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ABSTRACT−Recently, to reduce environmental pollution and the waste of limited energy resources, there is an increasing
requirement for higher engine efficiency and lower levels of harmful emissions. A premixed charge compression ignition
(PCCI) engine, which uses a 2-stage type injection, has drawn attention because this combustion system can simultaneously
reduce the amount of NOx and PM exhausted from diesel engines. It is well known that the fuel injection timing and the spray
angle in a PCCI engine affect the mixture formation and the combustion. To acquire two optimal injection timings, the
combustion and emission characteristics of the PCCI engine were analyzed with various injection conditions. The flame
visualization was performed to validate the result obtained from the engine test. This study reveals that the optimum injection
timings are BTDC 60° for the first injection and ATDC 5° for the second injection. In addition, the injection ratio of 3 to 7
showed the best NOx and PM emission results.
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1. INTRODUCTION

It is essential to reduce the amount of NOx and particulate
matter (PM) emitted from diesel engines because they are
harmful to the environment. Many ongoing studies focus on
high pressure fuel injection systems (e.g., the common-rail
system) and after-treatment techniques of diesel engines to
reduce the emission of NOx and PM simultaneously;
however, such a goal is undoubtedly difficult to attain.

Compared to conventional diesel engines, the premixed
charge compression ignition (PCCI) diesel engine presents
a new combustion concept with lower emissions and higher
thermal efficiency (Kathi et al., 2002; Neely et al., 2004).
This combustion mechanism is designed to achieve
compression ignition by a fully premixed homogeneous
charge instead of the diffusion combustion. A 2-stage
injection strategy, including an early injection and a late
injection, gives PCCI a leaner and more homogeneous
mixture and a lower combustion temperature than the
conventional diesel engines, which leads to a decrease in the
NOx and PM levels. However, the PCCI engine still has
some drawbacks such as the limited driving range, the
difficult ignition timing control and the increase in CO and
HC due to decreasing the in-cylinder pressure and temperature
at the early injection timing. Such issues must be overcome
for practical use.

Technically, the combustion principle of PCCI relies on

a well-mixed lean mixture and no diffusion flame. Its
combustion is initiated at the same time throughout the
entire area of the combustion chamber. The homogeneous
mixture restricts the emissions of PM, which is generated
due to locally excessive fuel richness. The thermal
efficiency is also expected to increase because the time loss
decreases when the diffusion combustion is absent.

Hino Motors conducted many studies on a split injection
strategy in a single cylinder direct injection engine to
improve its emission performance (Yokota et al., 1997).
Toyota Motor Co. studied a smokeless mechanism by
reducing the temperature (Akihama et al., 2001). UNIBUS
(UNIform BUlky combustion System) of Toyota is a
technology using an early (BTDC 50o) and a late injection
(ATDC 13o) (Hasegawa et al., 2003).

In this study, a 4-cylinder diesel engine was used to
analyze the combustion and emission characteristics of the
PCCI strategy with a 2-stage injection. In addition, the
flame visualization technique was employed to observe the
PM formation and to support the engine test analysis.
Based on these data, we obtained the optimum injection
timings and injection ratio for the two injections, which
allowed a simultaneous decrease in NOx and PM in the
PCCI engine.

2. METHOD OF MEASUREMENT

2.1. Engine Performance Test
Figure 1 shows the schematic of a common rail direct*Corresponding author. e-mail: hylee@hanyang.ac.kr
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injection (CRDI) type engine apparatus. The detailed
specifications of the engine are listed in Table 1. The
dynamometer used for this experiment is a Meiden 220kW
EC dynamometer. A 3600-pulse encoder is installed at the
crank shaft, and a TDC sensor is installed at the cam shaft
to control the fuel supply and to analyze the combustion.

The injection timing, injection pressure and injection
quantity are controlled with an injector controller of TEMS
Co. The coolant and the fuel are set at 82oC ± 2 and
40oC ± 0.5, respectively. The fuel flow rate is measured by a
mass flow meter (CFM 010) from Micro motion Co., the
Horiba MEXA-7100D is used to analyze the emissions, and
the smoke density is obtained by an AVL smoke meter 415S.

