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AbstractBased on the bench test of a 1.5 L gasoline engine equipped with a catalytic gasoline engine particulate fil-
ter (CGPF), the fuel cut-off regeneration characteristics of the next generation with small pore size GPF and the com-
mon GPF under different soot loading and temperatures were studied. The results showed that after the fuel was cut-
off during the regeneration process, the center temperature of the sample rose exponentially, and as the regeneration
time extended, the temperature gradually became flat. The temperature distribution inside the carrier was such that the
inlet temperature was low at the axial position, and the temperature near the outlet was high, the radial position showed
a trend of high temperature in the middle and low temperature at the edge, and the temperature difference between
the edge and the center of the carrier was large. The maximum temperature inside the GPF increased with the increase
in soot loading, and the maximum temperature gradient also increased. When the soot loading reached 6 g/L and the
fuel cut-off regeneration was conducted at 650 oC, the maximum and maximum temperature gradient inside the GPF
exceeded the tolerance limit of the GPF, and the inside of the carrier was damaged to varying degrees. Therefore, these
parameters should be controlled during regeneration.
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INTRODUCTION

At present, gasoline direct injection (GDI) engines are widely
used worldwide due to their high fuel economy [1-3] However, due
to the variable nature of GDI gasoline engines, the incomplete com-
bustion of particulate matter (PM) has caused serious pollution to
the environment [4,5]. These particles can enter the human body
through the respiratory tract and cause potential health hazards [6,
7]. Since the implementation of China’s VI national regulations, strict
restrictions have been imposed on the emissions of gasoline engines
[8,9]. Therefore, it is necessary to install GPF on gasoline engines
to reduce the emissions of particulates [10-14]. Research shows that
installing a GPF is highly effective in reducing particulate matter
[15,16]. The general GPF filtration efficiency can reach more than
80% [17].

The correct amount of soot in the GPF will increase the filter
efficiency of the GPF [18,19]. However, a throttling effect will appear
in the exhaust pipe when soot accumulation increases, the exhaust
flow resistance will increase and this affects the economy of the
engine. Therefore, regeneration and removal of the soot in the GPF
should be performed at the appropriate time [20-22]. Active regen-
eration, passive regeneration and mixed regeneration are the main
regeneration methods for removing particulate matter [23-25]. In
passive regeneration, when the GPF inlet temperature is sufficient,
the fuel cut-off can trigger the regeneration. This regeneration method

generally has higher requirements for the GPF inlet temperature
and the quantity of soot, and the high temperature thermal shock
caused by the high inlet temperature and soot load will damage the
sample structure [26-28]. Generally, the highest temperature resis-
tance of the cordierite carrier is below 1,100 oC. With optimization
of the GPF structure, the temperature resistance has increased. Regen-
eration will be prevented when the temperature exceeds the resis-
tance temperature.

Fuel cut-off is a common method of engine regeneration. When
the pedal is suddenly released during high-speed driving, the engine
gradually decelerates and enters the idle state. At this time, a large
amount of air enters the GPF, which causes after-combustion to a
certain extent, resulting in a sharp increase in the internal tempera-
ture of the GPF, and the small exhaust flow at idle speed cannot
dissipate the heat in time. The carrier will suffer a high tempera-
ture event in an instant, with the risk of burning the GPF [29].

