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Numerical Simulationon Combustion Process of

Diesel Engine Based on Multi-injection
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Abstract: In order to study the effects of multi-injections on the combustion and emission performance of
4190Z, C marine medium speed diesel engine, four kinds of injection schemes were designed for this purpose.
Scheme 1 is two equal injections. Scheme 2 is three injections. Scheme 3 is two pre-injections plus one main
injection. Scheme 4 is five pre-injections plus one main injection. Numerical simulations were carried out by
employing the AVL FIRE software. It shows that the diesel engine and reduce the emission of NO_. Typically by
adopting scheme 4, the emission of NO_ at rated output power is only 70% of that of the original engine.
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