combustion Modeling

The combustion event can be modeled by solving the set of differential equations
describing the reactions that occur in the combustion Warnatz et al. [2006]. The
amount of reactions can vary from 100 reactions |Kirchen [2004] for a skeletal model
to several thousand |Slavinskaya and Haidn [2003] for a detailed model. Depending
on the goal of the model, the number of zones in the combustion chamber can also
be varied, with a single zone simulating combustion timing well Aceves et al. [1999)
while a multi zone is needed for combustion duration or emissions [Flowers et al. [2002].
Combustion modeling and experiments have been used to show the effects EGR has
on HCCI in |Zhao et al. [2001] and |Atkins [2004] by four main aspects: charge heating,
thermal property change, dilution and chemical additions. Charge heating’s effect is
equivalent to heating the intake and advances the combustion timing. The change in
thermal properties, like the increase in heat capacity, by the addition of EGR delays
combustion by lowering the temperatures observed and therefore delays combustion.
The dilution effect lowers the reactants’ concentrations and delays the combustion
timing. The chemical species from exhaust gases that have not completely reacted
adds either active radicals or high energy compounds like CO or uHC which advance
reaction time. The predominant effects are found to be the charge heating and the
thermal property effects [Zhao et al. [2001].

For combustion modeling the chemical kinetics are needed Warnatz et al. [2006].

This has been done for primary reference fuels Kirchen [2004], natural gas |Aceves
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et al. [1999] and many others. These models are difficult to develop and many fuels
are not available. For gasoline, that can contain as many as 1000 compounds |Smith
and Stinson [1952], the ability to accurately model and predict HCCI combustion

properties, like timing, is very difficult.

2.5 Control

2.5.1 Previous Control Strategies

Instead of trying to predict combustion timing, feedback controllers can be used to
control combustion timing in HCCI. Many control strategies have been implemented.
These include intake temperature control Chia-Jui Chiang et al. [2012], valve control
Yeom et al. [2007], and fuel control Bidarvatan and Shahbakhti [2013]. Intake tem-
perature is found to have long time delays and require large amounts of energy to
implement Aceves et al. [2001]. Valve control works by utilizing the internal EGR to
effect the timing of next cycles timing and has been found to be effective [Ebrahimi
and Koch [2015]. Dual-fuel control uses two fuels with different combustion reactivity.
By changing the proportion of fuel injected, the combustion timing can be altered
while the total amount is used to dictate the load of the engine. A control strategy
must be implemented like MPC [Ebrahimi and Koch [2015], or PI|Strandh et al. [2004]

to so that the timing can be kept constant while the load is set to its required value.

2.5.2 TIterative Learning Control

I[terative learning controllers are designed to find the ideal input for a specific trajec-
tory. The ILC repeatedly attempts to follow a given reference trajectory. The error
from this trajectory is compared to the system output and is used to design a new
input. This new input is used on the system and the cycle repeats. By looking at

the entire iteration at once, the input it able to anticipate aspects of the reference
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trajectory before they occur. This allows the system to have ideally zero error when

the ILC converges. Furthermore, only minimal system information is need

[2007a] and ILC has been known to work well on non-linear systems
Tan [2003).

ILC is useful for repetitive processes, like robotics Parzer et al. [2015], and machin-

ing [Fiorentino et al. [2015]. Several surveys have been done to highlight the current

ILC knowledge and its strength and weaknesses Bristow et al. [2006] Moore et al.|

[2006] and [Wang et al. [2009]. A norm-optimal control has been developed by

and Alleyne [2011] to provide control that has weightings on the system error, the

inputs and the change inputs. Several papers have investigated its convergence and

robustness using worst-case norm optimal Son et al. [2015], Linear Matrix Inequality

(LMI) |Gauthier and Boulet [2005] and (Galkowski et al. [2003], and interval values

'Ahn et al. [2007D].

ILC have been analyzed in the frequency domain Wang et al. [2014] and using the

“super vector” approach |Ahn et al. [2007a]. The super vector approach treats the

entire iteration’s output as a single output vector as well as the input. This converts it
into a Multi-Input Multi-Output (MIMO) system that operates through the iteration
domain rather than the time domain.

ILC is very applicable for some automotive control due to its repetitive nature.

These include electromagnetic valve control [Tsai et al. [2012], and Diesel combustion

control Hinkelbein et al. [2010]. Dooren [2015] used an ILC to control multiple aspects

of an spark ignition engine. In Kapania and Gerdes [2015] a ILC was used for path

optimization for an autonomous vehicle.
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CHAPTER 3

EXPERIMENTAL SETUP

This Chapter details the engine test cell, the system used to control certain aspects
of the engine and the system used for data acquisition. As well it details the testing

conditions and matrix functions used in the later chapters.

3.1 Engine Assembly

The test cell is a Waukesha CFR engine that is used for testing octane ratings of
fuels in the ASTM standard testing procedures|ASTM [1968]. This engine is ideal for
testing biofuels as its primary use is for fuel testing. Since it is designed to withstand
large amounts of knock, it is ideal for advanced combustion research. Minor adjust-
ments have been made compared to the original including the replacement of the
head for one with optical ports. This allows for installment of a Kistler piezoelectric
pressure transducer for in-cylinder pressure and a thermocouple for jacket tempera-
ture. A schematic of the engine is given in Fig. [3.1] with a component list given in
Table 3.1} The engine specifications are given in Table 3.2l In this table for valve
timing the values are given in crank angle degrees with respect to either Top Dead
Center (TDC) which is when the piston is at top of its respective stroke, or Bottom
Dead Center (BDC) when the piston is at the bottom of its respective stroke. The

prefix before indicates whether the it happens before, denoted with a “b”, or after,
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Table 3.1: Engine Description

Label Description

Air Flow meter
Intake Plenum

Intake Heater
Throttle

Intake Manifold

Fuel Injectors

EGR valve
Combustion Chamber
Lambda Sensor

© 00 O Ul Wi

denoted with an “a” e.g. after top dead center becomes aTDC. The water cooling is
set up by having the engine jacket in a water bath. This water evaporates to cool the
engine then is condensed by coils supplied with tap water. This ensures the average
temperature of the water bath is at the atmospheric boiling point at all times, which
is found to be 97°C.

The dyno power is supplied by the original Waukesha dyno controller but RPM
and load are controlled by a Digalog dynamometer controller.

Power for a the Tec-GT engine control unit, ignition, throttle and fuel pumps are
supplied by an auto battery. As injectors are sensitive to supply voltage, a 6034A
HP power supply set at 13.5 V is used to supply power to the injectors and other
measurement systems.

There are 3 separate fuel systems. One for iso-octane, one for n-heptane and one
for a test fuel. All 3 are designed the same but with the test fuel having a flow
meter attached. The fuels are pressurized by the Walboro 255 LPH inline pumps
with pressure regulated by a Aeromotive Universal Bypass Regulator with reference

to the intake manifold. The injectors are low flow high impedance Accel injectors.
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Figure 3.1: Engine Schematic

Table 3.2: Engine Specifications

Engine Parameter

Value/Type

combustion chamber
engine type
number of cylinders
displacement

bore

stroke

compression ration
VO

IvVC

EVO

EVC

pancake with flat-top piston
water cooled

1

612 cm?

82.6 mm

114.3 mm

variable from 4 to 18
10° aTDC

34° aBDC

40° bBDC

15° aTDC
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3.2 Engine Control System

To control spark and injection timing a Tec-GT engine control unit is used. This
system is ideal as many of the controls can be changed on-line and only required
the installation of a 60 tooth wheel on the engine crank and a CAM sensor. Even
though it can control pulse width to two separate injectors, the secondary pulse width
can only be set as a percentage of the first and therefore could not exceed the pulse
width of the first. To allow for more fuel injection freedom an Arduino Due is used to
control pulse widths of both injectors with use of a high power NPN transistor. The
Arduino gets the injection timing from the Tec-GT as shown in Fig. [3.3] and then
pulls each injector to ground for the time specified by the NI system, which will be
discussed in the next section. The pulse width is communicated from the NI system
to the Arduino using an 12-bit parallel signal for each injector. A schematic for this

system can be seen in Fig. 3.2

3.3 Data Acquisition

The Data Acquisition System (DAQ) has 3 NI DAQ cards using Labwindows/CVI
software. This software allows for the DAQ system to be coded in C, with specialized
libraries for communicating with the cards. Each card is used for separate set of
analog inputs, depending on their type and acquisition rate. A list of how each
measurement is recorded is given in Table |3.3|

The crankshaft has a 3600 pulse/rev encoder attached. This allows for the 0.10°
digital signal to be used as a sampling clock for PCle-6431. The z signal from the
encoder, which occurs once every revolution, is sent through an AND gate with the
CAM signal as shown in Fig.[3.2] This allows all data recording to trigger at precisely
the same time every cycle, i.e. every two revolutions. This point is found to be 161.4°

bTDC on the compression stroke. Each DAQ card uses this to begin recording data.
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Figure 3.3: Tec-GT and injector voltages for injector timing control.
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Table 3.3: DAQ cards with sampling rates and corresponding engine measurements.

Card Sampling rate Measurement

PCle-6431 0.1° in-cylinder pressure, intake pressure, torque
fuel 1 pressure, fuel 2 pressure,

NI PCI-MIO-16E-1 100 Hz exhaust pressure, air flow, lambda,

throttle position, fuel flow

intake temperature, mixture temperature,
NI USB-6225 50 Hz coolant temperature, exhaust temperature,
EGR temperature, cylinder wall temperature

This ensures that if need be, the time-based data can be resampled to crank-based
for comparison using the speed of the engine. To allow the NI program enough time
to calculate needed values before the next cycle occurs, only 3800 out of the possible
7200 data points are taken, i.e. 380 crank angle degrees. This allows the intake and
in-cylinder pressure signals to capture everything from IVC and EVO which contains

the compression stroke, combustion, and expansion stroke.

3.4 Sensors

This section lists the sensors used for measuring engine operating conditions. The
uncertainty calculations for each measurement are calculated as in Moffat [1988] and
are given in Appendix [Bl The single sample uncertainty is given as the error as the

multi-sample uncertainty is dependent on the number of samples taken.

3.4.1 Pressure Sensors

The in-cylinder pressure sensor is a Kistler 6043A piezoelectric. The sensitivity is
found from Handford [2009] and is tested to ensure that the sensitivity has not
changed; the results are given in Appendix [A] To convert the piezoelectric signal
to a voltage a Kistler 507 Charge Amplifier is used. The single sample uncertainty is

calculated as 321 kPa for in-cylinder pressure.



31

The intake, exhaust and fuel pressures use Validyne DP-15 pressure transducers.
These are calibrated to find their sensitivity as given in Appendix [A] They have
operating ranges of £86 kPa gauge and are measured with respect to the atmosphere
therefore at the beginning of every test the atmospheric pressure is recorded using
a mercury vertical barometer for reference. The accuracy is £0.25%. The intake
and exhaust pressure single sample uncertainty is calculated as 7.7 kPa and 0.59 kPa

respectively.

3.4.2 Air Flow

Airflow is measured using a TSI 4235 laminar flowmeter. This system outputs a
current rather than a voltage so a high precision resistor is used to convert it to a
voltage for the DAQ system to measure. The meter has a range of 20 to 1000 L/min

with an accuracy of +2.5%

3.4.3 Lambda

Lambda ratio is measured using a LM-2 Innovate Motorsport Digital Air/Fuel Ratio

with a wide-band Bosch oxygen sensor and has an accuracy of +0.05.

3.4.4 Fuel Flow

The fuel flow for iso-octane and n-heptane is calibrated with respect to pulse width
of the injector as discussed in detail later. Since flow rate is a function of both
viscosity and density, this method is not practical for every fuel. Therefore a flow
meter is attached to the test fuel tank to monitor flow rate. It is a Max Machinery
284-512 positive displacement piston flowmeter and transmitter and has an accuracy

of £0.2%.



32

Table 3.4: Thermocouple types used for temperature measurements.

Location Thermocouple Type Single Sample Uncertainty (°C)
Intake J 5.9
Mixture K 3.4
Coolant T 1.9
Exhaust T 2.7
EGR J 7.2
Cylinder Wall T 4.8

3.4.5 Temperatures

Temperatures recorded are intake, jacket, mixture, coolant, exhaust and EGR as
shown in Fig. [3.1] The thermocouple type for each is given in Table along with
each thermocouple measurement single sample uncertainty. The DAQ card NI USB-
6225 does not have an internal temperature measurement so a Texas Instrument
LM-19 thermistor is used to find for the cold junction temperature for temperature
conversion from voltage.

The intake temperature is controlled by an Omega CNi-852 temperature controller
that activates an intake heater located at point 3 in Fig[3.1] The heater is powered

by a 208 V 25 Amp custom power supply.

3.4.6 Torque

Torque is measured using a Durham Instruments load cell connected to the dyno.
Measuring the moment arm from the load cell to the center of the dyno and multi-
plying it by load cell measurement gives the torque. The load cell is connected to a
wheatstone bridge to measure the signal. The single sample uncertainty is found to

be 0.20 Nm
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Table 3.5: PXA-1100 Gas Analyzer specification.

Gas Range Resolution Accuracy

uHC 0-20000 ppm 1ppm 6ppm or 5% of reading
CO  0-10% 0.01% 0.06% or 5% of reading
COy  0-20% 0.1% 0.5% or 5% of reading
04 0-25% 0.01% 0.01% or 5% of reading
NOx 0-4000 ppm  1ppm 32 ppm at 0-1000ppm

60 ppm at 1001-2000ppm
120 ppm at 2001-4000ppm

3.4.7 Emissions

For emission testing, a PXA-1100 Gas Analyzer Vetronix is used to test for unburnt
HydroCarbons (uHC), NOx, CO, CO, and any unused Os. The range and accuracy
of each gas are given in Table [3.5]

3.5 Injector Calibration

The injectors work off a low side driver that a pull-to-ground setup operates on one
side of the injector and the other side is attached to a 13.5 V power supply. The
injector is turned on by closing the low side to ground and allowing current to flow
through the injector. The pulse width is how long the low side is connected to ground.
The injectors are calibrated to relate injected mass to injector pulse width. This is
done by setting the pulse width, and injecting fuel into a container for 1000 injections
then measuring the mass of the fuel injected. The mass per injection is then found
by dividing the mass by the number of injections. Iso-octane and n-heptane are
calibrated in this manner with results given in Appendix [A] For other fuels, the flow
rate is measured by the flow meter and correlated to the mass per injection by the

engine speed and fuel density with the following formula:
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1% 7 (3.1)

with V being the volume flow rate measured by the flow meter, in mL /min, m;,; is
the mass per injection in g, p is the fuel density in g/mL and RPM is the revolutions
per minute of the engine. A 2 appears in the denominator since injection occurs every
other engine revolution. The correlation between pulse width and m,,; is again done

by measurement and a linear regression which gives the following relation:

Min; = P1PW + po (3.2)

where p; and p, are the regression coefficients and PW is the pulse width in ms.
The inputs into the engine for control are injected energy of the fuel. To do this the
Lower Heating Value, LHV, of the fuel is needed. The formula for relating the pulse

width, which is controlled by the Arduino Due, to the energy injected, Eyy;, is:

Einj = Lvauel (plPW + p2) (33>

The calibration values of the injected mass and single sample uncertainties of
the injected energy are given in Table |3.6l The injector calibration is detailed in

Appendix [A] and the error calculation formulas are given in Appendix [B]
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Table 3.6: Injector calibration values and injection error.