In addition to this regeneration method, many scholars have also
analyzed the regeneration performance of the carrier through vari-
ous other regeneration methods. [30] developed a fuel cut-off test
procedure to determine the maximum temperature by monitor-
ing the internal temperature and temperature gradient of the GPF,
and the results showed that the increase in the central temperature
of the GPF changed exponentially with the inlet temperature. [31]
established a stable soot-oxidation kinetic model, and studied the
mechanism of soot-oxidation under normal conditions through
acquisition of a large quantity of experimental data and vehicle tests
and the results showed that the main passive regeneration mecha-
nism was the fuel cut-off and oxygen supply during the fuel cut-off
process. [29], using Printex® U instead of soot to conduct soot oxida-
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tion studies under the fuel cut-off, evaluated the effects of variables
including fuel cut-off time, soot load, GPF inlet temperature and
flow rate on the experimental results. The results showed that higher
soot load, higher inlet temperature and a longer oxygen supply cycle
led to a higher exotherm. [32] researched diesel particulate filter
(DPF) regeneration and found that the inhomogeneity of soot dis-
tribution in the DPF directly affects the temperature field distribu-
tion during the DPF regeneration. [33] used microwave regeneration
to make DPF reach 600 oC within 180 s of microwave start-up. [34]
studied the effect of catalyst coating on the regeneration perfor-
mance of GPF and showed that a uniform coating can improve the
soot oxidation rate.

At present, the regeneration of GPF in domestic is mainly about
active regeneration, and there is little research on passive regenera-
tion. A large number of fuel-cut regeneration studies are mainly con-
centrated on the DPF [35,36]. Therefore, this study was performed
according to the fuel cut method to study the temperature distri-
bution inside the GPF under different soot loadings and GPF inlet
temperatures, which provided a theoretical basis for the safe regener-
ation of the GPF and the use of the GPF in the future.

EXPERIMENTAL DEVICE AND METHOD

1. Experimental Device
The engine used in this test was a 1.5 L in-line cylinder direct

injection supercharged engine, The 1.5 L engine was connected to
an electric dynamometer and the dynamometer was controlled by
an automation and control system. And the post-processing used
was a tightly coupled three-way catalyst (TWC)+GPF. The GPF of
the two specification carriers were the same except for the median
aperture. The medial aperture of GPF-A was 19m, and the median
aperture of GPF-B was 15m, which is the next generation of high
filter efficiency products. According to the information of GPF sup-
plier, the maximum temperature that GPF can withstand is between
1,250-1,300 oC. The parameters of the two GPFS are shown in Table
1. The relevant technical parameters of the engine used are shown
in Table 2, and the bench and related test equipment are shown in

Table 3.
2. GPF Soot Loading and Thermocouple Distribution

In the experiment, the GPF soot was loaded on the bench by
enriching the air-fuel ratio. Under a stable exhaust flow rate of about
95 kg/h, the air-fuel ratio was adjusted to 0.98, and the fuel injec-
tion pressure was reduced to make the fuel atomized insufficient,
so as to achieve rapid soot loading. In this paper, the GPF and the
exhaust pipe are connected by a reducing diameter, which acts as
a transition section. This shape makes more soot deposition in the
central area of GPF and gradually reduce to the edge. During the
test, in the fuel cut-off stage, the electric dynamometer was used to
drag the engine backwards to control the speed to idle speed, and
in the idle stage, the fuel injection of the engine was restored to make
the engine run at a stable idle speed. Fig. 1 shows the comparison
of the GPF before and after soot loading. The mass before and after
soot loading was weighed with a high precision electronic scale, and
the error of soot was ±0.3 g. Before weighing, the GPF was placed
in a muffle furnace and kept at 250 oC for 1-2 h to avoid quality
errors caused by temperatures differences.

Due to the uneven distribution of soot inside the GPF, the tem-
perature distribution at each position inside the GPF was also dif-
ferent. In order to study the temperature distribution at different
positions, it was necessary to arrange multiple thermocouples in
the radial and axial positions inside the GPF. The layout of the mea-
suring points, number and distance of each measuring point of the
thermocouples in this test is shown in Fig. 2. Because the GPF was
axisymmetric, it was only necessary to measure on one side, and
seven thermocouples were arranged on the radial end face, with a

Table 1. Parameters of the GPF
Name Diameter Length Material Porosity Median aperture
GPF-A 118 mm 127 mm Cordierite 63% 19m
GPF-B 118 mm 127 mm Cordierite 63% 15m

