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Abstract: Particulate Matter (PM) emissions from gasoline direct injection (GDI) engines, particularly
Particle Number (PN) emissions, have been studied intensively in both academia and industry
because of the adverse effects of ultrafine PM emissions on human health and other environmental
concerns. GDI engines are known to emit a higher number of PN emissions (on an engine-out basis)
than Port Fuel Injection (PFI) engines, due to the reduced mixture homogeneity in GDI engines.
Euro 6 emission standards have been introduced in Europe (and similarly in China) to limit PN
emissions from GDI engines. This article summarises the current state of research in GDI PN emissions
(engine-out) including a discussion of PN formation, and the characteristics of PN emissions from
GDI engines. The effect of key GDI engine operating parameters is analysed, including air-fuel ratio,
ignition and injection timing, injection pressure, and EGR; in addition the effect of fuel composition
on particulate emissions is explored, including the effect of oxygenate components such as ethanol.
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1. Introduction

Gasoline Direct Injection (GDI) engines are a key enabler for reducing CO2 emissions from
gasoline-powered vehicles. In contrast to Port Fuel Injection (PFI) engines, GDI engines have higher
compression ratios and lower charge temperatures which deliver higher volumetric efficiencies with
lower fuel consumption. However, because of the reduced time for fuel atomisation and the associated
fuel impingement, most GDI engines generate one or two times more Particulate Matter (PM) emissions
than conventional PFI engines [1–4]. Furthermore, in comparison with diesel engines fitted with
diesel particle filter (DPF), GDI vehicles produce more ultrafine particles [2,5]. These ultrafine
particles, below the size of 100 nm, have been associated with adverse impacts on human health
and environment [3,6–12]. This review will focus on Particle Number (PN) emissions, rather than the
historically measured quantity of particle mass, in spite of the fact that number, unlike mass, is not a
conserved quantity. However, the health impact of PM emissions is thought to be strongly correlated to
the number of particles emitted, rather than the mass emitted [13]. Ultrafine particles, which effectively
make no contribution to the mass emission, penetrate further into the lungs before deposition and are
much more likely to pass into the bloodstream [13].

Although ultrafine PM may contribute little to the total particle mass, they occupy a significant
proportion of the total particle number. This has led to the introduction of the Euro 6 regulations where
PN emissions are now regulated from GDI powered vehicles. The first phase of the Euro 6 standard
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was implemented in September 2014 with a limit of 6.0 × 1012 particles/km for all new types/models.
The second phase will be effective from September 2017 with a limit of 6.0 × 1011 particles/km [2].
Table 1 shows the EU emission standards for particulate emissions from GDI-powered vehicles since
they were first regulated in 2009. Although the California Air Resources Board (CARB) considered PN
limits in 2010 [14], no such limits have yet become part of the standard. China has adopted the China 6
standards, incorporating the same limits as in Europe—6.0 × 1011 particles/km—this limit has been in
force (depending on the region of China) since 2015.

Table 1. EU emissions standards for particulate emissions from GDI-powered vehicles.

Emissions Units
Euro 5a Euro 5b Euro 6b Euro 6c

September 2009 September 2011 September 2014 September 2017

PM mg/km 5 4.5 4.5 4.5
PN #/km - - 6.0 × 1012 6.0 × 1011

This review article describes the characteristics of PM number emitted from GDI engines including
chemical composition, size distributions, and PM formation. The effect of combustion parameters
influencing PM number emissions such as injection timing, ignition timing, air-fuel ratio, and injection
pressure are discussed. The impact of fuel composition, including the effect of certain common
oxygenate components (ethanol, methanol, and isobutanol), on PM emissions and PM reduction
technologies for GDI engines are also reviewed. Limited review work on GDI PM emissions has been
conducted previously other than a review by Überall et al. [15] and one by Myung and Park, [16] which
cover a wide range of topics, including the effect of particulate emissions on health, PM measurement
techniques, PM chemical analysis and fuel influences. This review paper provides a comprehensive
report on recent progress in GDI PM number emissions research and PM number reduction techniques.

2. Particle Formation

2.1. Formation Mechanisms

Particles can be emitted directly from an engine or subsequently formed in the atmosphere.
Primary particles are directly emitted into atmosphere from their sources whereas secondary
particles are formed in the air due to chemical reactions. These chemical reactions produce low
volatility compounds and these condense into a solid or liquid phase, and hence become PM [17,18].
Volatile particles including sulphates, nitrates and organic carbon (OC) may be present in the form
of vapour or liquid phase particles in GDI engine exhaust. These volatile species are predominantly
generated by partial combustion of the fuel and lubricants. Lube oil (also known as engine oil, motor oil,
and engine lubricant) coats the piston and cylinder walls, from which semivolatile organic compounds
(SVOC) desorb during the exhaust stroke, providing a major pathway for oil consumption and PM
emissions [19].

It is well-known that lube oil is continually consumed in the combustion chamber. Although its
consumption is around 0.2% [20] or as low as 0.1% in modern engines [21] but, in some cases, it may
significantly contribute in particulate matter formation [13,22]. Sonntag et al. [19] estimated that the
lube oil contributes around 25% to PM emissions from gasoline powered vehicles. Pirjola et al. [22]
studied the influence of five different lube oils on particulate matter (PM) emissions from a modern
turbocharged gasoline direct injection engine passenger car. The results indicated that the particle
emissions during transient operation strongly depend on the lube oil, and a 78% reduction in PN
emissions was observed solely by changing its properties. It was also noticed that the concentration
of additives (Zn, Mg, P and S) in lube oil positively correlate with PN emission and the lube oils
containing high metal (Zn, Ca, Mg) and S content contributed in higher PM emissions.
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Volatile species such as sulphates and nitrates are formed from the oxidation of sulphur
dioxide (SO2) and nitrogen dioxide (NO2). Organic carbon (OC) particles (often volatile) are formed by
some of the following mechanisms; (a) Flame quenching at the combustion chamber walls, (b) Filling
of crevice volumes with unburnt mixture, (c) Absorption of fuel vapour into oil layers on the cylinder
wall during intake and compression strokes followed by desorption of fuel vapour during expansion
and exhaust strokes, (d) Flame extinction—i.e., bulk quenching due to misfires, partial burns, transient
behaviour of air-fuel ratio and EGR [23]. Fuel films on the combustion chamber wall contribute
significantly to particulate matter formation in GDI engines [24,25]. The fuel deposited on the wall
cannot be well mixed with air until ignition starts. These locally fuel-rich zones lead to higher levels of
particle formation [26]. Crevices prevent the flame from entering because of significant heat transfer
to the walls. The unburnt fuel-air mixture present in these crevices escapes from crevice during the
exhaust stroke leading to increased engine-out emissions.