Fuel p1 (g/ms) P2 (8) Single sample uncertainty (J)
n-heptane 1.49x1073 -8.71x10~* 6.3
iso-octane 1.57x1073 -1.04x1073 7.8
ethanol /iso-octane ~ 1.42x1073 -1.12x1073 14.1
biodiesel /n-heptane 1.49x107% -1.47x1073 47.3

3.6 Post Processing and Output Calculations

The in-cylinder pressure is used for measuring combustion properties. Since it uses a
peizoelectric pressure transducer, the signal drifts. Therefore pegging the in-cylinder
pressure is done every cycle using the intake pressure at IVC. This ensures that the
in-cylinder pressure is equal to the intake pressure at IVC. An ensemble of 100 cycles
of pressure traces is shown in Fig. [3.4] The confidence interval in Fig. is a single
sample uncertainty of each point using only the pressure trace deviation to show the
range of cyclic variation.

The desired control system outputs are combustion timing and load of the engine.
Two common metrics for these are crank angle when 50% of the fuel mass fraction
is burned (CA50) and gross indicated mean effective pressure (IMEP). CA50 can be

calculated from the pressure trace Heywood [1988] as:

dQ = %Pdv + ﬁwp + hy(T, — To) A, (3.4)

with () being the chemical energy released from the fuel, 7 is ratio of specific heats
of the gas, P is the in-cylinder pressure, V' is the in-cylinder volume, h; is the heat
transfer coefficient, 7}, is the mean gas temperature, T, is the wall temperature and
Ay is the surface area of the cylinder. The heat transfer coefficient can be calculated

using a modified Woschni correlation derived from |Chang et al. [2004]. Eqn.
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assumes that crevice losses are negligible. Then CA50 is found by integrating d@
from IVC to EVO and finding 6 when Q(0) = Q.naz/2. Note: CA50 is given in crank
angle degrees after top dead center of the compression stroke and will be denoted
with “deg”. Examples of d@) and @Q are given in Figs and

Calculation of the heat loss to the walls is computationally expensive and CA50 is
needed in real-time for control. To minimize calculation time, the last term in eqn
is ignored so CA50 can be calculated while the engine is running. The heat release
plot for neglected heat transfer to the walls using the same pressure trace is also
shown in Fig.[3.6| The comparison for 21 operating points with different CA50 mean
of 100 cycles is given in Fig. (3.7, The on-line values are calculated while the engine is
running and therefore do not include the modified Woschni heat transfer correlation
while the off-line values do include the modified Woschni heat transfer correlation.
The difference is a relatively constant increase of ~0.5 deg when the modified Woschni
heat transfer correlation is neglected and which is acceptable for control. The single
sample uncertainty is found to be 0.25 deg and is detailed in Appendix [B]

The IMEP of the cycle is a measure of how work is output from the cycle normal-

ized by the engine displacement. It is calculated from:

1 EVO

IMEP = — PdV (3.5)
Va Jive

with V; is the displacement volume. The single sample uncertainty is found to be
27 kPa and is calculated in Appendix [B]
Combustion duration is defined as CA20-80 similar to Shahbakhti [2009]. It is

found from:
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CAQO—SO - 680 - 920 (36)

where 6y is 0 when Q(0) = 0.2Q,,q, and likewise for fgy. By measuring from 20% of
the total heat released it ensures that the LTHR is not included in the calculation.

The Coeflicient Of Variation (COV) is found similar to |[Shahbakhti [2009] from:

std(IMEP)

COV = —\iEp

x 100% (3.7)

with std signifying the standard deviation. This gives a measure of the consistency

of combustion and if any misfires occur.
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3.7 Test Conditions

For designing and testing the ILC, a base operating condition is chosen as the values
given in Table To test the ILC robustness several other operating points are
used. These operating condition changes are given in Table 3.8 For each operating
point in Table |3.8] all other operating parameters are equivalent to their values in

Table B.7 other than the one indicated in Table 3.8

Table 3.7: Base operating condition.

Parameter Value

Intake Temperature 100°C

Intake Pressure Atmospheric (92 to 94 kPa)
Speed 800 RPM

Compression Ratio  11:1

Fuel 1 n-heptane

Fuel 2 iso-octane

Table 3.8: Parameter changes from base operating condition for robustness testing
operating points.

Operating point Change from Base operating condition
1 Intake temperature decreased to 50°C
Intake temperature increased to 150°C
Compression ratio decreased to 10:1
Compression ratio increased to 12:1
Fuel 2 changed to 10% ethanol/90% iso-octane vol%
Fuel 1 changed to 10% biodiesel /90% n-heptane vol%

S O k= W N

3.8 Reference Trajectory

The reference trajectories chosen for the ILC to follow is 60 combustion cycles with a
step in IMEP then in CA50. The IMEP reference trajectory starts at 330 kPa then
steps up to 370 kPa at cycle 20. For CA50, the reference trajectory starts at 3 deg

then steps to 6 deg at cycle 40. These trajectories are given in Fig. A step is used
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Figure 3.8: Reference trajectory to test controllers.

in both to illustrate the advantages of using an ILC as many feedback controllers have
large initial errors when a step is implemented. The steps are separated so the effects
of the step on each reference can be seen and without the other step complicating the
response. This reference trajectory will be used for all tests so that the error norms

can be compared without the need to normalize.

3.9 Matrix Function Definitions for ILC

Several matrix functions are used in the analysis of ILC systems. This section details
the calculation of these functions. The spectral radius, p(-), of a matrix, A € C"*",

with eigenvalues of A, ..., A, is|Golub and Van Loan [1996]:

p(A) = max {| M), oy [ M|} (3.8)

Singular values of a matrix, A, are square roots of the eigenvalues of the matrix
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A*A where A* denotes the adjoint of A Golub and Van Loan [1996]. The singular
values are non-negative real numbers with the maximum being denoted by &(-) and
the minimum being denoted by ¢(-). The maximum singular value of a matrix is
similar to spectral radius, however they are not equivalent and some analyses, like
matrix interval values, have only been proven with spectral radius and therefore both
are used.

Matrix norms are extensions of vector norms for a matrix. Generally a norm,

denoted with || - || is defined as:

[ Azl
1]l

1 Allp = sup (3.9)

where € C", ||z|| # 0 and p is the chosen norm and is defined for vectors as:

n 1/p
|l = (Z m,p) (3.10)

The p = 2 norm correlates to the vector length in Euclidean space R™. For
matrices the 2-norm is the largest singular value Golub and Van Loan [1996], i.e.
l|All2 = @(A). From here on || - || will denote the 2-norm of a matrix or vector to
simplify the notation.

These properties of matrix 2-norms are used throughout this study |Golub and

Van Loan [1996]:
o [[A]l=0
[ ] ||A|| =0 iff Qi = 0V Z,j

o [[eAll =|al[lA]| V a e R



o [[A+B|| < [IA]l +IB]|
o [[AB]| < [|A]l[|B]

with A, B € R™*"
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CHAPTER 4

ITERATIVE LEARNING CONTROL DESIGN AND

IMPLEMENTATION

This Chapter begins by characterizing the engine output responses in steady-state
and dynamically. It then details iterative learning control designs and analyzes their
response using analytics, simulation and experiment. It then compares the iterative

learning control reference tracking to a traditional feedback controller

4.1 Domain Exploration

The operating domain of the engine is first explored to get a range of the inputs
for which HCCI combustion is possible and to determine how the inputs, Ej, and
E;,, affect the outputs, CA50 and IMEP, in steady-state operation. With all other
engine parameters being constant at the values given in Table [3.7] the amount of
injected energy of each fuel, Ej,, and Ejp, , are swept through the operating domain
resulting in 20 points as shown in Figs. and [£.2] In these figures, the relationships
between iso-octane, n-heptane, CA50 and IMEP can be inferred. Increasing n-heptane
decreases CA50, while iso-octane has very little effect. From Kalghatgi [2003] the
Octane Numbers, RON and MON;, of a fuel can determine its combustion timing. This

initially differs with the results shown in Fig. as increasing Fj,, should increase
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ON and thereby decrease combustion timing. This effect is canceled out since the
decreasing of A retards combustion timing as well Hosseini [2008]. For Ej.,: these two
affects add making CA50 very sensitive to Ejep . IMEP is increased when either of
the two inputs, Ejep or Ejg,, are increased, since IMEP is a measure of work output
from the cycle.

There are 4 main limits to the operating domain. These are: (1) IMEP too high
causing knock; (2) IMEP too low and engine could not maintain operating speed;
(3) CA50 too early causing inefficient combustion; and (4) CA50 too late causing
inconsistent combustion Shahbakhti [2009]. The knock limit is defined by Dec et al.
[2011] as having a dP/df > 8 bar/CAD. The limit is seen in Fig. [1.2] when the surface
reaches 400 kPa as the dP/df is 7.5 bar/CAD. The system was not pushed past knock
to avoid possible damage to engine. The three points near the knock boundary are
{Ehept» Eiso }={0.37 kJ, 0.56 kJ}, {0.39 kJ, 0.53 kJ} and {0.41 kJ, 0.49 kJ} resulting
in an approximate domain limit of Ejs, + Epepr < 0.92 kJ which is a diagonal line
through the operating domain. The IMEP low limit occurs when the total fuel is
too low and any decrease in either of the fuels will cause the CFR engine to slow
down. This gives another approximate limit of Fjs, + Epepe > 0.70 kJ which is also a
diagonal line through the operating domain. The combustion timing limits on CA50
are set at 0 deg and 8 deg. They are set to these values as having a combustion
timing before top dead center tends to decrease engine efficiency and too late can
increase combustion inconsistency and decrease efficiency Shahbakhti [2009]. Steady-
state combustion timing is dominated by Ej,: . This translates to limits of n-heptane
which are approximately 0.37 kJ < Epepe < 0.41 kJ.

Within the domain described, the steady-state responses of CA50 and IMEP for

the engine are approximately linear. A 2-D linear regression for these 20 points is
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performed giving:

CA50 —110 0.0445 | | Epept 46.2
= + (4.1)
IMEP 464 492 Eiso —46.9

The regression has an R? equal to 0.965 for CA50 and 0.980 for IMEP. The param-
eters obtained by the regression in eqn. are consistent with the above described
mechanisms. The CA50 has a large negative sensitivity to Ej., and almost no sen-
sitivity to Ejs. The IMEP has nearly equal sensitivity between Ejg, and Ejepe. The
total steady-state standard deviation of CA50 and IMEP is 0.47 deg and 3.9 kPa,
respectively. These values will be considered as the noise levels of their respectively
signal.

The combustion duration is shown in Fig. [£.3] This figure shows the decrease in
combustion duration as both Ej.,: and Ej,, are increased. This is due to the increase
in fuel concentration increasing the reaction rates Warnatz et al. [2006]. The COV
for steady-state operation is shown in Fig. and varies between 0.8 and 1.3 for
100 engine cycles. This figure shows that COV is relatively independent of Ej.p or
E;s, within the domain indicating no misfire occurs. An additional data point is taken
with a CA50 of 15.1 deg and has a COV of 2.1. This point is outside of the operating
range prescribed before but is used to highlight why the operating range was chosen
as such. The increase in COV agrees with Shahbakhti [2009] in that later combustion
becomes less consistent and would increase the COV of the system which would also

increase the noise levels of the CA50 and IMEP.

4.2 System Identification

The transient response is modeled in this section. As discussed in Chapter [2] this can

be done using detailed physics of the system; which is an on going research area. Here
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Figure 4.1: Steady-state combustion timing responses in HCCI with each point having
a multi-sample uncertainty of 0.16 deg for varying iso-octane and n-heptane.
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system identification procedure is used to identify a model that accurately simulates
the system Ljung [1999] using the input and output time series data of the system.
The model can then be used to design a controller.

4.2.1 Pseudo-Random Binary Signal

The first step in system identification is to create an input that has persistent exci-
tation. Persistent excitation to order n is defined in [Soderstrom and Stoica [1989]

as:

1. The following limit exists:

N
.1 T
ro(T) = ]\}1_r>r(1>o N ;1 Uppr Uy (4.2)

Where u; is the input at time ¢, 7 is the lag and r,(7) is cross-correlation.

2. The matrix

[ (0) (1) . ra(n—1) |
Ro(n) = ro(—=1)  7,0) ... 1u(n—2) (4.3)
| ru(l=n) ra(0) |

is positive definite.

A necessary condition for consistent estimation (i.e. as N — oo, the estimated
parameters of the system, é, approaches the actual system parameters, 6) of a linear
model of order n is the input should have persistent excitation to order 2n except for
ARX model Huang et al. [2013]. A random binary signal has persistent excitation
to any order Huang et al. [2013]. However it also excites all frequencies which may

not be ideal as some unnecessary dynamics may be captured Huang et al. [2013].
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Instead some frequencies can be eliminated by using a Pseudo-Random Binary Signal
(PRBS) as an input. This is implemented using Matlabs “idinput” function [Ljung
11999|. This signal randomly jumps between two levels. The length of the input
is set to 1000 cycles as this is the maximum the software can store as described in
Chapter[3] The PRBS levels are constrained by the operating domain limits described
in Section [4.1} To cover the operating range and maintain the highest signal to noise
ratio, the PRBS levels are set to the maximum operating range. This results in:
0.370 < Epepr < 0.409 kJ and 0.332 < Ej,, < 0.448 kJ. The normalized frequency
band of the input is [0,0.2] and the sample rate is every other engine revolution (at
800 RPM this is ~ 6.7 Hz) This ensures sufficient number of level changes occur in
the input but still enough low frequency excitation to capture any slow dynamics
like RPM response and wall temperature changes. The results of the PRBS input,
with operating conditions given in Table and the mean removed from both the
input and output signals, is given in Fig. [4.5] Here the A signifies that the mean was

removed from the signal as

ACA50 = CA50 — CA50,, (4.4)

where CA50,,, is mean CABH0 for all 1000 cycles. Likewise is done for the other
signals.