Table 2. Engine specifications
Parameters/Units Parameter value
Fuel injection Direct injection
Cylinder 3-Cylinder
Intake method Supercharged
Emission standards China VI
Post-processing TWC+GPF
Displacement /L 1.477
Max power (kW)/speed (rpm) 125 kW/5,500 rpm
Max torque (N·m)/speed (rpm) 250/1,500-4,000

Table 3. Main test equipment
Device Type

Dynamometer Ht250 HORIBA
Fuel consumption meter AVL 740
Emission analyzer MEXA-ONE-D2-EGR
Coolant control system DET8510
Type-K thermocouple 0.5×700 mm

Fig. 1. Contrast of the GPF-B without soot loading and with soot
loading.
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distance of 9mm between them. Four thermocouples were arranged
on the axial end face, the first end face was 7.5 mm away from the
end face of the GPF inlet, and the other end faces were arranged
at an equal distance of 37.3 mm from the previous end face.

The fuel cut-off regeneration characteristics of the two carriers
were compared under different soot loading and GPF inlet tem-
peratures, and the performance difference of the GPF was judged
by studying the change in the internal temperature of the GPF in
the fuel cut-off under different soot loading and the maximum soot
loading limit. By controlling the GPF inlet temperature, the distri-
bution law of the maximum temperature and temperature gradient
that may occur inside the GPF was further analyzed. It provided a
reference for the subsequent study of the GPF temperature distri-
bution and regeneration temperature optimization. The test condi-
tions are shown in Table 4.
3. Test Process

The test process is shown in Fig. 3. Before the test, the engine
was preheated. In the first stage, the preheating speed was 1,500
rpm, the engine load was 18%, and the air-fuel ratio was 1.0. After
preheating for a period of time, the oil temperature and circulat-
ing water temperature reached the heat engine temperature, then
the speed was set to 2,000 rpm, the engine load was adjusted to

Fig. 2. Distribution of thermocouples in the GPF.

Table 4. Experimental conditions for the regeneration tests
Soot amount 2 g/L 3 g/L 4 g/L 6 g/L

√ GPF A; √ GPF B

Temp.
600 oC √√ √√ √√
650 oC √√ √ √√
700 oC √√ √√

Fig. 3. Schematic diagram of the test process. Fig. 4. Variation of GPF B pressure drop with soot accumulation.

21%, the air-fuel ratio was held unchanged for three min, and the
GPF front temperature was maintained at about 500 oC. Then the
engine speed was increased to 3,500rpm, by increasing the fuel injec-
tion, the GPF inlet temperature reached the corresponding target
temperature, and the air-fuel ratio was set to 0.98 to prevent the
soot from reacting. When the temperature reached the target tem-
perature, the engine fuel was cut-off by controlling the engine con-
trol unit (ECU). At the moment of fuel cut-off, a large amount of
air entered the GPF. Due to the high internal temperature of the
GPF, the soot burned rapidly, and the temperature inside the GPF
rose rapidly. After the engine decelerated to the idle speed, the fuel
supply was restored, and the air-fuel ratio adjusted to 1.0, and main-
tained for a period of time under the idle speed condition. After
the temperature of the GPF was lowered, the test was terminated,
and then the GPF was removed for insulation and weighing, and
the mass of the soot involved in the reaction was calculated.

RESULTS AND DISCUSSION

1. Soot Loadings
Fig. 4 shows the change of pressure drop of GPF B during accu-

mulation of soot. At the initial stage of soot accumulate, soot is mainly
deposited in the pores of GPF wall, result the pressure drop increases
rapidly, which is called deep bed capture. The build-up of soot at
this stage has a big impact on the pressure drop, and the pressure
drop does not increase linearly as a function of accumulation soot.
The filter cake layer capture is dominant with the increase of soot
accumulation. The response of GPF pressure drop to soot will be
more linear. During the steady-state accumulation of soot, the aver-
age soot generation rate measured by the smoke meter is about
0.37 mg/s.
2. Regeneration Performance under Different Soot Loadings