Particulate formation in the combustion chamber is a complex mix of chemical and physical
processes (pyrolysis, nucleation, oxidation, piston wetting, carbonisation, particle coagulation and
agglomeration) [15,27–29]. Pyrolysis is the primary contributor of particle formation in the combustion
chamber. In thermal pyrolysis (without oxygen at a temperature of more than 400 ◦C) fuel molecules
break up into hydrogen (H), hydroxide (OH) and methyl (CH3) radical molecules and organic
compounds e.g., ethylene (C2H4) and acetylene (C2H2). This reaction is dehydration with high
activation energy. These radicals and organic compounds begin to create polycyclic aromatic
hydrocarbons (PAHs), which originates soot particles known as soot precursors. After passing through
an inception process, these soot precursors become primary soot particles. Primary particles grow into
larger particles because of surface growth reaction of Acetylene (C2H2), organic compound addition,
hydrogen atom transfer (HAT), and hydrogen abstraction acetylene addition (HACA) mechanisms
with ‘growth species’ such as PAHs and C2H2. Growth of the larger particles occurs as a result of the
collision between smaller particles forming non-spherical shape agglomerates [15,30]. A proposed
chemical mechanism for the initial formation of aromatic species during combustion is shown in
Scheme 1.
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Scheme 1. Suggested pathways for initial aromatic formation during combustion (adapted from
ref. [31]).

Once these initial aromatics have been formed (either due to the process described above or
due to their presence in the combustion fuel) there are a number of pathways hypothesised for their
subsequent development into soot particles. An example of one of these pathways is shown in
Scheme 2.

The reaction pathways described here are fully reversible, generally at temperatures greater than
1800 K, so at these higher temperatures, these same processes can also lead to the decomposition of



Energies 2018, 11, 1417 4 of 26

PAHs. Once PAHs have become four-ringed or larger, they collide and form clusters, whereby these
clusters continue to react with acetylene to eventually form soot particles.Energies 2018, 11, x FOR PEER REVIEW  4 of 26 
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Atomisation of fuel, temperature, local equivalence ratio, and residence time are the parameters
which influence soot formation during the pyrolysis process [32]. Figure 1 shows a schematic of the
soot formation process. The sequential nature of this process may distinctly be observed in a laminar
diffusion flame, however in pre-mixed combustion, these processes mostly occur simultaneously [33].
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Having created new particles by pyrolysis, the primary particles (5–30 nm) grow into spheres
by polymerisation. After temperatures have fallen, the nucleation particles coagulate into groups of
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particles (typically 70–100 nm). This phase of the nucleation can be heterogeneous or homogeneous [15].
The process of coagulation via reactive particle-particle collision considerably increases particle size
and reduces particle number without varying particle total mass.

In the coagulation process, coalescence occurs as a result of two particles colliding in a reactive
manner and forming a new, broadly spherical particle. In the agglomeration process, the existing two
particles combine into a single particle (or aggregate) without significantly changing the total surface
area [34].

Primary particle size and formation of agglomerates is associated with processes such as
coagulation, sintering and surface growth. In addition oxidation, carbonisation and nucleation
processes also perform a significant role in particle formation [28,35–37]. Oxidation reduces the
mass of polycyclic aromatic hydrocarbons (PAHs) and soot particles because of the formation of carbon
monoxide (CO) and carbon dioxide (CO2).

Surface growth and oxidation are the most significant processes that affect particle shape and
surface structure. During the surface growth process, gas-phase precursors directly accumulate onto
the surface of the fine particles through chemical bonding or physical adhesion and change surface
reactivity [38]. Moreover, direct condensation of PAH molecules can lead to additional mass and
surface growth [39].

2.2. Non-Carbonaceous Particles

Metallic particles including iron, copper, nickel or other metallic compounds as well as metallic
oxides, are found in engine exhaust which originate from lube oil, mechanical wear-and-tear of engine
parts (such as piston rings, cylinders, valves), and lube oil additives containing metal organic elements.
Lube oil transfers these particles into combustion chamber where they partially vaporize and form
extremely fine particles (less than 50 nm) [40].

3. Gasoline Direct Injection (GDI) Engine PM Characteristics

3.1. Particle Composition

Particulate matter (PM) emitted from GDI-powered vehicles are known to be a complex
combination of volatile and non-volatile species. Typically, volatile species contain sulphates,
nitrates, and organic elements and non-volatile species contain a carbonaceous fraction and ash.
The organic fraction contains thousands of compounds including esters, alkenes, ketones, aromatics,
and alcohols [41]. The sulphate fraction includes sulphate ions (SO4

2−), sulphuric acid (H2SO4),
and water-soluble sulphates; however, H2SO4 covers the major proportion of this fraction. The
carbonaceous fraction is generated within the engine and its formation is complete by the time the
exhaust valve opens (although this fraction can subsequently oxidise in the exhaust at high enough
temperatures) while volatile species tend to form later in the exhaust system, or when the exhaust
plume enters the surrounding air. The ash fraction consists of metals and also a few non-metals, which
are incombustible. A detailed breakdown of PM is depicted in Figure 2.