The data is then separated into the identification and validation data, with 700
cycles being used for identification of the system and 300 being used for validation of
the model. The validation data is used to evaluate how well the model predicts the
output. By keeping the identification data separate from the validation data helps

ensure the model does not “over-fit” the data Huang et al. [2013].
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4.2.2 ARMAX Model

For system identification an Auto Regressive Moving Average with eXogenous input
(ARMAX) model structure is used Ljung [1999]. This model structure is chosen as
it is a simple model with dynamics and includes a noise model. This makes system
identification easier and gives reasonable results as found in [Audet [2008] which found
no improvement for using the Box-Jenkins model over the ARMAX. The ARMAX

model takes the form of:

(4.5)

where y(k) € RP and u(k) € R™ are the p outputs and the m inputs of the system
respectively, d(k) is the noise, 27! is the back-shift operator and k is the “time step” of
the system, which is equivalent to a combustion event, or two crankshaft revolutions,

for this system. The terms a(z), b(z) and c(z) are matrices of polynomial defined as:

a(z) = anlz) ar(z) (4.6)
i a21(2> CLQQ(Z)
bii(z) bia(z
b(z) = (=) braf2) (4.7)
i b21<2) bQQ(Z)
)= | 9 0 (4.8)
i 0 c(2)

and the polynomials take the form of:
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a(z) =1+ az P rasr P fagz P+ ap, 2~ " (4.9)
b(Z) =z " (bo + blz_l + b2z_2 + b3z_3 + ...+ bnbz_nb) (410)
c(z)=1+cz '+ +ez P+ ez (4.11)

where a, b, ¢ are the coefficients to be identified, n,, ny, n. are the number of
poles, zeros plus 1 and coefficients of C'(z), respectively. These are refered to as the
order of the polynomials Ljung {1999]. The term nj is the “delay” of the system
and corresponds to how many time steps it takes before the system responds to the
input. For the CFR engine setup ny is taken as 1 as the injected fuel is first burned
and then both IMEP and CA50 are calculated for the next cycle. With the model
structure defined and n; given, the orders of the polynomials can be obtained using
a parametric system identification process |Ljung [1999).

Three properties of the validation data simulation are chosen to evaluated how
well the model simulates the system Huang et al. [2013]. They are the residual
correlation, the input-residual correlation Ljung [1999] and the % fit of the
infinite step-ahead prediction. The residuals are found from the error of the
one step-ahead predictor of the model on the validation data. The one step-ahead
predictor uses input and output data from before the current time step to predict the
next value. In contrast, the infinite step-ahead predictor does not use the output data
and only the input data to predict what the output values will be. By evaluating
the cross-correlation of the residuals, a measure of how close the residuals are to
white-noise is obtained. Since white noise is defined to be entirely uncorrelated, if
the residuals are white noise this indicates that the model captures the deterministic
part of the data Huang et al. [2013]. The cross-correlation of white noise, vy, with

itself should have a correlation of:
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A2 ifj=0
E('Ukkaj) = (412)

0 ifj#0
with A being the standard deviation of the noise at time step k, and E(:) in-
dicating the expected value Huang et al. [2013]. The input-residual correlation
tests correlation of the residuals to the input. If the correlation is zero for all lags
then the residuals are uncorrelated to the input and that indicates no information
for predicting the residuals is contained in the inputs and the model plant perfectly

matches the plant for the given data set [Huang et al. [2013].

The % fit is found using the following formula Mathworks [2015]:

% fit = 100 (1 — M) (4.13)
Iy — 9l

where y is the recorded output data, g is the infinite step-ahead prediction, and
y is the mean of the output data.

The orders, n,, ny, and n., are found from starting at 1 and increasing until none of
the three criteria significantly changed. The noise order n. is increased first, then the
zeros, ny, and finally the poles, n,. With the parsimony principle, model complexity is
considered as well [Huang et al. [2013]. This is the reasoning for increasing the orders
in this fashion as noise order has no effect on “plant complexity” and the poles have
more effect on “system complexity” than the zeros do. To keep minimal complexity, if
increasing the order only has a minimal affect on one of the evaluations, e.g. increase
a % fit by ~ 0.01, then the lower order is kept. The final model cross-correlations
are given in Figs. and [4.71 The dashed lines signify 99% confidence interval. Any
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Table 4.1: ARMAX polynomial orders.

Order Polynomial
0 12, A21
2 @11, @22, b1, b1z, Doy, bag, €1, 2
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Figure 4.6: Cross-correlations of CA50 and IMEP ARMAX residuals from PRBS
validation data with themselves.

point that lies within the confidence interval is deemed acceptable Huang et al. [2013].
The infinite step-ahead prediction is compared to the validation data in Fig. 4.8 with
a % fit of 69.3 and 84.4 for CA50 and IMEP respectively. The model orders are given

in Table [4.1] with coefficients given in Appendix [C]

4.2.3 Markov Parameters

Another useful plant model are the Markov parameters, also known as the impulse
response Ahn et al. [2007a]. From a system plant, P, with a state-state space model

of the form:
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Figure 4.7: Cross-correlations of CA50 and IMEP ARMAX residuals from PRBS

validation data

with system inputs.
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2(k + 1) = A(K)x(k) + B(k)u(k)
P= (4.14)

y(k) = C(k)z(k) + D(k)u(k)

and assuming linear time invariant (LTI) system, the Markov parameters can be

calculated as /Ahn et al. [2007a]:

h(i) = (4.15)
CA~'B >0

where h(i) € RP*™ is the i*" Markov parameter and x € R" being the system
states, u € R™ contains the inputs, and y € RP contains the outputs. For a plant

transfer function:

y(k) = Gp(2)u(k) (4.16)

with,

the Markov parameters, or impulse response, are found from the coefficients of
the long division of a(z) into b(z) Ljung [1999]. The Markov parameters can be used

to determine the system response, y(k) from any input, u(k) as:
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y(k) = (hx u)(k) (4.18)

where * is the convolution operator.

To find the Markov parameters, two linear regressions, one for each output, are
performed on the PRBS data with the regression coefficients 3; € R** being the
Markov parameters, the inputs being the regressors, X € R¥*2" and the outputs being
the regressands, y; € RY with j signifying which output, i.e. j = 1 corresponding to

CA50 and j = 2 corresponding to IMEP. The regression is formulated as:

yj = Xﬁ] + €; (419)

with €; € RY being the noise term and the other terms are:
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- . [ H,u(1) |
y;(1)
Hjs(1)
Y= yj@ , By = : (4.20)
| Hj(n)
3(IV)
¥ ] | Hjz(n) |
u1(0) u2(0) 0 0
uq (1) ug(1)  uy(0) u2(0) 0
X = E ; (4.21)
uy(n) us(n) u1(0) u2(0)
] u(N—=1) ue(N—-1) ... w(N—n) uy(N—n) |

with n being the number of Markov terms to be determined and N + 1 being the
number of data points. The Markov parameters are H (i) ;; for the i parameter that
corresponds the k' input to the j* output. The subscripts for the inputs are: k =1
is Epepr and k = 2 is Ej,, . Since the system has a single step time delay, this means
that the ¢ = 0 Markov parameters are 0 and therefore do not need to be included in

the regression. The least-squares solution to 3; is:

B = (X"X)"'X"y, (4.22)

With a variance of:
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Figure 4.9: Markov parameters for operating conditions given in Table with 95%
confidence intervals found from linear regression of PRBS data.

Cov(B;) = (X"X) "' \2 (4.23)

with )\5 is the noise variance of ;.

The results of the linear regression with a 95% confidence interval on each param-

eter in eqn. for 25 of the parameters are given in Fig. 4.9

4.3 Control Design

Defining the system P for a repetitive process by following eqn. [4.14] results in:
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zj(k+1) = A(k)z; (k) + B(k)u; (k)

v
Il

(4.24)
oy;(k) = C(k)x;(k) + D(k)u;(k)

yi(k) = 0y; (k) + yo(k) + d;(K) (4.25)

where k£ € [0, N — 1] is the time step, N is the number of data points per “pass”,
and 7 is the iteration. This is a representation of the plant for a repetitive process.
The system disturbance is d; € R? for iteration j. Then P can be written as a lower

triangular block matrix containing the Markov parameters as:

Ho, 0
P= S (4.26)

Hy_1p -+ Hy_in-1

With Hy,; being the j™ Markov parameter for the k™ time step. Since D =0 €

RP*™ assuming Linear Time Invariance (LTI) and referring to eqn. m, P becomes:

- ) .
H(1) 0
P=| H(@2 H1) o0 (4.27)
| H(N - 1) -+ H(1) 0 |

Where H(i) € RP*™. For the single cylinder engine, with p = m = 2, it is:
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H(i) h11(i) - haa(d) (4.28)

hgl (Z) h22 (Z)

where h(i) ;5 is the it" Markov parameter corresponding the £ input to the ;"
output. This makes P € RPN*™N — The system can be written in a lifted form as

Barton and Alleyne [2011]:

yj = Pu]' + dj (429)
with
u;(0) i k)
- u;(1) B :
w=| O Lwm=| (430)
' ™)
| ui(N—1) ] R
w0 -
o o)
vi=| U wt=] (4.31)
’ (»)
w1 | o

Here u; is the input over all time samples at iteration j, and u;(k) is the m inputs
(here 2) at time step k. Similarly, y; is the output over all time samples at iteration
J, and y;(k) is the p outputs (here 2) at time step k. This is also known as a “super-
vector” rearrangement as u; € R™ and y; € RPN becomes a vector containing each

time step’s input and output for the j iteration. For the CFR engine u;(k) and
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Figure 4.10: ILC block diagram schematic with memory blocks signifying when an
iteration of data is saved.

y;(k) are:

Ehept,j(k) CA50] (k’)
u;(k) = » y5(k) = (4.32)
Eiso,j(k> IMEP] (/{7)

The iteration error, e;, given a reference trajectory y,, is defined as:

e =Yy, —Y; (4.33)

A generalized ILC can then be implemented as, Barton and Alleyne [2011]:

Ut = Luu]' + Leej (434)

L. and L, are termed the learning and forgetting filters, respectively. A block
diagram showing this control strategy is given in Fig. The memory blocks are
used to save the entire iteration’s data of its respective input. The purpose of the ILC

control design is to reduce each time step’s error using the previous iteration’s error

and input. Using eqs. [4.29, [4.33] and [4.34] the next iterations input can be written
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as.

w1 = (Ly — LeP)uy; + Le(y, — dj)) (4.35)

The system will be asymptotically stable if Bristow et al. [2006]:

p(L, — L.P) < 1 (4.36)

with p(-) being the spectral radius defined in Section [3.9 and y, is bounded, i.e.

lly,|| < oco. Choosing L, = I and assuming no noise or disturbance in the system,

i.e. d;j(k) =0 Vy,k, eqn. can be combined with eqns. and as:

uj 1 =u;+ Lee; (4.37)
Puji = Pu; + PL.e, (4.38)
Y1 =Y; + PLee; (4.39)

Yr = Yjr1 =Y, —¥; — PLece; (4.40)
ej1 =e€; — PL.e; (4.41)

ejr1 = (I — PL.)e, (4.42)

From eqn. [4.42} convergence to zero error is guaranteed if p(I — PL.) < 1
et al. [2011]. However ILC are known to have large transients Bristow et al. [2006],

and it is desirable to also guarantee monotonic convergence. By taking the norm of

eqn. as defined in Section the following is obtained Meng et al. [2011]:
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llejll = [I(1 = PLe)ej|| < [[(T — PLe)|| [le;]] (4.43)

If [|(I — PL.)|| < 1 then the system will have monotonic convergence in the sense
of the chosen norm, here being the 2-norm. Note: the norm will be larger than or
equal to the spectral radius for any matrix, i.e. ||A|| > p(A), making the monotonic

convergence a more stringent criteria.

4.3.1 Norm-Optimal

There are many ways to design L, and L, Bristow et al. [2006]. One example is a norm
optimal approach proposed by Barton and Alleyne [2011]. This involves minimizing

a cost parameter J, defined as:

J=ej,1Qej +up, Suj + (i —wy)' R(ujp —u) (4.44)

where Q € RPV*PN G ¢ RMNV*mN and R € R™V>*™Y are weight matrices for the
error, input and change in input between iterations respectively. The learning and

forgetting matrices can then be determined as:

L,=(P"QP+ S+ R)"'(P"QP + R)

L.=(P"QP+ S+ R)"'PTQ (4.45)

For the norm-optimal, combining eqs. [£.42] and [£.45] gives [Barton and Alleyne

2011):
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L,—LP=(P'QP+S+R)'R (4.46)

Convergence is then guaranteed for any symmetric positive definite ), R and S
with PTQP + S + R being positive definite Barton and Alleyne [2011]. For LTI,
it is common to set ) = ¢qI, R = rl, and S = sl to make the design easier and
have minimal effects on control performance Barton and Alleyne [2011]. Since the
weighting matrices weight the system variables in comparison to each other, ¢ is set
to 1 without a loss of generality. For the system to converge to zero steady-state error
|S||l2 = 0 Barton and Alleyne [2011], therefore the s is set to 0. Thus with @ = I,
R=rland S = 0, eqn. becomes:

L,=(PTP+rIyY (PP +rI)=1
L.

= (PP +r)'PT (4.47)

and eqn. becomes:

L,— LP=r(P'P+rl)™" (4.48)

To find the optimal value of r, the norm-optimal control is simulated using the
ARMAX model found in Section and using the ARMAX impulse response to
create the P matrix. Increasing r has two major effects, it slows down convergence but
also limits the effects that stochastic disturbances have on the subsequent iterations

Barton and Alleyne [2011]. By testing the norm-optimal control, it was found that
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noticeable convergence changes are only observed with changes in » magnitude. The r
value was increased in magnitude until it noticeably affected the system convergence.
To show this results for three of the simulated r values, r = 1, r = 1000, and
r = 100000, are given.

The error norm iteration plot, i.e. ||e;|| vs. j, for each r value using the ARMAX
model simulation is shown in Fig.[£.11} For each r value, the convergence of the engine

IMEP error norm is consistent with convergence achieved by the 4" iteration. The

CAb50 error norm Figs. [4.11a] and 4.11D] are similar but for » = 100000 convergence

is not reached within the 20 iterations as shown in Fig. [f.11c¢] This indicates that
an r value this large slowed convergence. The difference in convergence time between
IMEP and CA50 error norm for Fig. is thought to be a result of the relative
magnitudes of the two outputs and having equal weightings in the () matrix.