Fig. 5 shows the maximum temperature inside the carrier during
fuel cut-off tests at different soot loadings. Fig. 5 shows that under
the same soot loading, when the soot loading was <6 g/L, the max-
imum temperature inside the GPF A was lower than that of the
GPF B. When the soot loading reached 6 g/L, the maximum tem-
perature of GPF A exceeded that of GPF B after the fuel cut-off.
The main reason was that when the soot loading was small, the
deposition of soot was trapped in the deep bed filter. Since the
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median pore size of GPF B was small, more soot was carried per
unit volume in the pores of GPF B. After the fuel was cut-off, a
large amount of air entered and caused post-combustion, and the
soot burned rapidly under high temperature and oxygen-rich con-
ditions, resulting in a higher temperature for GPF B. When the soot
load gradually increased, the soot deposition changed from the ini-
tial deep bed filter to the soot layer filter. At that time, the soot in
the pore size of the GPF was saturated. Since the pore size of GPF
A was larger, the total amount of soot in the pores was large, result-
ing in a higher temperature of soot combustion after fuel cut at high
soot loads.

When the fuel was cut off at the same inlet temperature, the maxi-
mum temperature inside the GPF increased with the increase in
soot loading, and the increase in soot loading by 1 g/L produced a
temperature rise of about 100 oC. Fig. 5 shows that when the fuel
was cut off at the same temperature, the maximum temperature
under different soot loads showed a good linear relationship. There-
fore, before the fuel was cut off, it was necessary to pay attention to
the temperature at the time of the fuel cut-off and the amount of
soot inside the GPF to prevent the GPF from being burnt out by
high temperature due to the high amount of soot or high inlet tem-
perature.
3. The GPF Internal Temperature Distribution when the Fuel
was Cut-off at the Soot Load of 6 g/L and the Inlet Tempera-
ture at 650 oC

In Fig. 5, the peak temperature generated by GPF is higher under
the regeneration condition of 6 g/L and 650 oC, so this condition is
selected to analyze the temperature change inside GPF during regen-
eration. Fig. 6 shows the change in the internal temperature of the
GPF after the fuel cut-off. Fig. 6 shows that the temperature inside
the two carriers increased in a controlled manner before the fuel
was cut-off. At the moment of fuel cut-off, a large amount of air
quickly entered the inside of the GPF. At this time, the temperature
had reached the temperature required for soot combustion. There-
fore, the internal temperature of the GPF showed an uncontrolla-
ble exponential increase, after reaching the peak temperature, due
to the decrease in the amount of soot inside the GPF, the tempera-
ture showed an exponential downward trend, and the tempera-
ture inside the GPF gradually becomes flat after a period of time.
During this period, the maximum temperature of GPF A reached

1,293.8 oC at point 15, and the maximum radial temperature gradi-
ent appeared between points 27 and 23, reaching as high as 602.9 oC/
cm. The highest temperature of GPF B also appeared at point 15,
the peak temperature reached 1,256.8 oC, and the maximum radial
temperature gradient also appeared between measuring points 27
and 23, reaching 461.7 oC/cm. Fig. 6 shows that the temperature at
the edge of the GPF was lower (for instance measuring points 20-
28), and there was no obvious temperature peak during regenera-
tion. The main reason was that during the soot loading process,
due to the effect of the airflow, the central and 1/2R of the carrier
was loaded with more soot, and the reaction at the central was more
intense during regeneration, while the amount of soot loaded on
the edge part was less, and the edge part was directly connected to
the atmosphere during regeneration, resulting in faster heat dissi-
pation. Therefore, the central of the GPF was more likely to gener-
ate the highest temperature, which also led to a large temperature
gradient between the edge part and the central of the GPF.
4. The Temperature Field Distribution of the GPF Space when
the Fuel is Cut Off under the Soot Load is 6 g/L and the Inlet
Temperature at 650 oC