The composition of PM emissions is determined by fuel properties, lubricants, exhaust
after-treatment technologies and engine operating conditions such as coolant temperature, engine load,
and engine speed [42]. The carbon composition of PM is broken down into elemental carbon (EC) and
organic carbon (OC); studies have shown that EC accounts for around 90% of PM mass emitted from
GDI engines [43]. EC (also labelled black carbon or soot) is normally considered to be the product of
incomplete combustion of carbon based fuels whereas OC is either directly emitted to the atmosphere
or formed by the condensation of compounds produced by the atmospheric photo-oxidation and
polymerisation of organic species [44,45]. OC is considered more toxic than EC because it contains
polycyclic aromatic hydrocarbons (PAH), a group well-known for their carcinogenicity [46–50].
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3.2. Particle Size Distribution

Typical particles from GDI engines can be sorted into two distinct types based on their size,
and these are labelled as nucleation mode (less than 50 nm), and accumulation mode (50–200 nm),
as shown in Figure 3 [51].
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Many studies have concluded that nucleation mode particles are volatile organic carbons (VOCs)
which originate from fuel and lube oil whilst accumulation mode particles consisted of soot particles
containing a crystalline form of carbon with a carbon elemental structure [43]. However, some recent
studies [52–56] have reported the presence of ‘solid core’ particles in nucleation mode, with a size
of several nanometers that do not evaporate at high dilution or in a heated tube thermal denuder.
Nucleation mode particles and VOCs are undesirable emissions since these species may adsorb onto
to larger particles, increasing the toxicity of emissions, and contributing to photochemical smog and
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secondary atmospheric particle formation [57]. Indeed these smallest particles have also been shown
to penetrate further into the lungs before deposition, and are much more likely to pass into the
bloodstream [13].

Accumulation mode particles generally lie in the size range 40–200 nm. Their formation is thought
to occur when fuel molecules undergo pyrolysis at high temperatures, using the processes described in
Section 2.1 to form carbon spherules, which are found to be approximately 15–40 nm in diameter [58].
Two processes can then cause these particles to grow; firstly gaseous phase species in the exhaust
condense and adsorb onto these spherules, causing them to grow—the composition of some of these
condensed species leads to some of the concerns around the health effects of particulates. The larger
the surface area of these spherules gives a greater area to adsorb onto. The second process is that these
spherules can agglomerate by colliding and sticking together using a sintering process, [59] which
produces particles with a fractal like shape (technically, accumulation mode particles are aggregates
rather than agglomerates, as the forces that hold them together are chemical or sinter-like forces,
whereas an agglomerate is held together by physical forces (e.g., Van der Waal’s) and the primary
particles retain their original shape—clearly not the case here. Accepted terminology however, seems
to be to refer to them as agglomerates.) [60]. This can clearly be seen in Figure 4, a microscope image of
an accumulation mode particle, showing a large fractal like shaped accumulation mode particle [51].
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It should be noted that some exhaust aerosols contain a third mode—the coarse mode—generally
of a diameter higher than 1 µm. These particles are thought to be from re-entrained deposits on the
combustion chamber and exhaust system [62] and other deposits (e.g. rust) [13]. This mode has not
been further considered in this review.

Figure 5 provides a general view of the size of these three modes. Generally, the nucleation mode
particle emissions depend on the dilution process, that is, the manner in which the exhaust gas is
handled. In this sense, the accumulation mode is a more repeatable measure of PM emissions from
an engine, [8,57,63,64] and the mode that is typically considered in legislation. However, given the
concerns over the health effects of the smallest particles, recent work [65] has looked extending the
current 23nm limit in the legislation to smaller particles, such as has been done in the aviation industry
where particles as small as 10nm are considered [66].
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4. Effect of Engine Combustion Parameters on GDI PM Emissions

A wide variety of combustion parameters, are important in determining the characteristics of PM
emissions [2,67–75].

4.1. Pool Fires

Combustion of liquid fuel, commonly referred to as pool fires, is a dominant feature of particulate
emissions from GDI engines, [3,76] and PM emissions are significantly reduced in their absence [77].
Fuel spray impingement on the piston and combustion chamber walls leads to the formation of
liquid fuel films. Fuel films that exist during combustion of a premixed charge ignite as diffusion
flames, which are easily recognized by their bright yellow flames, [78] and are usually located
on the piston surface and remain so as the piston moves. These pool fires initiate in the power
stroke, [79] and can survive into the exhaust stroke [77]. Pool fires leave behind carbon deposits
on the surfaces on which they have been burning. Engine geometry, piston temperature, and fuel
injector design, as well as fuel injection pressure and timing, have significant effects on fuel film
formation. Given the importance of combustion surface wetting, combustion chamber design is critical
in determining the PM emissions. Two types of GDI engines exist, wall guided direct injection (WGDI)
and spray guided direction injection (SGDI). A WGDI engine injects the fuel towards a bowl in the
piston, which is deflected and mixed in-cylinder designed to achieve a stratified mixture around the
spark plug. With this type of engine design fuel films commonly form on the piston crown and cylinder
walls, causing large quantities of unburned hydrocarbons (UHCs) and particulates to be emitted. SGDI
uses the characteristics of the injector and in-cylinder air motion to guide the fuel spray and allows
fuel to be injected towards the spark plug. This has the potential to avoid surface wetting and hence
such engines in general give lower PN emissions compared to WGDI engines [80].