The three r values are then experimentally implemented on the CFR engine and
the norm-error convergences are shown in Fig. The similarities between the
experimental and simulated error norms, shown in Fig. 4.11} are noticeable giving
indication that the ARMAX model does well in describing the engine’s response to
the ILC controller. To evaluate the ILC performance on the engine as a function
of r, the mean error norm and standard deviation of the last 10 cycles’ error norm
are given in Tables and for CA50 and IMEP, respectively. The converged
iteration, jeony, 1S also given. This is defined as the first iteration that is within
the standard deviation of the error mean. Due to the stochastic nature of error
norm at convergence, j.on, Will have a statistical property and is not reliable within
2 iterations. To get an accurate j..,, value multiple convergences must be done to
find the distribution and mean. This would be time consuming and is not done in
this study; instead when two control schemes are being compared, the j...., value is
confirmed with visual inspection of the error norm plots.

From the engine response, the r = 1000 case performed as expected with little
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effect on the convergence time compared to r = 1 but with a 21% decrease in standard
deviation for CA50. For the case of » = 100000 IMEP converged well with having a
lower mean error norm and standard deviation compared to r = 1 and » = 1000 cases,
but has poor convergence response in CA50 and long convergence time for IMEP so
r = 1000 is chosen as best compromise. The final iteration, 7 = 15, control signals
for r = 1000 are given in Fig.[£.12] The ability for an ILC controller to anticipate the
reference steps despite a time delay in the system is due to the repetitive nature of the
input learning and is shown in Fig. [4.12, By using the error of the previous iteration,
the controller learns how to improve the input for better tracking control. This is
shown in Figs. and .14l These figures show the evolution of the IMEP error
through each iteration. The r» = 1000 case converges quickly so little can be discerned
between the 2°¢ and 3" iteration traces but the 1% to 2" has a major decrease in
error. For the » = 100000 case the evolution of error through the iterations is more

noticeable.

Table 4.2: Experimental norm-optimal ILC performance results for CA50 error norm
convergence.

ILC mean(|lecasollz)  std(||ecasol|2)  Jeono, caso
r=1 5.51 0.624 2
r = 1000 5.36 0.494 3
r = 100000 204 4.09 1

Table 4.3: Experimental norm-optimal ILC performance results for IMEP error norm
convergence.

ILC mean(||eniep||2)  std(||lemep|l2)  Jeonw, IMEP
r=1 40.0 6.08 2
r = 1000 37.7 6.64 2

r = 100000 31.3 4.26 4
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4.3.2 Model-less

A common ILC update law is Ahn et al. [2007a]:

wira(k) = wy(k) +7e;(k + 1) (4.49)

for a Single-Input Single-Output (SISO) system with a time delay of 1 step and

with v being the being Arimoto-like learning gain. In super-vector form:

Ut = Luu]‘ + Leej (450)

Eqn. has learning and forgetting filters of:

(004 0 .. 0 |
00 v 0 0
Le=| ¢ : (4.51)
0 gl
0 . 0
L,=1 (4.52)

Ensuring stability requires only that v must be chosen so that |1 — vh(1)] < 1
Ahn et al. [2007a]. However, with a Multi-Input Multi-Output (MIMO) system, + is a
matrix, v € R™*P_ which makes selecting v more difficult as each output has different
magnitudes and are affected by each input in different proportions. To compensate
for this, a method to design ~ such that even in MIMO operation only a single value

needs to be adjusted for control robustness is developed. This method will be called
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the “model-less” control as it does not require dynamic modeling for its design. This
method assumes the number of inputs equals the number of outputs, m = p, and the
steady-state Jacobian, J € RP*™ of the system as found in Section is needed.

The Jacobian is Kaplan [1984]:

0 0
3_1]2|(u1,u2...um) %“ul,ug...um)
J(uq, ug...ty,) = : : (4.53)
7] 0
a_£|(u1,u2.-.um) azﬁ: |(u1,u2---um)

where ygls) = fi(u1, us...up,) and all u; are in steady-state. If the system is linear

than the Jacobian is constant at all points. Thus, the Jacobian from eqn. [£.1] is:

—110 0.0445
J = (4.54)

464 492

Note: The Jacobian used here is a steady-state and not a dynamic Jacobian often
used for linearizing state-space models. The steady-state Jacobian is the sensitivity
between inputs and outputs of the system. The Jacobian is useful in that it provides a
weighting between the inputs and the outputs. By taking the inverse of the Jacobian,
the amount of each input needed for a desired output can be calculated. For the

MIMO ILC update law, this looks like:

Uj+1(]€) = Uj<k') + K- J_lej(k: + 1) (455)

with K being a parameter that can be increased for faster response control like a
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feedback control gain Franklin et al. [2015]. In super-vector form, L. becomes a block

matrix:

(0 K-J' 0 0
0 0 K-J' 0 0
L= | : : (4.56)
0 K. J-!
L 0 0 _

4.3.3 Stability

To find an optimal K value a stability analysis is performed. Here optimal is defined as
the value of K that gives the quickest convergence time, therefore smallest p(I — LP).
This stability analysis uses interval matrices Ahn et al. [2007b]. Interval matrices are

matrices whose elements are between two values given as |Ahn et al. [2007h|:

I _ I I e
A" = ag], a5 € lay, ag], 4,7 =1,....,n (4.57)
where @;; indicates the maximum extreme value and a;; indicates the minimum

extreme value of the i*" row and j*® column element of the interval matrix A? € R™ ",

The vertex matrices, AV, of an interval matrix is defined as:
b )

AV =ay], af; € {aij, @5}, i, 5 =1,...n (4.58)

ij

Therefore, there are 2 vertex matrices for single interval matrix. The interval

matrix’s spectral radius is bounded by the maximum spectral radius of the vertex
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matrices |Ahn et al. [2007b]. This allows the stability of the system to be guaranteed
even if the exact Markov parameters are not known.

Using eqs. and the following block matrix is:

0 0 0
0 KH(1)J! 0 0
KH(2)J"'  KH(1)J

PL.— | h 5 (4.59)
KH(3)J™'  KH(2)J! KH(1)J

0 KH(N —1)J! KH(1)J

which can then be used in eqn. [£.42] Note that a block triangular matrix’s deter-
minant is the multiplication of the determinants of the matrices down the diagonal
Powell [2011]. Using this, the eigenvalues, without multiplicity, of I — PL, are 1
and eig(I™*™ — KH(1)J™'). The eigenvalue of 1 is a result of the column of zeros
in PL, of eqn. which is the from the time delay in the system. This means
that the very first cycle’s error cannot be manipulated, and is only a result of the

systems initial condition. Ignoring the first cycles error allows the stability condition

for p(I — PL.) < 1 to be reduced to:

p(I™™ — KH(1)J ) < 1 (4.60)

An estimate for K can be found from the following logic of applying a steady-state,

denoted with a subscript of ss, input into the system:



where

Au=u-—uy

Ay =y -y,
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(4.61)

(4.62)

(4.63)

(4.64)

(4.65)

with uy and y, chosen such that if Aug, = 0 then Ay,, = 0 and * denoting the

convolution operation. Comparing eqn. to

Ay, = JAug

gives

J = ZH(Z’)

(4.66)

(4.67)

and substituting the matrix argument of the spectral radius, p, in eqn. |4.60
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I - KH(1)J'=1-KH(1) (f: H(z’)) i (4.68)

=1-K (i H(i) H—1(1)> _ (4.69)

=] -K <I+iH(i) H‘l(l))_ (4.70)

1=2

this is done assuming that H™'(1) is non-singular. If ¢(H(1)) >> (> 5, H(4))

then

I+ iH(z’) H'(1)~1 (4.71)

with proof given in Appendix [D] The interpretation of this assumption is the
majority of the response is in the first cycle after the input. For the CFR engine this
is found to be the case experimentally as shown in Fig. the first Markov parameter
dominates the subsequent ones. Substituting eqn. into eqn. gives:

o -1
I—K (I +) H(i) H—1(1)> ~T—K(I)™! (4.72)
=2
=1—-KI (4.73)
for a spectral radius of 0, K = 1. This will give a single iteration convergence to

0 error. This signifies that systems with large initial responses are to have an ideal

K value near 1. By similar logic, if 3(H(1)) << a(}_:°, H(i)) then
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I+ZH(2’) H (1) ~ ZH(@') H (1) (4.74)

combining this with eqn. [£.70] gives

~I-K (i H(:) H—1(1)> _ (4.75)

=] — KH(1) (i H(z’)) _ (4.76)

I-K ([ + i H(i) H‘l(l))

as stated before p(A) < G(A). Therefore minimizing the 2-norm of a matrix also
minimizes the upper bound on the spectral radius. By taking the norm of eqn. [£.76]
and applying the backwards triangle inequality |Cassell [1854] with the assumption

K > 0 gives

o

HI—KH(1)<ZH(2')> Hz]WH—HKH(l)( H<z’>> Il am

- \1 ~ K||H(1) (Z H(z’)) ||' (4.78)

1=2

which can be combined with

||H(1) (Z H(z’)) | <<1 (4.79)

from eqn. [£.74 This means that for the lowest bound for the norm of eqn. [4.70]

to be 0, K >> 1. This does not imply that the optimal K value is much larger
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than 1, only that larger values minimize the lower bound of the matrix norm. One
interpretation of this is that as majority of the response moves later in time, the
optimal K values are likely to be larger. For the CFR engine response given in
Section [4.2.3] the optimal value of K is expected to be slightly larger than 1. The

first Markov parameter is:

86.0 847
1) = (4.80)
398 463

from Fig. This matrix has an inverse of:

-0.0107  0.0002
H(1)!' = (4.81)
0.0092  0.002

showing that the assumption for H(1) being invertible is valid for this system.

In eqn. [4.60, H(1) is an interval matrix found in Section where the inter-
vals are the 95% confidence bounds given in Fig. for the first cycle. Using the
knowledge that the spectral radius is bounded by the vertices, the maximum spec-
tral radius of the 16 vertex matrices is plotted with the nominal spectral radius as
a function of K in Fig. [4.15| The minimum value of the maximal spectral radius is
preferred as convergence will occur faster Barton and Alleyne [2011]. From Fig. 4.15
the minimum value occurs at K = 1.12 - slightly above one as expected. The system
goes unstable for K < 0 or K > 2. Another property observed is the convergence
of the expected and maximum spectral radius as K approaches 0. This shows that
the control becomes more robust as K approaches 0. A plot of all 16 vertex matrices

spectral radii as a function of K is given in Appendix [D]
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Figure 4.15: Maximum and expected spectral radius for varying K found from interval
and nominal matrix of system plant shown in Fig 1.9}

4.3.4 Noise Transference

Similar to how eqn. is formulated from eqns. [£.29] [£.33] and [4.34], but assuming

d; is stochastic gives:

ejr1 = (I — PL)ej + (dj — dj1) (4.82)

which can then be used to solve for e; as a function of the iteration, j, first

iteration error, ey, and iteration stochastic disturbance, d;:

j—1
e;=(I—PLyey+ (I —PL/'dy+» (I—PL/"'PLd; —d, (4.83)
=1

Taking the norm of eqn. gives
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j—1
llejll < I|(I = PL)[P[leo]| + [|(I = PL)[Y|dol| + [[PLI| Y [|(1 = PL)[F~ Y dil| + [|d,]]

i=1

(4.84)

As discussed before if ||(I — PL)|| < 1 then the system will converge as the ey
and dy terms will approach 0 as 7 — oo and the summation term will converge
assuming the ||d;|| < co. The summation is multiplied by ||PL||, therefore it can
affect the upper bound of the error norm of each iteration. Looking at eqn. [4.59]
||PL|| = |K|||PJ||, where J is the learning matrix, L., divided by K. From this
it can be deduced that larger magnitudes of K can increase the maximum iteration
error norm for model-less control with stochastic disturbance.

Assuming the disturbance, d; is Gaussian noise with zero mean and variance of

A2, and taking the expected value of eqn. m gives:

E(|legll) < [1(1 = PL)|FE(]leol) + (H(I— PL)|P +||PLI| Y I = PP~ + 1) N

=1

(4.85)

E(||dy]) = E(d;(1)* + ... + d;(N)?) (4.86)
= E(d;(1)*) + ... + E(d;(N)?) (4.87)

= N) (4.88)

Taking eqn. to convergence, so j — 00, gives:
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E(llexl]) < <||PL|| Yol = PL)" + 1) N (4.89)

=0

The summation term is a geometric series that converges to

I = PL)|" = (4.90)
; 1—|[(I = PL)|
which gives
|1PL| 2
E(llex]]) < ( +1)|NX (4.91)
1—|[(I = PL)
or using ||PL|| = |K|||PJ]|:
[1PJ]] 2
Bl < ( FL) KN (4.92)
1—|[({ = PL)|

which gives the mean error norm upper bound to be a function of the noise
variance, the iteration length, the system learning filter and the gain. If ||(I — PL)|| is
decreased it may decrease the mean error norm upper bound, as 0 < ||({ — PL)|| < 1.
However, it may be counteracted by an increase in ||PL|| as there is no bounding on

it. This can increase the mean error norm upper bound.

4.3.5 Implementation

The model-less control is first simulated on the ARMAX model found in Section [4.2.2]

then is implemented on the single cylinder engine. Four values of K are used to
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compare to the results predicted in Fig. [£.15] The four values are K = 0.9, 1.12, 1.3
and 1.8. From Fig. the optimal convergence time should occur with K = 1.12
and K = 0.9 and K = 1.3 should have similar convergence time. The K = 1.8 case
should be close to instability. Then these cases are experimentally implemented on
the CFR engine. Fig. |4.16[ shows the iteration error norm for the four cases for both
experimental and simulated results. In Fig. the number of iterations plotted
was increased to 30 for the simulation to show that the system was stable as this

is not clear when only viewing 20 iterations. The other K values behaved similarly,

as expected. From inspection the convergence time of Figs. 4.16a] and 4.16b| are the

same. Fig. [4.16d however, has longer convergence time and has a unique aspect of
an increase in CA50 error norm from the first to second iteration for the simulation
results. This is thought to be a result of the noise feeding through the control as
given in eqn. 4.85] The close similarity of experiment and simulation indicates two
things. One, the ARMAX model used in the simulation seems to captures the system
response well. Two, since this system model (here ARMAX) capture the dynamics,
an ILC control can be tuned in simulation and directly implemented on the engine
without further tuning.

The controller performance evaluations for the experimental results are given in
Tables 4.4 and [£.5] The results of the actual engine performance mimic the ARMAX
model well as shown in Fig. 4.16f The major discrepancies are the lack of second
iteration increase in CA50 error norm observed in Fig. and the CA50 conver-
gence in K = 1.8 is more prominent for experimental results as shown in Fig.
compared to the simulation. These are likely a result of the system’s noise variance
being not as large as predicted by the ARMAX modeling therefore the noise that
is fed into the input is less. Comparing the results in Tables and [4.5] the best
K value was 0.9 with 1.12 being slightly less optimal due to the noise feedback as

shown in eqn. [£.91] Fig. [£.17] gives the control inputs and outputs for the K = 1.12
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case. From this figure the large input variance can be seen which is the most probable
reason for the K = 0.9 outperforming the K = 1.12. An experimental test is done
with K = 2 but the system is unstable, as expected, and all inputs hit saturation

after 2 iterations so the results will not be shown.

