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Railplug Project

The gorl of the railplug project is to commerc'_lize a new type of ignitor, the miniaturized
railgun or "raiiplug", as an engine technology as rapidly as possible. To improve the technology
transfer process, a board of industrial advisors was established. A list of representatives is
included at the end of this annual report. The third meeting of the Railplug External Advisory
Board (REAB) during 1992 was held in Austin on April 3, 1992. The forth meeting of the REAB
w_'l be held in San Francisco, California on October 18, 1992. These meetings have proven to be
most useful in assuring that this project is condacted as efficiently as possible.

The railplug project is essentially divided into three main tasks: I) Railplug System
Development, II) Application of Railplugs to Engines, and III) Railplug Durability. The status of
each of these tasks is described below.

I. Railplug System Development

Railplug system development is subdivided into two categories: power supply development
and ignitor developrnent. In addition to these two categories, there is also a significant amount of
work in progress to standardize the evaluation techniques used to measure railplug system
performance. These issues are described below.

I.a. Power Supply

The railplug requires a high voltage spike to breakdown the gap between the rails followed
by some sustained voltage to drive the arc down the rails. The power supply chosen is a parallel
circuit supply. The parallel circuit utilizes a high voltage (-20 kV) ignition coil in parallel with
relatively low voltage (<600 V) capacitors to supply the breakdown and follow-on energies to the
plug. The capacitors are charged off of line voltage while an automotive battery and opening
switch provide the input to the ignition coil. The circuit is simple, inexpensive, and reliable, but
has the drawback of requiring a high voltage diode to isolate the low voltage capacitors from the
high voltage impulse. This is not really a single element, but rather consists of many diodes serially
connected to achieve a high stand-off voltage. It has a limited average current rating, which means
that high rep rates (>~30 Hz) are currently not attainable. The diode also consumes significant
amounts of energy. This power supply has consistently discharged railplugs at pressures up to
500 psig.

I.b. Railplug Design

Two types of railplug geometries have been investigated over the course of the contract,
coaxial railplugs and parallel railplugs. These designations refer to the geometry of the electrodes
or rails.

Parallel railplugs, in which the arc moves out of the plug between two parallel rails, proved
to be difficult to fabricate. There are several reasons for this. First, the ceramic insulator that
encapsulates the rails and shields the back end of the plug from high combustion temperatures is
difficult to make due to its brittle nature and non-axisymmetric geometry. Secondly, at elevated
pressures it was very hard to prevent the plug from breaking down at the e×ternal connection rather
than in the bore. Also, it was difficult to accurately drill the long, small hole through the breech
plug insulator that captures the rails and maintain:;them in alignment. Finely, the welded initiation
point that controls where the spark will break down could not be made consistently from one plug
to the next.

For these reasons, it was decided to develop a coaxial geometry railplug, in spite of the fact
that a coaxial railplug may suffer slightly in performance. This is because the inductance gradient
(L') that is proportional to the driving force on the plasma is typically lower in a coaxial geometry
than in a similarly sized parallel one (about 0.22 _tH/m for the coax vs. 0.30 gH/m for the



parallel). However, the consistency with which the coaxial railplug can be fabricated outweighs
this drawback and recommends it for evaluation. All of the problems cited above in the
construction of parallel plugs are eliminated in the coaxial geometry. Plugs have been made at the
University with both a low cost, low temperature plastic insulator for non-engine evaluation and a
high temperature Torlon insulator for use in the engine. The design is disassemblable to allow for
non-destructive inspection of the electrodes. There have been four different designs, the standard
UT-D coaxial plug and three other plugs, each with the same L' (but different from UT-D) and
different center electrode diameters. UT-S has a small center electrode, UT-M has the same size
center electrode as UT-D, and UT-L has a large center electrode. Champion Spark Plug Company
has also built coaxial geometry railplugs. "[hree designs of the Champion railplugs are being made
in both a 12 mm design for use as a cold-start ignitor in the Volkswagen IDI diesel and a 14 mm
design that may be used in the combustion bomb or a variety of spark ignition engines. Tile
Champion 688 and Champion 689 are 12 mm and 14 mm railplugs respectively and similar to the
UT-D. The Champion 705 is a 14 mm railplug with a larger center electrode.

Both the coaxial and parallel geometry railplugs have been successfully fired at elevated
pressures (up to 500 psi), high rep rates (>20 Hz), and in an engine environment. The coaxial
plugs will remain the primary choice for engine and combustion bomb studies, but parallel plugs
will continue to be made on a selected basis for specific investigations.

l.c. Railplug System (T¢_t and Evaluation)

We developed standardized tests to use in the evaluation of different railplug and power
supply configurations. This sequence of tests is designed to evaluate railplug performance before
the plug is tested in an engine, thereby reducing the amount of time spent performing the more
complicated and costly engine tests. In these evaluation tests, we characterize plasma velocity,
penetration, and impulse. The combustion bomb has been built and used extensively as an
evaluation tool. Railplug testing has been performed resulting in a second technical paper
(appended). The rate of pressure rise, approximated by the ratio of peak pressure (Pmax) to the
time to reach this peak (tpeak), shows the spark plug is about 1.8 psi/ms at an equivalence ratio of
0.75, while the best rmlpl-ug w_th matched electromcs is about 8.2 ps_/ms. Tests so fir have beera
conducted with 130 pF capacitance steps. We are now able to get 50 pF steps and more
"matching" tests will be conducted

II. Application of Railplugs to an Engine Environment

There are several applications for which the railplug is currently being considered for use as
an ignition source. The specific engine applications which will be evaluated at UT include 1)
replacement of spark plugs in dilute homogeneous charge (DHC) 4-stroke spark ignition engines
and 2) use as a cold starting device for indirect injection diesel engines. Several other applications
have been identified and will be pursued as funding permits. UT researchers are currently working
on cooperative efforts with industry to pursue these applications. These applications include
methanol fueled engines (in cold weather conditions), direct injection 2-stroke engines, and gas
turbine engines.