After the fuel cut-off, the temperature field inside the GPF showed
that the center temperature was higher than the edge, the outlet
temperature was higher than the inlet temperature, and the center
near the outlet had the highest temperature, which was mainly due
to the deposition of soot in the center. After the regeneration was
triggered, the heat generated by the combustion of the soot would
be transferred to the end of the GPF with the exhaust gas flow. Due
to the reduced engine speed, the exhaust gas flow was small and
the heat could not be quickly discharged, thus forming a heat accu-
mulation at the rear end of the GPF, and the heat dissipation at the
center was not as rapid as at the edges, so the position of the GPF

Fig. 5. Variation of the maximum temperature inside the GPF when
the fuel was cut-off under different soot loads.

Fig. 6. Internal temperature of two carriers with soot loading of 6
g/L. (a) GPF A, (b) GPF B.



3438 N. Li et al.

December, 2022

close to the outlet was more likely to generate a higher tempera-
ture. Taking the soot loading of 6 g/L as an example, the distribu-
tion of the internal temperature field of the GPF at the moment of
the highest temperature of the two carriers was compared.

Fig. 7 shows the temperature distribution of the axial and radial
positions of the GPF during regeneration at 650 oC when the soot
loading was 6g/L. In the axial direction, the temperature at the inlet
of GPF was lower, and the middle and near the outlets were higher.
In the radial position, the temperature was high at the 1/2R posi-
tion, and the closer to the edge, the lower the temperature.
5. The Effect of Soot Loading on the Maximum Temperature
Gradient of the GPF

When considering whether the GPF can be safely regenerated
under the corresponding soot loading, it mainly depended on
whether the maximum temperature inside the GPF exceeded the
maximum temperature limit. In addition, the maximum tempera-
ture gradient of the GPF was also one of the main influencing fac-
tors. Through the analysis of the internal temperature field of the
GPF, it was found that a larger temperature gradient would be
generated at the edge of the GPF, so the differences in the tempera-
ture gradient of the two carriers at different regeneration tempera-
tures were compared and analyzed.

Fig. 8 shows that with the increase in soot loading, the maximum
temperature gradient also increased. At the same time, the increase
in the inlet regeneration temperature also led to an increase in the
temperature gradient. In the test, the maximum temperature gra-
dient of the GPF mostly occurred between measuring points 27

and 23, and between measuring points 28 and 24. When the inlet
temperature was 600 oC and 650 oC, the temperature gradient of
GPF A was higher than that of GPF B. When the inlet tempera-
ture was 700 oC, the temperature gradient of GPF B was higher than
that of GPF A, and the difference between the two carriers increased
slightly with the increase soot loading. This is because the greater
the soot load, the more intense the reaction and the higher the tem-
perature, resulting in the greater difference of temperature gradient.
When the inlet temperature was 600 oC and 650 oC, the maximum
temperature gradient of GPF A reached 577.2 oC/cm and 602.9 oC/
cm respectively, which exceeded the temperature gradient limit of

Fig. 7. Internal temperature field the carriers with soot loading of
6 g/L. (a) GPF A, (b) GPF B.

Fig. 8. Maximum temperature gradient in the regeneration process.
(a) Inlet temperature at 600 oC, (b) Inlet temperature at 650 oC,
(c) Inlet temperature at 700 oC.
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the GPF. During regeneration process, the GPF is easy to be dam-
aged due to the large temperature gradient between the edge and
the interior of GPF. Therefore, attention should be paid to the posi-
tion of the edge.

CT SCAN RESULTS

Before starting the test, scan the new GPF to confirm that there
is no damage and then carry out the test. When the maximum tem-
perature of the GPF exceeded 1,200 oC, CT scan was performed
after the test. After the fuel cut-off regeneration with the soot load-
ing of 6g/L and a regeneration temperature of 650 oC, the peak tem-
peratures of both GPFs exceeded the structural damage limit tem-
perature of the carrier, and the maximum radial temperature gra-
dient of GPF A far exceeded that which the cordierite sample could
withstand. Therefore, after the regeneration condition was over, a
CT scan was performed on the inside of the GPF to determine
whether the internal structure of the carrier was damaged.