Table 4.4: Experimental model-less ILC performance results for CA50 error norm
convergence.

ILC mean(||ecasollz) std(|lecasoll2)  Jeonw, caso
K =09 5.13 0.794 2

K =112 5.21 0.406 3
K=13 6.31 0.573 5
K=18 18.9 3.18 N/A

Table 4.5: Experimental model-less ILC performance results for IMEP error norm
convergence.

ILC mean(||emnep||2)  std(]|emep||2)  Jeonw, MEP
K =09 40.4 5.00 2
K=112 43.8 6.67 3
K=13 43.4 4.70 4
K=18 98.9 21.0 N/A
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4.4 Filter Design

For both the norm optimal and model-less control, noise has a prominent effect on
convergence time and mean converged iteration error norm. To mitigate this the use
of filters coupled with the ILC is investigated. A common implementation for ILC
filters is in the form a () filter Bristow et al. [2006], denoted (); here so as not to be

confused with the () weighting matrix in Section 4.3.1 The implementation is:

w1 = Qf(u; + Lej) (4.93)

with L being a learning matrix. This has the effect of turning the ILC off for
frequencies chosen by the @ and have perfect tracking for frequencies not affected

by the (s Bristow et al. [2006]. The learning and forgetting matrices, L. and L,

respectively, in eqn. are:

L,=Qf (4.94)

L= Qf L (495)

where L is designed for optimal stability or monotonic convergence as in Sec-

tions[4.3.1and [4.3.2] Since L, # I, the system is no longer guaranteed to converge to

zero error |[Ahn et al. [2007a). The effects on stability are found by re-writing eqn. [1.35]

as

w1 = QI — LP)u;+Qf L(y, — d;)) (4.96)
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Similarly, if p(Q¢(I — L P)) < 1 the system is stable. If the filter and learning gain
are causal, i.e. lower triangular and Toeplitz, P, L and @y commute Bristow et al.

12006]. Then applying Gelfand’s formula Lax [2002] the following result is obtained

p(Q(I — LP)) < p(Q) p((I — L P)) (4.97)

The eigenvalues of a causal () are the first coefficients of the filter. Therefore
p(Qy) is likely to be less than 1 if the filter has unity gain, which is the sum of all the
coefficients, and is stable. Using these two, if L is designed to be stable and causal,
the system with a causal filter is guaranteed to be stable. This can be extended to
non-causal learning matrices as long as L P is lower triangular and Toeplitz, thereby
keeping the commutativity property between )y and I — LP.

The application of a causal filter introduces a phase-lag and thereby nullifies one
of the major advantages of an ILC, the ability to react to future inputs without a
delay. With an ILC system, each iteration is considered as a whole thus allowing
the use of non-causal filters that have no phase lag. The disadvantage is the lower
triangular property is lost thus breaking the commutativity property making the con-
vergence criteria more complicated Bristow et al. [2006]. This is done by comparing
the asymptotic error, e,,, assuming the disturbance is constant between iterations,

as Bristow et al. [2006]

ew = [I = P[I - Qf(I — LP)|'Q;L)(y, — ) (4.98)

with the iteration error, giving
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e — €11 = PQs(I — LP)P (e, — €j11) (4.99)

Then taking the 2-norm of the system the following is obtained

e — el = 1PQs(I — LP)P ™ ewe — ey (4.100)

lew — el = 1PQ(I — LP)P||[[(ewe — €131 (4.101)

From eqn. [.101] the error will monotonically converge to e if ||[PQs(I —
LP)P7!| < 1 Bristow et al. [2006]. This assumes that the P matrix is invertible,
which is not the case for a system with input delay like the one for the CFR engine.
The alternative is to check stability and optimal design by testing the filters on the
ARMAX model since, in Sections and [1.3.2] the ARMAX model predicted the

engine performance well.

4.4.1 Gaussian

A Gaussian filter is the first non-causal filter to be tested. This is a common filter
used in image processing Haddad and Akansu [1991]. It involves weighting the future

and past inputs with a Gaussian function as:

a2

w(r) =ae?

(4.102)

where a is the scaling value, which is set to ensure the filter gain is unity, and

[ is used to determine how quickly the system responds. The Gaussian function is
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Figure 4.18: Gaussian filter step response with O =9 and § = 9.

approximated with an O™ order filter as:

y(k) =w(n)z(k —n)+wn—1)z(k—(n—1)) + ...
o twDz(k — 1) + w(0)x(k) + w(l)x(k+ 1) + ...

wotwn=1Dz(k+ (n—1)) +wn)z(k —n) (4.103)

with y being the filter output, x being the filter input and n being a function of
the filter’s order, O, as n = (O —1)/2. The filter’s step response is shown in Fig. |4.18|
The filter response is shown to react to the step before it occurs, thereby minimizing
the total error; this is a non-casual filter property.

The filter is then tested in simulation with the model-less control using the optimal
gain of K = 1.12 on the ARMAX model. The filter is compared to the system without
a filter and to filters where the parameters are O and . Choosing a base point of
B =9and O =9, § is increased then decreased with respect to the base point and
the same procedure is done with the filter order. The results are shown in Fig. [4.19]

Note: the order, O, must always be odd for the Gaussian filter so that n is always a
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whole number. The controller performance evaluations are given Tables [4.6] and [4.7]
The addition of the filter has minimal effects on the converged performance shown
in Tables ans [4.7] Varying the filter parameters also does not significantly affect
ILC convergence time as shown in Fig[4.19] The base point is chosen to test on the

engine as varying filter parameters did not effect performance.

Table 4.6: Simulation model-less ILC performance results for CA50 error norm con-
vergence with Gaussian filter.

ILC mean(|lecasol|) std(||ecasol|) Jeonw, caso
Filter less 5.15 1.02 4
B=9, 0=9 1.86 1.06 2
£ =6, 0=9 4.86 0.96 4
B =12 oz 1.97 1.07 3
5=09, O 4.89 1.01 3
b8=9, O: 15 5.05 1.16 4

Table 4.7: Simulation model-less ILC performance results for IMEP error norm con-
vergence with Gaussian filter.

ILC mean(|lenvep||)  std(|lemep|])  Jeonw, MEP
Filter less 39.4 3.95 3
6=9 0=9 42.0 3.26 3
5 =6, 0=9 40.4 3.32 3
6 =12, 0=9 43.2 3.24 3
B=9 0=T1 411 3.42 3
6 =9, 0=15 42.5 3.34 5

4.4.2 Zero-Phase

A zero-phase filter is a filter, for example an infinite impulse response filter, where
after the first pass the output is reversed and put through the filter again. Then the
output of the second pass is reversed and considered the output of the zero-phase
filter. The benefit of this is the phase lag cancels itself through the second pass. As a
result of two passes being performed, the magnitude response is squared Mitra [2006].

A plot of the step response of a zero-phase 8" order Butterworth filter run forward and
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Figure 4.20: Zero-phase 8" order Butterworth filter step response.

backwards is shown in Fig. Comparing this figure to Fig. the overshoot and
subsequent ripples are the disadvantage of using a zero-phase Butterworth compared
to a Gaussian filter. The benefit of a zero-phase Butterworth filter is the ability to
directly choose the cut-off frequency for the Q. To select the cut-off frequency, a
periodogram of the CA50 error is calculated as it has the highest noise levels. The
first iteration error is compared to the final iteration error periodograms of the model-
less ILC CFR engine response in Fig. [£.21] The final iterations error is caused by the
noise disturbance only, as the system error has converged to zero as seen in eqn. 4.84}
Therefore the periodogram of the final iteration error contains only frequencies of
the noise. This is in contrast to the first iteration error where the system has not
converged and the frequencies for the learning filter to update the input are present.
The filter should not cut out any frequencies that are present in the first iteration
periodogram but not in the final, as these are the frequencies that are being utilized in
the control while all others are from the noise of the system. By comparing Figs.
and [£.21D] the control seems to be dominant in the 0 to 0.2 ~ 0.4 normalized frequency

range.
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Figure 4.22: ARMAX simulation iteration error norm for model-less ILC with zero-
phase Butterworth filter with varying cut-off frequency and order.

Similar to Section [4.4.1], the zero-phase Butterworth filter was tested in simulation
using the model-less ILC with the optimal gain on the ARMAX model. The zero-
phase Butterworth filter is created from a low-pass Butterworth filter of order O.
It is tested using a base point with a cut-off normalized frequency, f..;, of 0.2 with
an order, O of 8. The filter’s parameters, cut-off frequency and order, are varied to
find optimal values. The controller without the filter is also given for comparison.
The results are shown in Fig. [4.22| with controller performance evaluation given in
Tables and [£.9. For CA50, the application of the filter is not significant. For
IMEP, however, the filter with cut-off frequency of 0.4 seems to out-perform the
others. By inspecting Fig. the convergence time for all is relatively similar. The

optimal filter parameters are taken as cut-off frequency of 0.4 and order of 8.
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Table 4.8: Simulation model-less ILC performance results for CA50 error norm con-
vergence with zero-phase Butterworth filter.

ILC mea’n(| |GCA50| |) Std(| |€CA50 | |) jconv, CA50
Filter less 5.25 1.12 2
four = 0.2, O=8 5.11 1.13 4
feur = 0.1, O=8 5.51 0.98 4
fout = 0.4, 0=8 4.89 1.12 3
feut = 0.2, O=4 4.90 0.9 5
feur = 0.2, 0=16 5.08 1.08 4

Table 4.9: Simulation model-less ILC performance results for IMEP error norm con-
vergence with zero-phase Butterworth filter.

ILC mean(||envep||)  std(|lemvep||)  Jeonw, iIMEP
Filter less 39.4 3.54 3
four = 0.2, O=8 43.2 3.22 3
fewr = 0.1, O=8 55.0 3.23 3
four = 0.4, O=8 38.0 3.46 3
four = 0.2, 0=4 42.6 3.31 4
four = 0.2, 0=16 441 3.29 3

4.4.3 Implementation

The optimal filters are then implemented on the CFR engine. Fach optimal filter,
Gaussian and zero-phase Butterworth, is tested with each control style, model-less
and norm optimal. Previously, the r» was increased for the norm optimal to minimize
the noise effects. Here the smallest r value, which is 1, is used with the filter. The
optimal gain, K = 1.12, for the model-less control is used with filter. This is chosen
over K = 0.9, even though it had similar performance, since the better performance
of the lower gain is due to the increased noise transfer occurring at the higher gain
as given in eqn. [4.84] which should be reduced by the filter. This gives a total of

four experiments. The results of these experiments’ error norms are given in Fig.

with the ILC performance evaluations in Tables [4.10] and [4.11] The convergence

time for all are similar. The standard deviations of the error norm for the zero-phase

Butterworth filter results are lower than the Gaussian filters’ indicating that the noise
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is not affecting the error as much with the zero-phase Butterworth filter and the final
iteration is more consistent. For CA50 mean error norm, all values are within the
standard deviation of each other and are therefore considered relatively equal. The
IMEP error norm is considerably lower for the zero-phase Butterworth filter results

with the norm-optimal with zero-phase Butterworth filter out-performing the rest.

Table 4.10: Experimental ILC performance results for CA50 error norm convergence
with filter.

ILC mean(l |€CA50| |) Std(| |GCA50| |) .].conv7 CA50
model-less Gaussian 4.43 0.578 3
model-less zero-phase Butterworth 4.38 0.460 3
norm-optimal Gaussian 4.41 0.533 2
norm-optimal zero-phase Butterworth 4.28 0.336 3

Table 4.11: Experimental ILC performance results for IMEP error norm convergence
with filter.

ILC mean(||lenvep||)  std(|lemep|])  eonw, MEP
model-less Gaussian 44.3 3.33 2
model-less zero-phase Butterworth 38.3 4.92 3
norm-optimal Gaussian 43.3 3.80 2
norm-optimal zero-phase Butterworth 34.7 3.22 2

The final iteration’s control signals are given in Fig. and the difference be-
tween the filters can be noticed. The difference of the control strategies, i.e. model-less
and norm-optimal, are not seen as they primarily affect the convergence and not the
final iteration. The filters’ effects can be seen in the system inputs, Ej, and Ejep in
Fig. With the Gaussian filter the inputs are smooth and relatively constant
while the zero-phase Butterworth has ripples throughout the signal. With both types
of filters, the output reacts to the step before it happens more prominently compared
to the case without a filter. This is one of the benefits of ILC as it allows the error
caused by the step to be distributed before and after when the step occurs thereby

minimizing the maximum error observed.
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In comparison to the rest, including results from ILCs without filters, the best
three ILC setups are the model-less with zero-phase Butterworth, norm-optimal with
r = 1 with zero-phase Butterworth filter, and norm-optimal with » = 1000 shown in
Fig. The performance of each is given in Tables and [4.13] These ILCs’
performances will be tested for robustness with changes in operating conditions and

fuel selection in the next chapter.

Table 4.12: Experimental ILC base point performance results for CA50 error norm
convergence.

ILC mean(||lecasol|) std(|lecasol|])  Jeonw, caso
r = 1000 5.36 0.494 3
model-less zero-phase Butterworth 4.38 0.460 3
norm-optimal zero-phase Butterworth 4.28 0.336 3

Table 4.13: Experimental ILC base point performance results for IMEP error norm
convergence.

ILC mean(|lepvep||)  std(|lenviep||)  Jeonw, vEP
r = 1000 37.7 6.64 2
model-less zero-phase Butterworth 38.3 4.92 3
norm-optimal zero-phase Butterworth 34.7 3.22 2

4.5 PI Comparison

For reference purposes the ILC results are compared to a PI controller which is

implemented as:

e(k) = ya(k) —y(k) (4.104)

u(k) = Kye(k) + K; Y e(i) (4.105)

where u(k) and y(k) are defined in eqn. and K, and K; are 2 x 2 matrices.
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Figure 4.26: Simulink model of PI control with ARMAX model.