In addition, a pressure sensor is installed in place of one
of the glow plugs to measure the combustion pressure. The
combustion pressure graph, the rate of heat release (ROHR)
and the indicated mean effective pressure (IMEP) are
measured by a combustion analyzer from MTS Co. in real
time. All of the data is acquired as the average value of the
measurements in 10 sec when the engine is in steady state.

In this study, the fuel is injected in the middle of the
compression stroke and again near the TDC for the 2-stage
injection to make a sufficiently premixed mixture. Table 2
shows the experimental conditions to determine the
characteristics of combustion and emission by the 2-stage
injection. The engine has SCV, EGR and VGT and their
influence on the engine performance will be tested in future
studies.

2.2. Flame Visualization
Figure 2 shows the composition of the visualization engine
system. With an elongated piston, the flame photographs
are taken from the bottom of the combustion chamber and
a window for visualization is attached at the crown of the
piston. This visualization window is made of quartz, which
has a 95% transparency. The window is designed to have a
safety coefficient of 1.7 at the maximum pressure of 10
MPa.

The injector used is the same type as that of the engine
test. The conventional diesel pistons have a reentrant
shape, but the piston for this study has a bowl shape with a
flat surface to ensure the stability of the quartz and to
prevent the distortion of the flame images.

Image processing is a useful way to assess the
combustion characteristics of the flame. In this study, we
used MATLAB as the image processing tool to analyze the
flame images captured by a high speed camera and to
investigate the flame characteristics quantitatively. Some
examples of image processing are shown in Figure 3. The
root-mean-square (RMS) image processing method was
used during the entire combustion period to compare the
flame shape. This method helped us understand the

Figure 1. Schematic of the engine testing apparatus.

Table 1. Engine specifications.

Description Specification
Engine type 4-valve, 4-cylinder

Bore × Stroke 83 × 92 mm
Displacement volume 1991 cc

Compression ratio 17.3
Fuel injection system CRDi

Injection pressure 1600bar (max)
Number of injector hole 7

Table 2. Experimental conditions.

Engine speed 1400 rpm
Injection pressure 1000 bar

BMEP 4 bar

Injection 
timing

1st BTDC 60o

2nd BTDC 5o ~ ATDC 10o

Injection method 2-stage injection ( early & late )

Figure 2. Schematic diagram of the visualization engine
system.

Figure 3. Examples of image processing.
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periodicity of the flame while producing high-contrast
images, whereas the mean averaging method could not
easily produce a high contrast image because of the
periodicity. Thus, we used RMS to calculate the flame area
and the dispersion in the cylinder bowl. The principle of
RMS image processing is based on the following equations
(Oh et al., 2008):

(1)

(2)

where Smean(x, y) is the arithmetic mean image obtained
from the arithmetic average of the pixels, SRMS(x, y) is the
root mean square image obtained from the value of the
pixels in each frame, Sk(x, y) is the foreground image after
being corrected and denoised, and n is the number of
images.

3. RESULTS AND DISCUSSION

First, the two injection timings were selected by analyzing
the emissions and the BSFC characteristics at various
injection timings with the dynamometer tests. Then, the
optimal fuel injection mass ratios for the two timings were
obtained by analyzing the combustion characteristics for
different injection mass ratios. Finally, these optimal
injection conditions were verified by the flame visualization.

3.1. Effect of Various Injection Timings on Emissions and
BSFC Characteristics
Figure 4 and 5 show the effects of different injection
timings on the characteristics of BS (Brake Specific)
emissions and BSFC (Brake Specific Fuel Consumption)
in the split injection mode, using the same injection mass
for the first and the second injections. For the first test, the
first injection timing was changed while the second
injection timing was fixed at ATDC 5o. As the first
injection timing approached the TDC, the BS emissions
and the BSFC increased. We believed that if the first

injection timing was close to the TDC, we could avoid the
collisions of fuel droplets against the cylinder wall and
increase the combustion temperature. Based on the BS
emission and BSFC results, the best performance occurred
when the first injection timing was set at BTDC 60o.