4.2. Air-Fuel Ratio

Generally the combustion parameter with the greatest effect on PM emissions is the air fuel ratio
(AFR), where a rich mixture is often observed to give approximately an order of magnitude larger
number of particles, compared to the stoichiometric case [2,69,70,81]. This is what would be expected
given the reduction in soot oxidation that is possible with less air present than would be sufficient
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to burn all of the fuel. However, too lean mixture can deteriorate combustion quality and lead to
incomplete combustion, which may lead to an increase in PM emissions, particularly the volatile
organic fraction. Price et al. [70] examined the impact of air-fuel ratio (0.8 < λ < 1.2) on particulate
matter emissions from single cylinder spray-guided direct injection engine fuelled with ULG, at 1500
rpm. They found an increase of PN concentration with decreasing air-fuel ratio—compared to a λ

of 1.2, the PN concentration in accumulation mode was reported as having a two-fold increase in
magnitude at a λ of 0.8. He et al. [2] found higher PN emissions from GDI engine with rich mixtures
without a catalyst. They found that at 1000 rpm—3 bar BMEP—with a cold engine, the particle number
emissions increased by a factor of two once the AFR reduced from 14.6 (stoichiometric in their case) to
13.1. However, only a 20% increase in particle number emissions were measured reducing the AFR
from 14.6 to 13.4 at 1500 rpm—13 bar BMEP—with a hot engine.

4.3. Ignition Timing

The effect of ignition timing on PN emissions will depend on where the initial ignition timing was.
Assuming that the timing is such that the engine is at maximum brake torque (MBT) (the maximum
load for a given condition), then deviations from either side of MBT will result in a decrease in
particulate emissions. Early ignition (in advance of MBT) will lead to there being a longer time for
combustion, leading to a decrease in PM emissions due to more time available for particulate oxidation.
Retarding the ignition from MBT increases the exhaust temperature, leading to more post-flame
oxidation of particulates, hence a decrease in PM emissions. In practical applications (where engines
are knock limited—i.e., always operating retarded from MBT) GDI engines show a clear trend of
increasing PM number emissions as ignition timing advances [67,69,70].

The studies focusing solely on the effect of ignition timing on GDI PM emissions are rarely
found in the open literature. Qin et al. [69] experimentally investigated the effect of ignition timing
on particulate matter emissions from a 4-cylinder T-GDI engine without a catalyst. They found
that as the ignition timing was advanced the PN emissions increased. They also found that PN
concentration primarily concentrated in the nucleation mode. Premature combustion of the air-fuel
mixture increased the cylinder temperature which could also promote the creation of nucleation
mode particles. Price et al. [70] tested the effect of ignition timing on particulate matter emissions
from a GDI engine. They found that the particle number generally increased with ignition advance.
Rodriguez et al. [82] found that retardation of ignition timing from −45◦ aTDC to 20◦ aTDC at early
injection timing (SOI = 90◦ aTDC), resulted in a PM reduction by an order of magnitude.

4.4. Fuel Injection Timing and Injection Strategies

Fuel Injection timing is a key calibration parameter. Early injection is desirable to get the full
benefit of GDI—charge cooling, with its associated fuel consumption and CO2 emissions benefits.
On the other hand very late injection can be used for stratified engine operation, increasing efficiency.
Fuel injection timing has a significant impact on the PM emissions from GDI engines because it
influences the air-fuel mixture preparation. Injecting fuel too early could lead to fuel impingement on
combustion chamber surfaces and hence pool fires—a source of high levels of PM emissions [2,72].
On the other hand, retarding the fuel injection timings can lead to insufficient time for air-fuel mixing
which may produce higher particle number emissions as well [3,12,68–72,83–85]. Therefore, for any
given combustion system, there exists an optimal injection timing (neither too early nor too late), which
produces the minimal amount of PM emissions. Fuel-air mixing time and piston-wall wetting are the
two key factors which significantly affect PM emission from GDI engines and the previous research
studies reported that decreasing the air-fuel mixing time resulted in higher PM emissions [70].

Szybist et al. [68] reported that, in their work, fuel injection timing had the greatest impact on PM
emissions from GDI engines: too advanced an injection timing led to fuel spray impingement on the
piston which resulted in higher particulate matter emissions, however, a retarded injection timing led
to insufficient time for air-fuel mixing. He et al. [2] reported the impact of fuel injection timings on PN
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emissions from GDI engine without using catalyst, they found that PN emissions were dominated by
the accumulation of particulate matter and could be reduced by retarding the fuel injection timing.
Qin et al. [69] studied the impact of injection timings (260◦, 300◦ and 340◦ CA bTDC) on particle
number (PN) emissions from a turbocharged GDI engine. They found that as injection timing was
advanced (260◦ to 300◦ CA bTDC), particle number emissions initially decreased then subsequently
increased after 340◦ CA bTDC. On the other hand, Cho et al. [72] investigated the impact of injection
timing (260◦ to 340◦ CA bTDC) and found that PM emissions slightly decreased for retarded injection
timing at 280◦ CA bTDC and then increased to 340◦ CA bTDC. The effects of injection timing variation
on PM number emissions are summarized in Figure 6.Energies 2018, 11, x FOR PEER REVIEW  10 of 26 
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Fuel is directly injected into combustion chamber in GDI engines and there is a very short time
available for fuel evaporation and air-fuel mixing to achieve a sufficiently homogenous mixture.
As a result direct fuel injection increased the chance of spray-piston and spray-wall impingement.
Numerous studies have reported that the shorter time for mixture preparation and in-cylinder
spray-wall impingement are the primary reasons for higher particulate emissions from direct-injection
gasoline engines [86,87]. Multiple fuel injection strategies have been considered as one of the most
efficient ways to reduce PN emissions by shortening fuel jet length [88]. Split injection breaks the fuel
injection event into two or more pulses aiming to achieve a homogeneous air-fuel mixture before the
beginning of combustion process. With split injection, individual fuel injection pulses may terminate
before attaining the quasi-steady liquid length, which can decrease liquid impingement on both
the piston bowl and cylinder wall. In a single fuel injection strategy at low loads, split injection
will probably not further decrease particle number emissions if liquid impingement is avoided with
single injection. Conversely, at high loads engine condition, a reduction in total particle number
emissions of more than 50% can be attained compared to the lowest particle number emission achieved
using a single injection strategy [2]. The results reported by Su et al. [89] indicated that compared to
single injection strategy, multiple injection strategies such as double and triple injection reduced PN
concentration up to 60% and 80% respectively. The double injection strategy improved the mixture
preparation and impeded the interaction of spray with the piston and—wall and resulted in lower
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particle number emissions. The triple injection strategy further enhanced these effects. Paul et al. [74]
reported that multiple fuel injection strategies can be used to minimize the interactions between fuel
and combustion chamber walls leading to reduced particle formation.