Simulation is used to tune K, and K; using a Simulink model with the ARMAX model
as shown in Fig. [4.26| The gains are tuned manually for near deadbeat response for
each step (without noise), then noise is added and the tuning is repeated. The

simulation response is shown in Fig. [4.27] with the tuned gains of:

—0.012 0.0006 —0.010 0.0008
K, = K = (4.106)
0.012  0.0012 0.008 0.0010
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Note: The gains corresponding to Eje, with CA50 are negative due to this re-
sponse having a negative sensitivity. When the PI controller is implemented on the
CFR engine using the gains in eqn. [4.106, the system is unstable. The gains have to

be manually tuned to the following values

—0.0050 0.0001 —0.006 0.0003
K, = K = (4.107)

0.010  0.0003 0.003  0.0010

which gives the response found in Fig. [4.28, This indicates that the ARMAX
model is not sufficient for feedback control design. The ILC is The error norms for
CA50 and IMEP are 5.38 and 62.6, respectively. These are significantly higher than
any of the converged mean error norms for an ILC with filter, which had maximum
error norms of 4.43 and 44.3 for CA50 and IMEP respectively, and marginally higher
than the optimal ILCs without filters, e.g. K = 1.12 for model-less and r = 1000
for norm-optimal, which had maximum error norms of 5.36 and 43.8 for CA50 and
IMEP respectively. With convergence occurring in less than 4 iterations, this shows

the utility of the application of an ILC for repetitive control of an HCCI engine.
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4.6 Summary

A steady-state domain exploration and system identification is performed using en-
ergy of iso-octane and n-heptane as inputs and CA50 and IMEP of HCCI combustion
as outputs for a CFR engine. A repeated step response is input and iterative learning
control is used on the sequence of these iterations.

The domain exploration found that CA50 and IMEP are approximately linear
within a prescribed operating region. The system identification found a dynamic
model that is able to predict system response with good accuracy. Also the Markov
parameters are found from the system identification.

With the dynamic model, a norm-optimal ILC is designed. The norm-optimal
ILC requires a selection for weighting matrices. This ILC is then simulated on the
dynamic model for selecting the best ILC then tested on the engine. The experi-
mental results agreed well with the simulation. Then a new method for designing
an ILC was developed, which reduces the multi-input multi-output control problem
to one requiring a single gain selection. The stability of the system to this gain was
investigated as well as its effects on noise transfer. The method was then simulated
on the dynamic model and experimentally tested for varying values of the gain. The
simulation, once again, agrees well with the experimental results.

To attenuate the noise in the system, two non-causal filter are implemented on
the ILCs. Since the dynamic model agrees with the experimental results, the filters
are optimized in simulation. The best of each filter type are chosen then tested
experimentally on the engine. The three best ILCs are then chosen to be tested
further.

Finally a PI controller is designed and simulated using the dynamic model. The
simulation is used to tune the PI gains. The gains have to be re-tuned for actual

engine implementation. The ILC’s converged responses outperformed the PI results.
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CHAPTER 5

CONTROL ROBUSTNESS

This Chapter tests the robustness of the iterative learning controllers designed in the
previous chapter to changes in intake temperature and compression ratio. Then biofu-
els are added to the primary reference fuels and the robustness of the iterative learning

controllers to these changes are compared to a traditional feedback controller.

5.1 Operating Parameters

The ILC is now tested on changes in operating conditions to check how robust it is. To
have a robust controller is ideal for engine operation as they are subject to varying
conditions Hrovat and Sun [1997]. The changes in operating conditions affect the
Markov parameters of the system. This will affect how quickly the system converges
or if it converges at all. If the noise variance is affected by the operating conditions
then the final iteration error will be affected. This can be seen in eqn. where
an increase in A will increase the maximum bound of F(||es||). From this equation,
the system plant, P can also affect the maximum bound for E(||ew]|) if ||PL|| or
||I — PL|| is larger as a result of the operating change.

The operating conditions that are varied are intake temperature, 7},;, and com-
pression ratio, CR. The ILC is designed at a base point with 7;,; = 100 °C and

CR=11 as in Table 3.7l The operating conditions are then varied around this point,
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with testing done at T;,; = 50 °C, T},; = 150 °C, CR=10, and CR=12. For each op-
erating change steady-state and a PRBS test is performed, similar to Section 4.1} so
that the system changes can be observed. Complete results are given in Appendix [C]

with only selected results in this chapter.

5.1.1 ILC Intake Temperature Variation

The first operating condition investigated is the intake temperature variation. Intake
temperature has been known to strongly effect HCCI combustion timing Shahbakhti
2009] and has even been investigated to be used as an input for an HCCI control
strategy [Martinez-Frias et al. [2000]. Combustion is affected by intake temperature
because the combustion reactions are sensitive to temperature Warnatz et al. [2006].

Setting T;,; = 50 °C, the Markov parameters of the engine from the PRBS testing
are shown in Fig. 5.1} Comparing this to Fig. the only noticeable difference is
the decrease in response between CA50 and E;,,. This implies that the effect \ has
on combustion timing is enhanced as Tj,; is decreased or the effect that ON has on
combustion timing is reduced. The IMEP’s responses to the inputs is not affected
since the thermal efficiency of the cycle has not been greatly affected therefore the
energy inputs should have the same correlations with the energy output.

The results of the three best ILC cases from Chapter [] are now applied to the the
CFR engine with an intake temperature of 50 °C and are shown in Fig. with the
base cases also shown. One characteristic of the ILC’s control under these conditions
is the variation of the converged error norm. The standard deviation of ||ecasoll,
given in Table 5.1} is over 3 times larger than the standard deviation observed at
Tine = 100 °C as given in Table [£.12] This maybe due to an anomaly with the engine
knocking every few thousand cycles that is observed when the engine has not warmed
up and could be attributed to the fuel not completely evaporating therefore having

inconsistent combustion. By lower the intake temperature, the fuel has a lower vapor
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Figure 5.1: Tj,; = 50 °C Markov parameters for operating point 1 given in Table
with 95% confidence intervals found from linear regression of PRBS data.

pressure therefore less fuel would evaporate and increase combustion inconsistencies
(which is consistent with what is observed). The steady-state standard deviations of
the noise for CA50 and IMEP are 0.66 deg and 4.7 kPa respectively at T;,, = 50 °C
compared to 0.47 deg and 3.9 kPa at T;,, = 100 °C which is consistent with the
increased deviation of error norm. The IMEP is also affected by the combustion
inconsistency. This inconsistency increases the mean of error norms when compared

to the base point which is consistent with eqn. [4.91]

Table 5.1: Experimental ILC performance results for CA50 error norm convergence
with T}, = 50°C.

ILC mean(|lecasol|) std(|lecasol]) Jeonv,caso
r = 1000 8.27 3.44 2
model-less zero-phase Butterworth 7.18 1.43 2
norm-optimal zero-phase Butterworth 6.72 1.33 3

When the intake temperature is increased to 150 °C, the Markov parameters
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Table 5.2: Experimental ILC performance results for IMEP error norm convergence
with T}, = 50°C.

ILC mean(|lenvep||)  std(|lenviep||)  Jeonw, vEP
r = 1000 69.4 22.6 2
model-less zero-phase Butterworth 58.7 8.50 2
norm-optimal zero-phase Butterworth 51.5 7.06 2

corresponding E;, to CA50 increase as seen in Fig.[5.3] This is consistent with what is
observed with the decrease in intake temperature. When the temperature is increased,
FE;s, has a stronger effect on delaying ignition timing. IMEP was not affected by the
increase in intake temperature which is consistent with the explanation that efficiency
has not been changed by changing the intake temperature. Inspecting the ILC results
in Fig. [5.4] IMEP seems to be similar to the base point but CA50 takes longer to
converge especially for the model-less with zero phase filter. The converged mean
error norm and standard deviation are similar to the base point with the exception of
CAB0 norm-optimal without a filter which had a larger standard deviation but this
is considered insignificant and is attributed to a statistical fluctuation. When looking
at the standard deviation of the steady-state operating conditions, which are 0.45
deg and 3.4 kPa for CA50 and IMEP respectively, they are similar to the base point

steady-state noise standard deviations.

Table 5.3: Experimental ILC performance results for CA50 error norm convergence
with T;,;, = 150°C.

ILC mean(||lecasol|) std(]lecasol]) Jeonv,caso
r = 1000 5.22 1.03 3
model-less zero-phase Butterworth 4.43 0.811 7

norm-optimal zero-phase Butterworth 4.99 0.501 2
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Figure 5.3: T},; = 150 °C Markov parameters for operating point 2 given in Table
with 95% confidence intervals found from linear regression of PRBS data.

Table 5.4: Experimental ILC performance results for IMEP error norm convergence
with T;,; = 150°C.

ILC mean(|lenvep||)  std(|lenviep||)  Jeonw, vEP
r = 1000 37.1 4.14 2
model-less zero-phase Butterworth 36.7 4.25 3
norm-optimal zero-phase Butterworth 33.4 3.06 3

5.1.2 ILC Compression Ratio Variation

A CFR engine is designed so the compression ratio can easily be changed. By testing
different compression ratios, the performance of the ILC can be investigated since
compression ratio is usually fixed on an engine. The compression ratio, CR, is reduced
from the base case of 11:1 to 10:1. From the ideal gas law and assuming an isentropic

process, the following relationships can be found:
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T:
o =(CR), 7= (CR)™ (5.1)

where ~ is the ratio of specific heats, p and T are the in-cylinder pressure and
temperature, and subscript 1 indicates start of compression, BDC, and subscript
2 is any other point in the process. This indicates that decreasing CR decreases
both pressure and temperature of the in-cylinder charge, thereby slowing the HCCI
reaction. This not equivalent to a decrease only in intake temperature as many
reaction rates are affected by the constituents partial pressures [Warnatz et al. [2006].

The Markov parameters for the CR=10 system are shown if Fig. [5.5] From this
the sensitivity between E;,, and CA50 is relatively unchanged, which is not the case
when intake temperature was decreased. Another point to notice from this figure
is the decrease in both IMEP plots. The thermal efficiency, n, of the Otto cycle

Heywood [1988] is:

n=1- <$) (5.2)

The thermal efficiency decreases when CR is decreased, which thereby decreases
the IMEP for a given amount of energy input into the system. This explains the
decrease in IMEP sensitivity between Eje, and E,s, compared to the base case in
Fig. [4.25

The results of applying the ILC to the engine with CR=10 are shown in Fig. |5.6]
The system takes longer to converge, as expected with changing the plant. The mean
and standard deviations, listed in Tables [5.5 and [5.6] for the converged error norm

are lower than compared to the base point for both CA50 and IMEP. By looking at
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Figure 5.5: CR=10 Markov parameters for operating point 3 given in Table with
95% confidence intervals found from linear regression of PRBS data.

the standard deviation of the steady-state operation, 0.37 deg and 3.0 kPa for CA50
and IMEP respectively, the noise is less than the base point values which is consistent

with the results seen in the error norm standard deviations.

Table 5.5: Experimental ILC performance results for CA50 error norm convergence
with CR=10.

ILC mean(||lecasol|]) std(|lecasol])  Jeonw, caso
r = 1000 3.98 0.925 3
model-less zero-phase Butterworth 3.86 0.579 6
norm-optimal zero-phase Butterworth 3.82 0.579 3

The compression ratio is then increased to 12. The Markov parameters are shown
in Fig. [5.7, From the changes between Figs. and [5.5], the CA50 sensitivities are
expected to remain unchanged and the IMEP sensitives are expected to increase
however both CA50 and IMEP Markov parameters are similar to the ones found for

the base point. This maybe from the idealized thermal efficiency increasing more from
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Table 5.6: Experimental ILC performance results for IMEP error norm convergence

with CR=10.

ILC mean(|levep||)  std(|lenep|])  Jeono, MEP
r = 1000 30.1 3.9 3
model-less zero-phase Butterworth 33.3 6.35 3
norm-optimal zero-phase Butterworth 33.7 3.76 3
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Figure 5.7: CR=12 Markov parameters for operating point 4 given in Table with
95% confidence intervals found from linear regression of PRBS data.

CR=10 to CR=11 than from CR=11 to CR=12 due to the non-linearity of eqn.[5.2]

Since the plant, P, at CR=12 is similar to the base point plant CR=11 given in
Fig. [£.9] the system is expected to behave similarly for convergence. Fig. 5.8 shows
the results of the ILC system. Tables and are the converged properties. All
properties of the converged system are similar to the base point. Looking at the
steady-state noise standard deviations, which are 0.44 deg and 3.6 kPa for CA50 and
IMEP respectively, the noise level are similar to the base point given in Section [4.1]

The convergence is slower compared to the base point but this is attributed to the
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small differences in the system plant.

For operating condition variation of intake temperature and compression ratio,
the ILC converges and reaches a trajectory that has a small error norm- mostly a
function of the system noise. The change in plant, P, mostly affects the time to

convergence, which has not increased by more than 4 iterations for all cases listed in

Tables B.1] to 5.8
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Table 5.7: Experimental ILC performance results for CA50 error norm convergence

with CR=12.

ILC mean(|lecasol|) std(|lecasol]) Jeonv,caso
r = 1000 4.65 0.542 4
model-less zero-phase Butterworth 4.71 0.794 4
norm-optimal zero-phase Butterworth 4.34 0.675 2

Table 5.8: Experimental ILC performance results for IMEP error norm convergence
with CR=12.

ILC mean(|lepvep||)  std(|lenviep||)  Jeonw, vEP
r = 1000 39.6 6.97 2
model-less zero-phase Butterworth 36.3 2.54 3
norm-optimal zero-phase Butterworth 37.3 3.79 3

5.2 Biofuels

To simulate HCCI combustion timing and combustion, detailed chemical kinetic struc-
ture must be found [Warnatz et al. [2006]. This is needed for each fuel and can be
difficult and time consuming to obtain. An alternative is to implement control, such
as ILC, that treats the change in fuel as a disturbance so that the engine can run
on different fuels without loss in performance. This allows new fuels, like biofuels

created in a carbon neutral manner, to be run on an HCCI engine.

5.2.1 ILC Ethanol/Iso-Octane Blend Variation

The first biofuel to be tested is ethanol. From Kalghatgi and Head [2004] the CA50
can be predicted from the RON and MON of the fuel, for select fuels. Ethanol has a
RON of 107 and MON of 89 |Stradling et al. [2009] which has a delayed combustion
timing compared to iso-octane Kalghatgi and Head [2004] assuming the operating
condition is closer to or beyond the RON operating conditions. A 10% ethanol /90%
iso-octane, by volume, mixture is created and denoted by Egy/iso . This mixture is

used as one of the inputs into the system, replacing E;,,, while Ej, remains the
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other input. A PRBS is implemented and the Markov parameters are found as shown
in Fig. 5.9 One of the most predominate changes is the large increase in the first
Markov parameter for Es,/is0 to CA50 compared to Ejy,, as expected from Kalghatgi
and Head [2004].