The CT scan equipment model was NSI X5000. It was high reso-
lution digital multi-axis X-ray imaging equipment. At present, it
was mostly used to scan the internal structure of the GPF [37,38].
The equipment works by taking hundreds or thousands of 2D Digi-
tal Radiography projections around a 360o rotation of an object.
Proprietary algorithms are then used to reconstruct the 2D projec-
tions into a 3D CT volume, which will allow you to view and slice
the part at any angle. The interior of parts of various shapes, sizes,
and weights could be inspected. The main parameters of the equip-
ment are shown in Table 5.

The full-scale nondestructive scanning of GPF was performed,

Table 5. CT equipment parameters
Equipment type NSI X5000
Tube voltage range /kv 10-450
Minimum focus size /nm <500
Detector Max. size /cm 40×40
External dimensions /cm 200×274×232
Scan stroke /cm Vertical: 122 cm; level: 84 cm; Z-axis: 122 cm
Bearing weight /kg 90

Fig. 9. GPF section CT results.

Fig. 10. CT scanned filters of GPF A. (a) Section a, (b) Section b, (c) Section c.

and the scanning results of the two carriers are shown in Fig. 9-Fig.
11. It is the cross section cut from the four points of GPF a, b, c and
d along the dotted line. Fig. 9 shows that there were obvious cracks
near the outlet of GPF A. Because the exhaust gas flow brought a
lot of heat to the outlet and discharged it, the outlet was more likely
to be damaged. At the same time, the closer to the edge of the GPF,
the more serious the damage. Under this condition, the maximum
temperature of GPF B for fuel cut-off regeneration also exceeded
the GPF tolerance limit. From the section d, a slight crack was found
near the outlet of the GPF. It can be seen that the degree of dam-
age to GPF B was lower than that to GPF A, so GPF B had better
ability to withstand high temperature impact. Under the soot load-
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ing of 6 g/L, and the inlet temperature of 650 oC, the GPF should
be avoided as much as possible to prevent the carrier from being
damaged.

CONCLUSIONS

(1) When the fuel was cut-off, the higher soot load and the higher
inlet temperature led to a higher maximum temperature inside the
GPF, and the maximum temperature gradient increased accord-
ingly. In addition, the test found that the peak temperature inside
the GPF would increase by about 100 oC for every 1g/l of soot added
under the same working conditions.

(2) After the fuel cut-off, the temperature first rose exponentially
and rapidly, with the continuous combustion of PM. The tempera-
ture gradually decreased and leveled-off. During this period, the
highest temperature inside the GPF mostly occurred at the radius
of 1/2R, which was close to the middle and rear sections of the GPF.
In the axial position, the inlet temperature was low, the tempera-
ture near the outlet was high. The radial temperature was higher
near the center, and the temperature gradually decreased near the
edge of the GPF. The maximum temperature gradient appeared
near the edge of the carrier.

(3) When the fuel was cut-off at the soot load of 6 g/L and the
inlet temperature was 650 oC, the maximum temperature inside
GPF A and GPF B were 1,293.8 oC and 1,256.8 oC, respectively, both
exceeding the temperature tolerance limit of the GPF. After CT scan-
ning, it was found that GPF A was obviously cracks in many places,
while GPF B had only slight cracks. In general, GPF B had better
safe regeneration performance. For safety, when the soot loading
exceeds 6 g/L and the GPF inlet temperature exceeds 650 oC, the
oil cut-off regeneration shall be prohibited as far as possible. When
the GPF was cracks, it should be replaced a new GPF in time, oth-
erwise particles would escape through the cracks, affecting the col-
lection of dust, resulting in excessive emission of particles.
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