4.5. Fuel Injection Pressure

Fuel injection pressure has a significant impact on PM downsized. It has been widely reported
that with increasing the fuel injection pressure, GDI engines produced less particle number (PN)
emissions [2,72,90,91]. Increased fuel injection pressure enhances the air-fuel mixing; at higher injection
pressures, fuel droplets become smaller which leads to better evaporation. Fuel injection pressure
has been shown to have a considerable influence on the nucleation mode particles whereas the
accumulation mode particles are much less effected [91]. Rarely, however, an increase in fuel injection
pressure can lead to an increase in PM emissions, due to the increase in fuel pressure leading to the fuel
penetrating further into the combustion chamber and impinging on combustion surfaces, ultimately
leading to pool fires.

Wang et al. [73] studied the effects of fuel injection pressure (3.5–8.5 bar IMEP) variation on PM
emissions from a SGDI engine, under the stoichiometric air/fuel ratio and 1500 rpm engine speed.
They found that the injection pressure greatly affects the PM mass and number emissions. At higher
injection pressure, gasoline direct injection engines produce fewer PM emissions. The results of an
experimental study conducted by He et al. [2] showed an explicit inclination of particle number
emissions reduction by increasing fuel injection pressure. Cho et al. [72] investigated the influence
of fuel injection pressures variation (45 to 75 bar) on PM emissions from a SIDI engine at 2000 rpm.
They found that particle number emissions decreased at higher injection pressure. As a result of
increasing injection pressure from low to high, the significant declined in PN concentration was
observed. The impacts of fuel injection pressures on particle number (PN) emissions are presented in
Figure 7.
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4.6. EGR and Inlet Air Conditions

Inlet air temperature has an impact on PN emissions, in particular the warmer the inlet air the
more homogeneous the fuel/air mixture will be at ignition, and therefore the lower the levels of PN
emissions, this result is supported by numerous studies [92,93]. EGR, if it is not cooled, will have a
similar effect for similar reasons, however cooled external EGR is becoming more common in GDI
engines today, and the effect of EGR on inlet air temperature is not present with this type of EGR.
Therefore the effect of cooled, external EGR can be to increase particulate emissions as EGR reduces
exhaust temperatures, reducing post-flame oxidation, other studies have found a modest decrease
with EGR, attributed to lower combustion temperatures, and a reduction in mixture enrichment at
high load [94–96].

4.7. Cold Start and Ambient Temperature Conditions

The cold start engine condition is an important factor influencing PN emissions from GDI engines.
At cold-start, the heat transfer the combustion chamber surface to the fuel-air mixture is considerably
reduced and thus less fuel vaporisation and air-fuel mixing will occur, resulting in a heterogeneous
charge and localized fuel-rich regions [97,98]. The cold-start particulate emission accounted for more
than 50% of the total PN emission from gasoline direct-injection vehicles over a drive cycle [99].
Price et al. [100] examined the PM emissions from direct-injection gasoline engine under cold-start
condition. They found higher PN concentration at cold-start and as the engine warmed up, PN
concentration were decreased. Fu et al. [101] studied the influence of cold-start and hot-start conditions
on PM emission from a gasoline direct-injection vehicle over New European Driving Cycle (NEDC).
They found that more particles were produced under cold-start engine condition in the first 200s of
NEDC compared to a warm-start NEDC, which can be linked to the combustion of inhomogeneous
air-fuel mixtures during cold start engine conditions.

Ambient temperature, is another important factor that affects vehicular emissions.
Ramadhas et al. [102] found that the proportion of particles of 50–200 nm decreased significantly when
the ambient temperature increased from 10 ◦C to 45 ◦C. Mamakos et al. [103] demonstrated that the PM
emissions doubled under NEDC driving cycle but kept roughly constant with the Common Artemis
Driving Cycle (CADC) regardless of temperature change from +22 ◦C to −7 ◦C. Mathis et al. [104]
demonstrated that the effect of ambient temperature on particulate emissions was limited in a
warmed-up engine under the Common Artemis Driving Cycle (CADC), yet Fushimi et al. [43] found
that under hot start Japanese cycle (JC08) conditions, PM emissions tripled in a GDI engine as the
ambient temperature changed from 35 ◦C to 5 ◦C.

4.8. Factors Influencing the Particle Morphology, Nanostructure and Primary Particle Size

It is considered that particulate characteristics such as particle morphology, particle
micro-structure, and particle size are significantly influenced by engine types, engine operating
conditions, and fuel composition but the literature on detailed characterization of GDI PM is relatively
scarce to date. Seong et al. [105] studied the effects of operating conditions on GDI PM characteristics
including primary and aggregate particle sizes, morphology, and nanostructures. They found that
the primary and aggregate particle sizes gradually increased with advancement in injection timings
which implies that air-fuel mixing is a critical factor affecting particle size. At 190◦ bTDC, an increased
number of nanoparticles having size smaller than 20 nm were observed. Fractal analysis revealed
that compactness of aggregates emitted from gasoline-direct injection engine lie between aggregates
emitted from light-duty diesel engines and heavy duty diesel engines. The analysis of GDI PM
emissions by high resolution transmission electron microscopy (HR-TEM) technique observed that
compared to typical diesel engine, graphitic structures of GDI PM are less-ordered. Barone et al. [8]
studied GDI soot morphology to measure primary particle size. They found that the GDI primary
particle size from 7 to 60 nm was larger than diesel particulates size range [106,107]. Lee et al. [108]
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investigated the nanostructure and primary particle size of a GDI engine fueled with alcohol blends.
They observed that the primary particles emitted from GDI engine burning gasoline-isobutanol (iB16)
and gasoline-ethanol blends (E10) were increased from 31 to 39 nm at 75% engine load condition.
Lee et al. [109] examined the morphology of nanoparticles from GDI engine burning gasoline and
its ethanol blend E20 at various fuel injection timings. They found the primary particle size about
25 nm for gasoline and E20 at various injection timings. The result of primary particle size distribution
implies that the number of larger primary particles (30–40 nm) increased with injection timing advance.