With the first injection fixed at BTDC 60o, we varied the
timing of the second injection for the second test. As the
second injection timing was retarded, the NOx emission
decreased, BSFC increased, and PM did not change much
initially but also increased afterwards. 

These results are attributed to the reduced combustion
efficiency caused by a decrease in the combustion
temperature. Based on the two tests, the first injection at
BTDC 60o and the second at ATDC 5o represent the optimal
timing for the split injection strategy without considering
the injection ratio.

3.2. Effect of Injection Timing on Flame Characteristics
Figure 6 shows the effect of the second injection timing on
the flame characteristics in the combustion chamber. When
the second injection timings were set at BTDC 5o and TDC
while the first injection timing was fixed at BTDC 60o, the
diffusion flame occurred at the typical diesel combustion.
However, the diffusion flame disappears when the second
injection timing is retarded further after TDC. Thus,
retarding the second injection timing increases the time for
a more homogeneous mixture formation, resulting in a low
PM generation.

The RMS image processing method developed for the
research was also used to compare the combustion
characteristics of the different second injection timings, as
illustrated in Figure 7. The combustion flame is distributed
homogeneously in the combustion chamber and PCCI
combustion is noticeable when the second injection timing is
retarded after TDC.

3.3. Effect of Various Injection Mass Ratios on Combus-
tion and Emission Characteristics
In addition to the injection timing, variations in the injected
fuel mass ratio also affect the characteristics of combus-
tion, emissions and BSFC in the split injection strategy. To
investigate these effects, the fuel mass portion of the first
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Figure 4. Effect of the first injection timing on the emission
and BSFC.

Figure 5. Effect of the second injection timing on the
emissions and the BSFC.
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injection was varied from 10% to 50% of the total fuel
mass with the first and second injection timings fixed at the
values determined above.

Figure 8 shows the effects of the fuel mass ratio of the
first to the second injection on the in-cylinder pressure and
the ROHR as a function of the crank angles. A decrease in
the fuel mass portion of the first injection reduced the
cylinder peak pressure, which consequently caused a
longer ignition delay for the second combustion, making
the premixed mixture formation conducive to a highly
efficient second combustion. 

Figures 8 and 9 show that increased fuel mass portion of
the first injection leads to a rapid combustion prior to TDC,
resulting in a decrease in combustion efficiency. Moreover
PM emission increased because the first combustion raised
the in-cylinder gas temperature and shortened the ignition
delay time before the second combustion occurred. On the
contrary, the ROHR peaks of the second combustion
became higher when the first injection mass portion was
reduced, implying that an increase in the fuel mass portion
of the second injection results in raising ROHR, causing
the NOx emission to increase as shown in Figure 9.

Figure 9 also shows that decreasing the first injected fuel
mass portion leads to a decrease in the BSFC and BSPM,
except for the BSNOx emission. As discussed above, we
believe that such effect occurred because the lower fuel
mass portion of the first injection promoted a more

Figure 6. Flame characteristics as a function of the injection timing change.

Figure 7. Comparison of RMS images between various
second injection timings.

Figure 8. Effect of injection mass ratio on combustion
pressure and ROHR.

Figure 9. Effect of injected fuel mass ratio on emissions
and BSFC.
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efficient combustion; however, a higher NOx emission
level appeared because of the increased second injection
mass portion. In addition, when the fuel was injected at
BTDC 60o, the pressure and the temperature inside the
cylinder were low enough that the fuel spray could
penetrate well. Therefore, the first injection with a high
fuel mass portion caused wall wetting and not enough air-
fuel mixing time, causing PM emissions to increase. This
effect can also be explained in terms of the flame images in
Figure 10.

3.4. Effect of Injection Mass Ratio on Flame Characteristics
Figure 10 shows the effect of the injected fuel mass portion
on the flame in the combustion chamber. This visualization
indicates that when the first injection mass portion reduced,
the ignition was delayed, and the combustion efficiency
increased; however, the peaks of ROHR and NOx emissions
also increased because the increased second injection mass
portion was similar to the conventional diesel combustion.
On the contrary, an increase in the first injection portion led to
an increase in the ambient temperature, which reduces the

ignition delay and the mixing time of the second injected
fuel and air. As a result, the diffusion flame appeared and
caused the PM emission to increase.

