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Abstract : Indiesel engine technology the drive to reduce emissions and fuel consumption with improved performance
targets has led to many advances. In particular, Exhaust Gas Recirculation (EGR) and V ariable Geometry Turbocharger
(VGT) have played a key role in achieving these aims by permitting flexible control of the engine inlet gas charge. The
full potential of these devices are difficult to achieve due to limitationsin the classical control methods. However, fuzzy
logic is particularly appealing due to its ssmple heuristic nature. The controller used in thiswork was designed using the
Matlab Fuzzy Logic Toolbox. The overall object is to access the potential for emissions and fuel consumption reduc-
tions during transient events whilst maintaining and even improving driveability. Classical control methods (PID), as
used on production engines, are examined and contrasted with an coordinated control that utilizes fuzzy logic.

Key words : Diesel engine(t] A <l 1), EGR(¥ 7] 72~ A <=384), VGT(7H# 253 71), Fuzzy logic(¥] %] 23]), Coor-
dinated control (&5 A ©})
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Table 1 Fuzzy logic controller rules

No. Rule

If (RPM isL)and(Fuel isL) then (CoCon is ON)
If itis not then (CoCon is OFF)
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Fig. 6 Schematic of the fuzzy controller
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