4.9. Boosted Engines

Modern GDI engines are increasingly employing turbochargers and superchargers (such engines
are referred to as boosted engines) to further increase the efficiency of GDI technology [110–112].
Such engines will not have inherent differences in their PM emissions, and such emissions have not
been significantly studied in detail at the time of writing. The studies that have been undertaken report
that there is a bias towards smaller particle sizes in the PN emissions from these engines (possibly due
to their higher in-cylinder pressures), and that certain parameters important in boosted engines, such
as exhaust back pressure, serve to reduce PN emissions [96,113,114].

5. Fuel Effects on GDI PM Emissions

5.1. Effect of Gasoline Composition and Properties on GDI PM Emissions

There is a strong link between PM emissions from GDI engines and the composition and properties
of the gasoline. These effects are in general dominated by the aromatic content of the fuel, but other fuel
components and properties notably olefin content, oxygenate content, sulphur content, fuel volatility,
enthalpy of vaporization and boiling points of individual components have significant effects on PM
emissions [1,69,84,85,115–127].

In the formation mechanisms discussed earlier, existence of aromatic rings plays an important role
in PM formation. Therefore it might be expected that high levels of aromatics in the fuel would lead to
a higher level of PM emissions. This is well supported by the literature [12,67,128]. Higher sulphur
content in gasoline has also been shown to result in increased particulate matter emissions an effect
greater than aromatic content [116]. Some studies have reported that higher octane number in gasoline
reduces PM emissions from a GDI engine, [115] however care should be taken with this as often octane
number is increased by adding aromatic components, which would serve to increase PM emissions.

Fuel volatility has a noticeable impact on PN emissions, [119–121,128] as a fuel with a lower
vapour pressure will be slower to evaporate on injection, and produce a less well prepared mixture
leading to higher PN emissions. In extreme cases, fuel with very low volatility will impact on the
piston or walls and burn as a pool fire, leading to a significant increase in PN emissions. However,
fuels with very high volatility can flash evaporate on injection, giving a poorly prepared mixture with
locally rich zones, again leading to high levels of PN emissions.

The enthalpy of vaporization is also important for the performance of GDI engines as high
enthalpies of vaporization increase the charge cooling effect so that the volumetric efficiency is
improved. However fuels with high enthalpies of vaporization will require more energy to evaporate
fully on injection into the cylinder, and so would tend to have higher levels of PN emissions [129],
however large differences of enthalpy of vaporization are rare without the addition of oxygenated
components (see next section).

Numerous attempts have been made to link fuel composition and particulate
emissions [119–122,125,126]. All of these indices take a similar form generally linking some
measure of aromatic content and vapour pressure, and have shown that there is an excellent correlation
between fuel composition and PN emissions, although the detail depends on the parameters used,
and the details of the engine and operating point. The Honda PM index [130] takes the form
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PM Index =

n
∑

i = 1

[
DBEi+1

VPi

]
Wti, was initially formulated to compare fuel composition and PN

emissions from PFI engines, but recently has also shown a very good correlation with emissions from
GDI engines [130]. Recently work such as that by Hamje, Karavalakis, Moriya, and Shi has indicated
that there is a dependence on PN emissions and late-middle distillation parameter of the gasoline
being used (parameters such as T70, T80, and E150) [131–133]. Work is ongoing in this area.

At this point such indices are at best comparative rather than predictive. Although clearly of
interest, it has proven more difficult to extend such indices to include oxygenate components fully,
due to the variable effects on PN of adding oxygenates to gasoline, and these are discussed further in
the next section. A good overview comparing several such indices with some of their own data was
undertaken by Menger and Wittmann [130], and they developed their own index taking in 14 different
fuel parameters. A detailed review of these indices would be the topic of a wholly separate paper (and
indeed it is [134]).

5.2. Impact of Oxygenated Fuels on GDI PM Emissions

Oxygenated fuels (often referred to as Biofuels) are seen as a potential pathway to reducing
well-to-wheel CO2 emissions from vehicles [135]. Ethanol is by far the most common oxygenate
component added to gasoline today; methanol and butanol are also added commonly, and a limited
amount of others are noted as well (MTBE for instance). E5 (up to 5% by volume of ethanol in gasoline)
blends are ubiquitous in Europe, with E10 and E15 common in the USA; E85 is also common, although
requiring vehicles that have been specially adapted (so-called flex-fuel vehicles); E100 is common
in Brazil [136,137]. A number of recent studies on the influence of oxygenated fuel blends on PM
emissions from GDI engines have been reported [1,85,114,138–141]. Typically oxygenated fuels have
higher vapour pressures, significantly higher ∆Hvap (kJ/kg stoichiometric mixture), and significantly
lower LHVs compared to gasoline. Some examples of these parameters are shown in Table 2. All of
these features are likely to affect the quantity of fuel injected into the cylinder, as well as the spray
evaporation once the fuel has been injected. Ultimately, many of these effects will compete as to
whether the effect will be a net positive or negative on PN emissions depending on combustion system
design and engine operating point. Common to all oxygenates is the presence of the –OH bond, which
is likely to promote the oxidation of soot precursors, which should lead to a reduction in PN emissions,
all other things being equal.

Table 2. Summary of different oxygenates and their compounds [142].