The status of the DHC SI anddiesel cold start evaluation efforts is provided below.

l l.a. Dilute Homogeneous Charge SI Engine

Initial testing of the railplug system was performed in a single cylinder research engine.
Based upon input from the external advisory board, subsequent testing is scheduled to be
performed in a production-type automotive engine. Results from the preliminary testing in the
research engine and the status of the production engine set-up are discussed below.

A single cylinder Cooperative Fuel Research (CFR) engine was used to compare the
performance of railplugs to a spark plug. The coefficient of variation of the indicated mean
effective pressure (COV of imep) was used as an indicator of performance. The COV of imep was



calculated frem 500 engine cycles, which gives a more statistically correct result than the 40 cycle
analysis r.hat was used last year. There are test points that GM, Ford, and Chrysler use Ibr
evaluation of engines. Operating the engine at these points give a good indication of the overall
engine perform race wither.tr running a complete engine map. GM has three test points (at 700,
1300, and 2200 rpm), and the Ford and Chrys;er test points are very similar to the GM 1300 rpm
test point. For ali conditions, the peak cylinder pressures were aligned at approximately 16
degrees ATDC (which reughly corresponds to MBT timing). Thus far, the CFR has been run at
700 and 1300 rpm.

The graphs presented below show the trend of COV of imep vs. equivalence ratio using the
spark plug and railplug as an ignition source. The UT-D railplug was "matched" to optimal
electronic settings. The first graph indicates that at 700 RPM, the UT-D railplug reduces COV in
half and was successful in exte:lding the lean operating limit in the CFR engine. The Champion
705 railplug does not show a decrease in COV as compared to the spark plug, but this railplug was
not properly "matched". Ignition timing at an equivalence ratio of 0.82 changed from 36° BTDC
with a spark plug to 20 ° BTDC for the UT-D railplug. This indicates faster combustion and thus
improved cycle efficieny. In the next graph, at 1300 RPM, both railplugs show a decrease in COV
as compared to a spark plug. Also, the lean limit was extended for the Champion 705 plug.
Ignition timing at an equivalence ratio of 0.75 changed from 35 BTDC with a spark plug to 260
BTDC with the Champion 705 railplug.
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The Champion 689 railplug was not tested in the CFR due to the resistive design of the
plug, which produces heat within the plug. In place of the Champion 689 railplug, the UT-D
railplug was used, which is similar to the Champion 689.

In the next graph, the effect of capacitance at constant energy is shown. A change in
capacitance of 50 gF (resulting in a change in current pulse shape) can almost halve the COV
(studies on the combustion bomb were performed in 130 _F steps). Thus, "matching" the
electronics is an even more critical issue in the engine than in the bomb and studies using more
refined steps in capacitance are planned for the near future..

We are currently working to set-up our production engine test facility for railplug
evaluation. A General Motors 2.2 liter 4 cylinder engine has been chosen for testing purposes and
we have been working closely with GM powertrain engineers on our test plan. The engine is
mounted on the dyno stand. Instrumentation still needs to be completed.



CFR @ 1300 RPM
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ll.b. IDI Diesel (Cold Start)

For this application, Volkswagen of America has donated a 1992 production model 1.6 liter
IDI diesel engine. Champion Spark Plugs has built coaxial railplugs for this engine. A railplug
was installed in the threaded glow plug hole of one cylinder of this engine. Ali four exhaust ports
are instrumented with thermocouples to monitor the exhaust gas temperatures during the starting
transient. Exhaust gas temperature histories from the three non-railplug cylinders will be compared
with that of the railplug cylinder. This test plan represents a simple and cost-effective means for
demonstrating superior cold start capabilities when using railplugs.

The next graph shows that the railplug is successful at firing the #4 cylinder at -30° C. This
temperature is slightly below that for which glow plugs will consistently start the engine with 2
minutes of preheating.

Diesel Cold Start
60 600

40 500 m

_" 400 _'
20 m¢u 0O

300

_. zoo ._

-20 Exh _I I00

-AO 10 20 30 50 600

_e (see)

II1. Durability

Durability testing has been conducted using a railplug in a 200 psig pressurized vessel with
an inert atmosphere. Results show a life of 200,000 cycles at repetition rate of 18.33 Hz on the
Champion 705 railplug with 1 J delivered. This corresponds to 3 hours. The repetition rate
corresponds to 2200 RPM, which is the high speed General Motors test point.

A Briggs and Stratton lawn mower engine is being set up for testing in an engine
environment. This engine should be in operation and results obtained before the end of the year.
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