The ILC are then tested using the new fuel, Ey,/is0, as an input. The error norm
results are shown in Fig. [0.10| with the evaluations given in Tables and .10} For
each of the ILC control structures, the CA50 error norm increases from the first to the
second iteration. Since the noise steady-state standard deviation for this system are
0.46 deg and 3.1 kPa for CA50 and IMEP respectively, compared to the base point
of 0.47 deg and 3.9 kPa for CA50 and IMEP respectively, this error norm increase is
not thought to be a product of the noise; instead the system changes from monotonic
convergence to only asymptotically convergent when the input fuel is changed. From
Tables 5.9 and [5.10, the ILCs have decreased in performance. The most notable
change is the j.on, values which has increased significantly from the base point. This
is not unexpected as discussed above, changing the plant is expected to change the
convergence performance. The mean and standard deviation of the error norms for
both CA50 and IMEP increased from the base point except for the standard deviations
of IMEP error norm which decreased for the norm-optimal control without a filter
. The increase in mean error norm is explained through eqn. where the drastic
change in P has increased both ||PL|| and ||[I — PL||. The final iteration control
responses for the norm optimal with zero-phase Butterworth filtering are shown in
Fig. [5.11] Comparing this to Fig. a difference in input signals can be noted
while the output signals are similar between the two figures. This is a benefit of
having an ILC, that even if the plant changes, the input can be relearned without a
significant decrease in performance so long as the ILC remains stable.

The PI controller designed in Section is then tested on the single cylinder

engine. The response is shown in Fig. [5.12] The error norms are 6.29 and 76.7 for
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Figure 5.9: Markov parameters for operating conditions with ethanol/iso-octane blend
and given in Table with 95% confidence intervals found from linear regression of

PRBS data.

CA50 and IMEP respectively. This is a 17% and 22.5% increase from the base point

PI error norm, for CA50 and IMEP respectively. In contrast norm-optimal control

has a 13% and 7% increase in error norm from the base point, for CA50 and IMEP

respectively. The PI only has a lower CA50 error norm than the » = 1000 case.

Table 5.9: Experimental ethanol/iso-octane blend ILC performance results for CA50
eITor NOIm Convergence.

ILC mean(||lecasol|) std(|lecasol|)  Jeonw, caso
r = 1000 6.61 1.14 4
model-less zero-phase Butterworth 5.62 1.27 9
norm-optimal zero-phase Butterworth 4.85 0.483 8
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Table 5.10: Experimental ethanol /iso-octane blend ILC performance results for IMEP
€rror norm convergence.

ILC mean(|lenvep||)  std(|lenviep||)  Jeonw, vEP
r = 1000 42.6 4.15 4
model-less zero-phase Butterworth 37.9 4.57 11
norm-optimal zero-phase Butterworth 37.1 5.13 )

5.2.2 ILC Biodiesel/n-Heptane Blend Variation

A biodiesel fuel is now tested. As in Section the biodiesel is mixed with the
PFR n-heptane with 10% biodiesel and 90% n-heptane blend, denoted Ejy;o/pepe - The
biodiesel is the Milligan Biofuels Inc. Diesel Fuel Conditioner which is a canola oil
derivative. From the technical data sheet, the cetane number of this fuel is 60.7.
Cetane number is similar to octane number but is used to determine fuel quality
for diesel engines therefore higher cetane number fuels are more reactive and have
shorter combustion delays |Lichty [1951]. This correlates with Szybist and Bunting
12005] that found lower cetane number required a higher intake temperature for HCCI
operation. From these, the expectation is that the addition of the biofuel should raise
the sensitivity of CA50 to Epo/nept compared to Epepe. A PRBS is implemented on the
single cylinder engine with the Markov parameters from the test shown in Fig. |5.13]
Comparing this to Fig. , CA50 has a higher sensitivity to Ejepy. This maybe from
the n-heptane having a similar cetane number, 56, to the biodiesel, the relatively
low concentration of biodiesel, the reduced evaporation rate of the diesel or some
combustion property of the biodiesel that cannot be identified without the chemical
kinetics.

The ILCs are then used with the new fuel mixture. The error norms are shown
in Fig. and the convergence performance evaluations are given in Tables [5.1]]
and [5.12] With the Markov parameters in Fig. being similar to the base point

Markov parameters shown in Fig. [1.9] and the steady-state noise standard deviations
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being 0.46 deg and 3.55 kPa for CA50 and IMEP respectively, which are similar to
the base point values, the performance should be similar. This is found to be the
case. The mean error norms and IMEP error norms standard deviations are very
similar to the base point values. The standard deviations are slightly larger for CA50
compared to the base point. The convergence times are also similar to the base point.
This indicates that the addition biodiesel has little effect on the system plant. This
is confirmed by comparing the control signals for » = 1 with zero-phase Butterworth
filter and Epio/nepr as an input shown in Fig. to the control signals for r = 1
with zero-phase Butterworth filter and Ej, as an input shown in Fig. . The
converged inputs are similar between the two, which is in contrast to when ethanol
was added to the system.

The PI controller developed in Section [4.5] was also implemented with the new
fuel. The responses for the PI control are shown in Fig. [5.16 The error norms for
this system are 6.73 and 67.4 for CA50 and IMEP respectively. These are much
higher than any of the ILC results in Tables and [5.12] This may be due to the
large error caused by the initial conditions of the system, which highlights another
benefit of ILC in that initial conditions are easily corrected for and do not affect the

converged response as greatly as a feedback controller.

Table 5.11: Experimental biodiesel/n-heptane blend ILC performance results for
CAb0 error norm convergence.

ILC mean(|lecasol]) std(|lecasol])  Jeonw, caso
r = 1000 4.26 0.763 4
model-less zero-phase Butterworth 4.17 0.58 2

norm-optimal zero-phase Butterworth 4.26 1.12 3
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Table 5.12: Experimental biodiesel/n-heptane blend ILC performance results for
IMEP error norm convergence.

ILC mean(|lenvep||)  std(|lenviep||)  Jeonw, vEP
r = 1000 37.7 2.81 2
model-less zero-phase Butterworth 34.9 4.12 3
norm-optimal zero-phase Butterworth 35.9 3.83 2
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Figure 5.16: Experimental PI control engine response with biodiesel /n-heptane blend.
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5.3 Summary

Three ILC control strategies are tested for robustness to changes in engine opera-
tion. The ILC’s are developed at a base point engine operating point described in
Chapter [4] and are not modified for the changing conditions. First the intake tem-
perature and compression ratio are varied and a system identification is performed to
find the Markov parameters to find how the different operating conditions affect the
system response. It is found that intake temperature affects the CA50 response while
compression ratio affects IMEP. The ILCs are then implemented on the engine with
each operating change. All ILCs are able to converge and converged performance
is mostly affected by any changes in noise variance from operating conditions. The
convergence times are longer for different operating conditions but this was expected
as the learning filter is not optimized for the new operating conditions.

Then the input fuels are changed. Ethanol is added to the iso-octane input fuel
then biodiesel is added to the n-heptane fuel. A system identification for each fuel is
done to find the Markov parameters for each biofuel addition. The ethanol is found
to change the CA50 response while the biodiesel had relatively no effect. The ILCs
are then tested with each new fuel addition. They all converged and have similar
converged performance to the base point. The convergence times are longer with the
addition of ethanol while the addition of biodiesel has little affect on the convergence
time. This is explained by the large change in system plant observed by the addition
of ethanol compared to the base point while the addition of biodiesel has little change
in system plant. The PI controller designed in Chapter 4] is also implemented with
the biofuel additions. It is found that the systems were stable but the ILCs still
outperformed the PI controllers.

ILC has been found to be robust to variations on intake temperature, compression

ratio and the addition of biofuel. ILC is able to control CA50 and IMEP during
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repetitive operation of an HCCI and the converged iteration trajectory outperforms

a PI controller.
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CHAPTER 6

CONCLUSIONS

Conclusions and future work are described in this chapter.

6.1 Conclusions

The goal of this study is to design an ILC that can control the combustion timing
and load of a single cylinder engine using a dual-fuel system operating in HCCI. A
system identification is done to find the dynamics of the system and a model that
can be used to design the ILC and simulate the ILC response. The model found
from the system identification is used to design an ILC norm-optimal control scheme.
The ILC norm-optimal is simulated using the model to find the optimal weightings
of the ILC norm-optimal and is then implemented on the engine. The ILC norm-
optimal performs well but the noise of the system is found to affect the final results.
The simulation also agreed well with experimental results. Next an ILC model-less
control strategy is designed for MIMO ILC, that only requires the selection of a
single gain for controller performance. This method involves using the steady-state
sensitivities of the system. The stability of the system as a function of the gain is
investigated. The ILC model-less control is tested on the model and the engine, and
once again the model and the experimental results match well.

With both ILC designs (norm-optimal ILC and model-less ILC), the noise affected
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the end results. To account for this two filters for noise attenuation are investigated.
Since ILC considers one iteration of the repetitive process at a time the use of non-
causal filters is possible. Since the model simulation matches the experimental results,
the simulated model is used to find the optimal filter parameters for both filters. A
Gaussian and zero-phase Butterworth filter are used to attenuate noise. Once the
filter parameters are chosen, they are tested with both model-less and a norm-optimal
ILC on the engine. The three best ILC designs are found to be: the model-less with
zero-phase filtering; low weighting IL.C norm-optimal with zero-phase filtering; and a
medium weighting ILC norm-optimal without filtering.

A PI controller is also designed and tuned for the system. The ILC, compared to
the PI control, is found to have better final iteration reference trajectory tracking.

The three chosen ILC designs are then tested by varying the operating conditions
from the base case. The control is developed for the base case then tested for varying
operating conditions to test the robustness of control. Four operating points are
chosen with respect to the base point that the ILC is designed and initially tested on:
increase intake temperature, decrease intake temperature, increase compression ratio
and decrease compression ratio. Each ILC is found to converge for each operating
condition. The final iteration error is found to be function of changes in noise variance
from the change in operating condition.

Then the three chosen ILC designs are also tested with changes in fuel (input
variation). Two different tests are performed, one with and ethanol mixture and the
other with a biofuel mixture. All three ILC designs converged, with biofuel performing
similar to the base point. The PI controller designed on the base point is also tested
with the new fuel tests. The PI controller is stable for both fuels but the ILC final
iteration are found to provide better reference trajectory tracking.

In summary, this study found that ILC outperforms PI control and is robust to

changes in intake temperature, compression ratio and the addition of biofuels with
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little changes in the final iteration reference tracking error.

6.2

Future Work

A Kalman filter has been designed for ILC by |Ahn et al. [2007a] and could have
large improvements for final iteration error without the need for non-causal

filters.

Investigate the use of higher order ILC application for improved learning and

decreased noise effects.
Explore the ILC stability to operating conditions and fuel mixtures.

Test additional operating condition parameters robustness, such as engine

speed, intake pressure and EGR.

Implement a feedback controller in tandem with an ILC to improve first iteration

error and single iteration disturbances as described in Bristow et al. [2006].
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APPENDIX A

CALIBRATIONS

A.1 Injector Pulse Width Calibrations

A.1.1 Iso-Octane and n-Heptane

The injector are calibrated for iso-octane and n-heptane by injecting 1000 times into
a bottle and measuring the total mass injected for each pulse width with fuel pressure
of 287 kPa. The calibrations data is given in Figs. and The values from the

linear regression are given in Table

A.1.2 Biofuel Mixtures

The injector are calibrated for the biofuels by measuring the fuel flow for a given
pulse width and correcting using the fuel density and RPMs. Them mean RPMs for
each test are 797. The calibrations data is given in Figs. and The values

from the linear regression are given in Table [A.2]

Table A.1: Linear regression results of injector calibrations.

Fuel D1 D2 R?
iso-octane 1.57240.12 x 1072 -1.0444:0.127 x 1072 0.9996
n-heptane 1.493£0.11 x 1073 -8.71240.9 x 107*  0.9999
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Figure A.2: n-Heptane injector calibration.

Table A.2: Linear regression results of biofuel injector calibrations.

Fuel P1 P2 R?
ethanol /iso-octane ~ 1.41940.32 x 107%  -1.117£0.126 x 10™*  0.9996
biodiesel /n-heptane 1.486+0.091 x 107* -1.46740.616 x 1072  0.9963
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Figure A.5: Dynamic sensitivity testing of Kistler 6043A pressure transducer with
250 lbs step.

A.2 In-cylinder Pressure Calibration

The Kistler 6043A pressure transducer is the same used in Handford [2009]. The
Handford did a in depth calibration for the pressure. Since the transducer drifts
this makes calibration difficult as a dynamic calibration must be done. The value
found from Handford [2009] is used for sensitivity. Two dynamic testings are done,
similar to the procedure given in Handford [2009], to confirm the sensitivity has not
changed. One with a 500 lbs step and the other with 250 1bs. The results are shown
in Figs. and at 1000 Hz. The sensitivity are within the standard deviation
given in Handford [2009], which gives the sensitivity as 205.5 psi/V with standard

deviation of 8.01 psi/V.
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Figure A.6: Dynamic sensitivity testing of Kistler 6043A pressure transducer with
500 lbs step.

A.3 Validyne Calibrations

The Validyne intake and exhaust pressure transducer calibration plots are shown in
Figs. and [A.8] respectively with 95% confidence bounds. The calibration is done
using a Omega Pressure Calibrator PCL-601. It has an accuracy of 0.04 kPa. Each
point is the mean of 50000 data points with the maximum point standard deviation

given in Table [A.3] The calibration is assumed to take the form of:

P=mV +b (A.1)

with P being the pressure, V' is the voltage and m and b are found from the linear

regression given in Table with 95% confidence bounds and R? of the regression.
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Table A.3: Calibration of pressure transducers.

Pressure m b R? standard deviation
Intake 65.78+1.4  76.56+1.96 0.9996 0.0036
Exhaust 4.518+0.026 17.54+0.15 1 0.0029
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APPENDIX B

ERROR ANALYSIS

The uncertainties are calculated using formulas given in Moffat [1988]. The sources of
error are either “fixed” or “random” with errors being called bias and precision errors
Moffat [1988]. For this study, calibrations were done for most measurements therefore
the bias errors are considered negligible. The thermocouples were not calibrated
but are tested with both an ice bath and boiling water and no bias error is found.
For a measurement X; + 0.X;, 60X, is the uncertainty in the measurement X;. This
uncertainty is taken as the 95% confidence interval for this study. This number
indicates that the true value has 20:1 odds of being within this interval. Here the true
value is taken as the measurement system value, i.e. for a thermocouple measurement
the true value is the temperature at the thermocouple junction. There are two types
of uncertainty: Single sample and multi-sample Moffat [1988]. For single sample the

uncertainty is given as:

where o is the population standard deviation. Since calculation for standard devi-

ations use more than 1000 observations, the sample standard deviation approximates
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the population standard deviation well according to the central limit theorem.