Fuels ∆Hvap (kJ/kg)
∆Hvap

(kJ/kg Stoichiometric Mixture) † LHV (MJ/L) RON

Gasoline 310 * 20 * 32.3 97.0
Methanol 1191 159 17.9 127–136
Ethanol 922 92 21.2 120–135

n-Butanol 688 57 26.8 96

* indicates typical values; † given the different stoichiometries of the oxygenate components, it is a fairer comparison
to compare their enthalpies of vaporisation on a kJ/kg stoichiometric mixture basis, as this is what will be injected
into the engine.

Figure 8 shows PN emissions from a variety of oxygenated fuels from a single cylinder engine
at light load. Here, low levels of oxygenated components can be seen to increase PN emissions
(probably due to the increasing ∆Hvap and increasing quantities of fuel injected to ensure stoichiometry.
However at high levels of oxygenates, the PN emissions are reduced to almost zero, showing perhaps
the dominance of the chemically bonded oxygen.
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5.3. Impact of Ethanol Fuel Blends on GDI PM Emissions

It has been consistently reported that burning of ethanol in port fuel injection gasoline engines can
reduce particulate matter emissions [85,143]. However, for GDI engines, results show both increases
and decreases, [1–3,73,85,139,140,144–146] demonstrating that the details of combustion system design
and engine operating point are very important. In general with any ethanol fuel, when liquid fuel
impingement occurs (due to the challenges ethanol can pose to spray formation), then an increase in
PN emissions compared to gasoline is reported. This is particularly prevalent at cold start and engine
transients. However, where such impingement can be avoided and there is sufficient time and energy
available for good mixture formation then a decrease is noted. As levels of ethanol increase above
~45% most studies report a decrease in PN emissions, and this is most likely due to the dominance of
the chemically bonded oxygen in reducing soot precursors. It should be noted that recent work such as
Burke et al. [147] reports that high levels of ethanol can increase the relative levels of heavy aromatics
at the end of the droplet evaporation process in both the liquid an vapour phases. This occurs due to
the presence of azeotropes between ethanol and aromatic components. This effectively stratifies the
aromatics within the evaporated mixture and may lead to levels of PN emissions higher than might be
expected given the dilution of the aromatics overall by the presence of such high levels of ethanol.

Ethanol addition hinders the formation of soot precursors, e.g., polycyclic aromatic hydrocarbons
(PAHs) which can ultimately reduce PM emissions. Storey et al. [144] investigated the impact of
ethanol-blended fuel (E10 and E20) on PM emissions from GDI engine over FTP75 and US06 cycle.
An increase of ethanol concentration in gasoline fuel decreased PM mass and number emissions.
Maricq et al. [139] examined the influence of ethanol fuel blends on PM emissions from a light-duty vehicle
equipped with a T-GDI engine. They found that increasing of ethanol content in gasoline resulted in a
reduction of particle mass and number emission. Zhang et al. [140] studied the impact of ethanol blends
E10 and E20 on PN emission at 2000 rpm engine speed and 210 Nm engine load. The particle number (PN)
emission measurement was taken before the catalyst (TWCs). They found that ethanol blends decreased
the PN emissions from a GDI engine, whilst other studies [2,3,73] have reported contrary results.

Ethanol has a higher heat of vaporisation and smaller vapour pressure as compared to
gasoline which reduces the evaporation of ethanol blended fuel and enhances heterogeneous air-fuel
mixture, consequently producing higher PM emissions [148–151]. Experiments were conducted by
Wang et al. [73] at varying engine load from 3.5–8.5 bar BMEP and 1500 rpm without using a catalyst.
They found that an addition of ethanol into gasoline led to higher PN emissions from GDI engine.
Luo et al. [151] studied the impact of ethanol fuel blends in a GDI engine without using a catalyst.
They found that ethanol fuel blends increased particle number (PN) concentration at low load engine
conditions. However, at high load engine conditions PN concentration decreased.
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He et al. [2] found that ethanol blends showed mixed effects on PN emissions depending on
engine operational parameters. Generally, ethanol blend (E20) decreases particle number emissions
at low and medium loads condition. But in some cases, when the liquid fuel impingement arises on
the piston head or cylinder wall then E20 generates more PN emissions as compared to gasoline and
this may be attributed to the higher heat vaporisation of ethanol. Francesco et al. [145] examined the
ethanol blends combustion in a GDI optical engine without using a catalyst. At 2000 rpm and full load
the particle number (PN) concentration decreased by increasing the ethanol percentage in gasoline,
whilst at 4000 rpm and partial load an increase of particle number were observed for E50 and E85
fuels. This is most likely because of a higher fuel impingement on the piston head and the volatility
properties of ethanol/gasoline blends. Wang et al. [73] investigated the impact of ethanol-blended fuel
on a spray guided GDI engine. They found that addition of ethanol into gasoline fuel significantly
reduced particle mass, but increased PN emission as compared to gasoline. Karavalakis et al. [1,85]
studied the PM emissions from a wall guided spark ignition engine over the Federal Test Procedure
(FTP) Cycle and Unified Cycle (UC) burning different ethanol blends. They found that particle number
generally decreased with the addition of ethanol, implying that oxygen content in the fuel was the
primary factor for particle number decreasing by allowing the suppression of soot formation. Figure 9
shows the impact of ethanol fuel blends (E10, E15, E20) on PN emissions over FTP and UC cycle [1,85].Energies 2018, 11, x FOR PEER REVIEW  16 of 26 
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5.4. Impact of Methanol Fuel Blends on GDI PM Emissions

Use of methanol is not as widespread in the USA and EU as ethanol, however in China blends of
up to M100 (100% methanol) are available, and methanol makes up 7–8% of China’s transportation
fuels. Methanol is typically made from coal or natural gas, and under current market conditions
is cheaper on an energy basis than ethanol or gasoline. Similar to ethanol, methanol has a lower
volumetric energy density than gasoline and a higher RON than gasoline (see Table 2). When blended
with gasoline, methanol reduces the final boiling point of the fuel, potentially promoting spray
evaporation (and hence reducing PN emissions) however the increased ∆Hvap and high volatility
(leading to possible flash evaporation) may lead to poor mixture preparation and potentially higher
levels of PN emissions. With such a mixed effect, as might be expected, studies on PN emissions from
methanol-gasoline blends have again showed mixed results [141,152–154].
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Qin et al. [69] investigated the impact of gasoline, neat methanol, and methanol-gasoline blends
on particulate matter emitted from a T-GDI engine. They found that as an increase of methanol
concentration in gasoline, PN emissions decreased significantly. Moreover, GDI engine powered
with methanol produced fewer particle numbers as compared to gasoline. Wang et al. [138] reported
that compared with gasoline, methanol blends (M15, M25, and M40) reduced PN emissions from
33.2–40.2%. On the other hand, Safwan et al. [153] investigated the impact of M15 methanol/gasoline
blends in a single cylinder GDI Engine. They reported that methanol fuel blend (M15) does not
correlated to consistently lower levels of PN emissions from GDI engine.