For multi-sample uncertainty, the uncertainty is calculated as:

_ S

5X;
VN

(B.2)

where N is the number of samples, t is the Student’s t statistic appropriate for the
number of samples and confidence level, and Sy is the sample standard deviation.
For values calculated from measurements as R = R(X;, Xs,..., X;,) the uncer-

tainty is given as:

s> (Mox) 9

i=1

Most calculations are from a linear calibration such as Y = mX + b. For these,

eqn. becomes:

8Y = /(X0m)2 + (mdX)2 + (6b)2 (B.4)

where dm and 0b are from the linear regression of the calibration and X is taken
as the maximum value observed. This equation is used to calculate the single sample
uncertainties for intake pressure, in-cylinder pressure, exhaust pressure, injectors and
torque. For thermocouples, eqn. is used for single sample uncertainty. For these
measurements the accuracy of the measurement systems are much lower than the
calculated values from the system standard deviation and therefore are not included.

For in-cylinder pressure measurement db is taken as the uncertainty in the intake
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measurement as it is used to peg the in-cylinder pressure trace.

B.1 IMEP and CA50 Error

IMEP and CA50 are not easily calculated, therefore eqn. is difficult to apply.
Instead, as suggested in Moffat [1988|, the uncertainty is calculated using computer
simulation of the noise. This done by taking an ensemble of 100 cycles in-cylinder
and intake voltage measurements and calculating the CA50 and IMEP from the mean
combustion trace. Then this is repeated 1000 times with the addition of Gaussian
white noise in the signals as well as the calibration values with their respective stan-
dard deviations. This gives a normal distribution, shown in Figs. and of
the resulting CA50 and IMEP values caused by errors in the calibration and system
noise. Then two times the standard deviations of these distributions are used as the
single sample errors of their respective values. A normal probability density function
is plotted with the histograms in Figs. and to show how close to a normal

distributions the results are.
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APPENDIX C

SYSTEM IDENTIFICATION

C.1 ARMAX Coefficients

The ARMAX model coefficients found from the system identification in Section [£.2.2]

is given below

App =1 —1.13(£0.026) 27 + 0.1533 (£0.025) 22 (C.1)
Agy =1 —0.876 (40.068) 2! + 0.04965 (+0.014) 22 (C.2)
By = —87.27(£2.4) 271 + 85 (£2.4)2 72 (C.3)
Biy = 5.726 (£0.47) 21 — 5.159 (40.48) 272 (C.4)
By = 419.3 (£11)27" — 336.2 (£30) 272 (C.5)
Boy = 462.2 (£5.5) 27! — 372.9 (+30) 22 (C.6)
C;=1—1.011(£0.046 )z~ + 0.1757 (£0.043) 22 (C.7)

Cy =1-10.963 (£0.075)z"" + 0.1956 (+0.039) 22 (C.8)
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Figure C.1: PRBS inputs and engine responses with T;,;, = 50°C.

C.2 PRBS Operating Conditions

Shown in this section are the PRBS results used for finding the Markov Parameters

in Section 5.1
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C.3 PRBS Biofuels

Shown in this section are the PRBS results used for finding the Markov Parameters

in Section [5.2]
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C.4 ARMAX Coefficients for Operating Condition Changes

The ARMAX coefficients for Tj,,; = 50°C:

Ay =1—0.8092 (0.07043) 2!
Ajy = 0.001934 (£0.002853) 2~
Agy =1 —1.227(40.1202) 2z + 0.2429 (£0.1164) 22
By = —57.18 (£2.255) 2~ + 32.01 (£5.702 )22 + 15.36 (£4.002 )z >
—4.522(+2.273)27*
By = —1.881 (£0.6946) 2! 4 4.812 (+1.825) 272 — 3.975 (£1.214) 2 ~*
+2.21 (£0.694) z~*
Boy = 416.4 (£21.88 )27 — 464 (£72.1) 272 + 53.95 (£59.41) 23
Boy = 475.9 (£6.817) 271 — 542.4 (£64.87) 272 + 75.1 (£60.63) 2
C; =1-0.630(£0.079)2"" — 0.0641 (£0.047) 2~% — 0.00879 (£0.045 )z
— 0.01487 (£0.04563 )z~* + 0.08209 (+0.04128 )z ~°
Cy ==1—1.057 (£0.13)27" 4 0.0988 (+0.11) 22 + 0.00587 (£0.057 )z ~*

+0.004928 (4:0.039 )z ~*

The ARMAX coefficients for T},;, = 150°C:
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(C.13)
(C.14)
(C.15)

(C.16)

(C.17)
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Ay =1-0.904 (£0.02604) 2! (C.18)
Ajg = 0.002037 (£0.003622) 2~ (C.19)
Agg =1 —1.04(£0.01626) z~* + 0.06185 (£0.007241) 22 (C.20)
By = —84.35(£1.974) 27 +63.83 (£5.394 )2~ + 5.394 (£3.671 )z > (C.21)

4 3.814 (£3.504 )2z ~* + 2.55 (£1.97)2°
By = 15.63 (£0.5035) 271 — 16.6 (+1.96) 272 + 1.012 (0.9564) 2> (C.22)
+ 1.926 (£0.9083) 2~* + 0.7584 (£0.5212) 27
Bgy = 352.1(£8.203 )27 " — 347.1 (£8.967) 22 (C.23)
Boy = 458.9 (£3.424) 27! — 447.5 (£7.334) 272 (C.24)
C; =1—0.67(4£0.046)z"" — 0.01076 (£0.047) 2~% — 0.03862 (£0.047 )z (C.25)
+0.06395 (+0.04074 )z~
Cy == 1—1.161 (£0.0425)2~" 4 0.2201 (£0.06) 2% 4 0.09169 (+0.06 )z~ (C.26)

—0.09132 (£0.03958 )z ~*
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The ARMAX coefficients for CR=10:

Ay =1—0.275(£0.06854) 2~ + 0.0187 (£0.05328) 22 (C.27)
App = 0.006339 (£0.001107) 2~ (C.28)
Agy =1 —0.9627 (£0.01708) 2™ (C.29)
By = —35.01 (£2.443) 27+ (C.30)
By = 6.122 (£0.5089) 2 (C.31)
By, = 328 (£20.63) 21 — 315.9 (+21.39) 272 (C.32)
Boy = 448 (£4.194) 271 — 428.8 (+9.1)) 272 (C.33)

C; =1-0.116 (£0.078) 2~ ! 4 0.178 (0.059) 2~ 2 + 0.00935 (£0.039) 2>  (C.34)
+0.1241 (40.03844) z~*
Cy =1—0.935(£0.042) z~' 4 0.0733 (£0.053)) 2~ + 0.0452 (£0.053) 2> (C.35)

—0.03257 (£0.04006) z~*
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The ARMAX coefficients for CR=12:

Ay =1-0.1679 (£0.01316) 2 (C.36)
Agy =1 —0.1145 (£0.012) 2+ (C.37)
By = —70.53 (£1.061) z~* (C.38)
Biy = 6.775 (£0.5342) 2~ (C.39)
By = 284.9 (+6.731) 2! (C.40)
Byy = 440 (46.063) 27! (C.41)

Cy =1 —0.0526 (0.040) 2~ ' 4 0.08776 (£0.038) 22 + 0.107 (£0.039) 23 (C.42)
+0.1358 (£0.039) z~*
Cy =1—0.1481 (£0.04) 2~ ' + 0.06088 (£0.038) 22 + 0.00417 (£0.039) 2% (C.43)

4 0.04379 (£0.03854) 2 ~*



The ARMAX coefficients for E, iso

Ay =1-0.9245(£0.03002) z*
Ay = —0.005901 (£0.004404) z~*
Agy =1 —1.01(£0.1037) 2~ + 0.02863 (4-0.1008) 2>
By = —62.73 (£2.21) 27" +39.03 (£5.019) 272 + 11.58 (£3.925) 23
+ 3.727 (£2.199) z~* 274
Biy = 45.42 (£0.9444) 27! — 46.92 (£2.808) 22 + 1.97 (£1.722) 2 *
—0.3021 (£0.9698) z~*
Bgy = 359.3 (£12.84) 27! — 304.7 (£48.52) 272 — 45.6 (+42.17) 2
Byy = 610.2 (£5.597)2 27+ — 566.4 (£69.74) 22 — 30 (+66.18) z~*
C; =1—0.66(£0.05) 271 +6.67 x 107° (£0.05) 22 — 0.053 (£0.05) 23
— 0.01542 (4+0.04071) 2~*
Cy=1-1.073(£0.11) 271 + 0.1282 (£0.12) 22 + 0.001143 (£0.057) z~*

+0.0105 (£0.0388) z~*

The ARMAX coefficients for Eyio/pept
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(C.44)
(C.45)
(C.46)

(C.47)

(C.48)

(C.49)

(C.50)

(C.51)

(C.52)
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Ay =1—0.5885 (£0.2766) 2~ (C.53)
Agy =1 —0.6209 (£0.1313) 2! (C.54)
By = —48.63 (£1.253) 271 +12.94 (£13.6) 22 + 3.834 (£4.434) 23 (C.55)

+2.05 (£2.673) z~*
Byy = 3.325(40.6018) 2~ — 1.101 (£1.355) 22 — 1.675 (£1.012) 2* (C.56)
+1.034 (+0.6038) z~*
By, = 344.5 (£12.75) 271 — 130.5 (£47.56) 2~ — 35.39 (+21.95) 2 ~* (C.57)
Boy = 450.4 (£6.073) 271 — 218.1 (£58.05) 2% — 28.57 (£13.55) z~* (C.58)
C; =1—0.5308 (£0.279) 2z~ + 0.02244 (£0.0463) 22 4 0.065 (£0.046) 2% (C.59)
— 0.05669 (£0.04708) z~*
Cy =1—0.6147 (£0.14) 27" + 0.01531 (£0.046) 2~ — 0.01402 (£0.045) 22 (C.60)

+0.03048 (£ — 0.03878) z~*
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APPENDIX D

MATRIX APPROXIMATION PROOF AND INTERVAL

MATRIX RESULTS

D.1 Vertex Matrix

Shown is the spectral radius as a function of K for each vertex matrix, 16 in total,

discussed in Section [4.3.3] Fig. is created from Fig. in that at every K,

the maximum value of the spectral radius is the maximum of the 16 traces shown in

Fig. [D.]
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Figure D.1: All spectral radius of vertex matrices from Markov Parameters shown in

Fig [4.9 for varying K.
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D.2 Matrix Approximation Proof

Theorem: If 5(A) << o(B) then I + AB™' ~ I.
Proof: If the matrix is real, it can be decomposed into two orthogonal rotation
matrices and a scaling matrix in Singular Value Decomposition |Golub and Van Loan

11996 such as:

A=Us,VT (D.1)

Where Uy and Vg are orthogonal rotation matrices, meaning ||z|| = ||Ux|| Vz,
and X4 is a diagonal matrix containing the singular values of A. Assuming B is

invertible B~! = VpX5'U%. Then AB~! can be written as:

AB™ = UpS VIV UL (D.2)

Lemma Product of two orthogonal matrices is orthogonal as well.
Proof Unitary matrices are defined that their transpose is their inverse if square,
i.e. UUT = I |Golub and Van Loan [1996]. This implies that the inverse is also

orthogonal. Given two orthogonal matrices U and V:

vvowvy =uvvIiu* (D.3)
=UIU" (D.4)
=UU* (D.5)
=y (D.6)

Rewriting eqn. with the following substitutions:
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R=V]IVy (D.7)
C =Y RY5 (D.8)

Gives:
AB™t =U,CU} (D.9)

C is the application of a rotation matrix, R, on a scaling matrix, ¥5', then
multiplied by another scaling matrix, 4. This means the column vector norm’s
maximums and minimums of C' are only manipulated by the scaling matrices. R
determines in what direction the second scaling affects the first; Intuitively if the
maximum singular value of ¥4 lines up with the maximum singular value of ¥ 5! will
give the maximum column norm of C. With ¢;, and 04, are the column vectors of C'

and ¥4 respectively with op; being the row vectors of Egl.

(cirei) = Z(UA,i -opk) (D.10)
k=1

(eires) = S (lloadl - 1ol cos )2 (D.11)
k=1

With 6; being the angles between the angles between the op; and o4 ; caused by

the rotation matrix R. The domain of 0, 1 < k <mn, k € N for is defined by:

1= Z cos? 0, (D.12)
k=1

Since ¥4 and ¥ 5" are the diagonal matrices with positive values, |0 ;|| and ||os,]|
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are just the i diagonal value of ¥4 and ¥ 5'. With the o4 and o4 being the max

singular value of ¥4 and X' respectively.

n

(civer) = Y (lloagll - llopxl] cos by)? (D.13)

k=1

Sl

(0a-opcost)? < (oa08)* Vi (D.14)

k=1

This means the column norms of C' are bounded by the product of the max singular

values of ¥4 and X3!, (minimum singular value of Xp). C' can be written as:

C =UcScVE (D.15)

Since Ug and V2 are orthogonal matrices, the largest singular value of C' must

also be bounded by product of the max singular values of ¥4 and ¥5'. Combining

Egs. and gives:

AB™' = UpUcXcVAUR (D.16)

= U3 VT (D.17)

With UpUg = U and VA UL = V7T being new rotation matrices. Using the same logic
that orthogonal matrices do not change the column norms of a matrix, the column
norms of AB~! are bounded by the product of the max singular values of ¥4 and
¥5" as well.

If 57(A) << o(B) then 5(A)o(B)~! << 1 which is the upper bound of the column
norms of AB™!. Since the column norms of I are 1, and ||v + u|| < ||u]| + ||v|| for

vector norms, the column norms of I + AB™! are ~ 1 meaning [ + AB~! ~ I.
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APPENDIX E

PROGRAM LIST

Table E.1: File name and brief description of its purpose.

File Name

Description

EngineDAQSystem_wControl ILC_v07.c

Runs NI DAQ and engine control
program for ILC and steady-state
data collection

EngineDAQSystem_wControl PID v07.c

Runs NI DAQ and engine control
program for PID control

DataProcess_v02.m

Initialize workspace for CFR
engine parameters and calculates
and filters in-cylinder pressure

pressanalysis_08.m

Calculates relevant engine
operation values, e.g. CA50, IMEP,
from in-cylinder pressure

difference.m

Differencing scheme function

domainPlot.m

Plots steady-state responses of
engine parameters vs. injected
energies

SysID.m

PIDanalysis.m

Finds and tests ARMAX
coefficients and Markov parameters
Analyze PI engine responses

IntervalStability.m

Calculate spectral radius of
vertex matrix from interval matrix

I[LCcompare.m

Analyze all ILC engine response data

ILCsim.m

Simulate ILC on ARMAX model
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