Recently there has also been an interest in blends of gasoline, ethanol, and methanol in GDI
engines [155–158]. At the time of writing only one study had been published on their impact on PN
emissions, showing a similar effect to extrapolating between the emissions from blends of methanol
and ethanol binary mixtures.

5.5. Impact of Butanol Fuel Blends on GDI PM Emissions

PN emissions from butanol fuels have not been studied as extensively as ethanol. Butanol is a
higher alcohol containing four-carbon (C4) molecules [159]. Compared to ethanol, butanol has a higher
energy density, smaller latent heat of vaporization and is less corrosive. Both n-butanol and isobutanol
isomers are commonly blended in gasoline. Butanol is being seen by some as the next major oxygenate
component to appear in gasoline, butanol has several advantages over methanol and ethanol including
a higher volumetric energy density (although not as high as gasoline), meaning there will be less
deterioration of the volumetric fuel consumption compared to gasoline. Like ethanol, n-butanol is
generally produced using a fermentation process. There are far fewer studies on PN emissions from
butanol fuels, but those that have been done report trends similar to those seen in Figure 8—namely a
modest increase in PN emissions with increasing butanol levels [1,85,159,160].

6. Conclusions and Future Trends

Particulate matter emissions from GDI engines are complex mixtures of volatile and non-volatile
materials containing soot, organic carbon and hydrocarbons. In terms of particle size, GDI-derived
particles are composed mainly of nucleation mode (<50 nm) and accumulation mode (50–200 nm).
Nucleation mode particles have normally been considered as volatile particles, but recent studies report
nucleation mode contains solid particles as well. Accumulation mode particles comprise carbonaceous
soot particles with an elemental carbon structure and adsorbed volatile material.

In general, particulate formation in GDI engines is driven by mixture preparation. A homogeneous,
fully vaporised fuel-air mixture will give low levels of PN emissions. Any fuel that remains in a liquid
state at ignition, particularly on combustion chamber surfaces, will burn as a diffusion flame leading to
high levels of PN emissions known as a pool fire. Such liquid impingement may be caused by injection
strategy, fuel composition (particularly a high enthalpy of vaporisation), or cold conditions in cylinder
(notably during startup). Therefore careful design of the combustion system and optimisation of the
injection and ignition strategy is needed to avoid high levels of engine out PN.

A number of engine effects on PN emissions have been studied, fundamentally the common
theme is that good mixture preparation (i.e., fully vaporised fuel, well mixed with the air) reduces
PN emissions. Parameters that promote that such as early injection, high fuel pressure and warm
inlet air/EGR have all been shown to reduce particulate emissions. Air fuel ratio is a key parameter
for PN emissions, with AFRs rich of stoichiometric giving very high levels of PN (an increase of up
to an order of magnitude in many cases)—this is particularly important during engine transients.
Engine parameters that increase exhaust temperature (such as late ignition) also lead to a reduction in
PN due to an increase in post-flame oxidation.

With an increase in highly boosted GDI engines in the market, their PN emissions are beginning to
be studied. It seems that the effects of high levels of boosting do not change the overall effect of engine
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operating parameters on PN emissions, and indeed some parameters particular to highly boosted
engines, have been shown to decrease PN emissions.

Fuel composition plays an important role in engine-out PM emissions, however in general, its
effects can be masked by other engine operating parameters (for example air-fuel ratio). High levels
of aromatic components present in fuel have been conclusively shown to increase PN emissions,
an aromatic ring being an early stage of the fundamental particulate formation process. Other fuel
composition parameters do have an effect, but are dependent on engine design and operating point.
Low levels of oxygenates in fuels show mixed effects in the literature, but high levels of oxygenate
have been shown to reduce PN emissions, with fuels such as E85 capable of giving extremely low
levels of particulate emissions.

Overall PN from GDI engines are a well-studied phenomenon, with a good understanding now
available of PN formation in GDI engines. Unfortunately there is a trade-off between the measures
that best reduce PN from GDI engines (such as high inlet air temperatures, high exhaust temperatures,
or low aromatic (and hence low RON) fuels), and those which give the efficiency gains that are such
significant advantages of GDI engines. Engine designers and calibrators should be aware of these
compromises in their work. Of course this review has only focused on engine-out PN emissions, many
control strategies and aftertreatment devices, such as gasoline particulate filters are available, but these
are outside the scope of this review.
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AFR air fuel ratio
bTDC before top dead center
CARB California air resources board
DPF diesel particulate Filter
DISI direct injection spark ignition
EC elemental carbon
FTP federal test procedure
GDI gasoline direct injection
HAT hydrogen atom transfer
MTBE methyl tert-butyl ether
OC organic carbon
PAHs polycyclic aromatic hydrocarbons
PFI port fuel injection
PM particulate matter
PN particle number
SGDI spray guided direct injection
SIDI spark ignition direct injection
T-GDI turbo-charged gasoline direct injection
UC unified cycle
UHCs unburned hydrocarbons
VOCs volatile organic carbons
WHO world health organization
WGDI wall guided direct injection
FIP fuel injection pressure
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