The first injection portion of 20% seems to have the
brighter flame than that of 30%, representing a higher ROHR
characteristic and a higher peak combustion temperature,
which causes an increase in the NOx emission. At the first
injection portion of 30%, neither the rapid combustion flame
nor the diffusion flame appears in the combustion chamber
attributed to the uniform mixture distribution. When the first
injection portion was 40% and 50%, the diffusion flame that
generates PM appears because of a short ignition delay and

Figure 10. Flame characteristics as a function of the injection mass ratio.

Figure 11. Comparison of RMS images according to the
first injection mass portion.



644 Y. J. KIM, K. B. KIM and K. H. LEE

a mixing time.
The results of combustion characteristics are confirmed

by the combustion RMS images in Figure 11. Evidently,
the first injection mass portion of 30% gives the most
uniform mixture and the best combustion flame.

In conclusion, the optimal injection timings are BTDC
60o and ATDC 5o and the optimal first injection mass
portion is 30% for the 2-stage injection strategy used in this
research.

4. CONCLUSIONS

This study was to find the optimal injection conditions for a
PCCI engine. Using a 4-cylinder engine and a visualization
engine with a common rail direct injection system, we
analyzed the effect of various injection conditions on the
characteristics of flame, emissions and combustion
performance. We found the followings:
(1) The NOx level increased with a retarded first injection

timing because the combustion temperature increased.
The high combustion temperature results in a decrease
in the ignition delay for the second injected fuel.
Therefore, poor mixture formation is a direct reason for
a high PM emission. Based on the observation of both
BSFC and BS emissions, BTDC 60o was chosen for the
first injection timing in the 2-stage injection scheme.

(2) The combustion efficiency decreased with a low
combustion temperature when the second injection is
retarded. The second injection timing of ATDC 5o

gives the best overall results.
(3) When the first injection mass decreased, the NOx

emission increased with the increased ROHR. Based
on the combustion and emission performances, the first
injection mass portion of 30% was chosen for the best.

(4) From the flame images, the first injection mass portion
of 30% appears to be the most suitable ratio because it
has the lowest diffusion flame among all ratios and the
first injected fuel has a minimal influence on the main
combustion.

ACKNOWLEDGEMENT−This work was supported by the
“Parts and Materials Technology Development Program”, “Non-
Road 50kW Diesel Engine Development for Tier4 Project”
funded by the Ministry of Knowledge Economy(MKE, Korea)”.

REFERENCES

Akihama, K., Takatori, Y., Inagaki, K., Sasaki, S. and
Dean, A. M. (2001). Mechanism of the smokeless rich
diesel combustion by reducing temperature. SAE Paper
No. 2001-01-0655.

Hasegawa, R. and Yanagihara, H. (2003). HCCI
combustion in DI diesel engine. SAE Paper No. 2003-01-
0745.

Kathi, E., Salvador, A., Richard, B. and John, D. (2002).
The potential of HCCI combustion for high efficiency
and low emissions. SAE Paper No. 2002-01-1923.

Neely, G. D., Sasaki, S. and Leet, J. A. (2004).
Experimental investigation of PCCI-DI combustion on
emissions in a light-duty diesel engine. SAE Paper No.
2004-01-0121.

Oh, J. M., Lee, K. H. and Jeong, H. Y. (2008). Study on the
spray behavior and diesel fuel distribution characteristics
of a secondary injector for a lean NOx trap catalyst.
ENERGY & FUELS, 22, 1527−1534.

Yokota, H., Kudo, Y., Nakajima, H., Kakegawa, T. and
Suzuki, T. (1997). A new concept for low emission
diesel combustion. SAE Paper No. 970891.



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Gray Gamma 2.2)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.3
  /CompressObjects /Off
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages false
  /CreateJDFFile false
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams true
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveEPSInfo true
  /PreserveHalftoneInfo false
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts false
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Remove
  /UsePrologue false
  /ColorSettingsFile (Color Management Off)
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 200
  /ColorImageDepth 8
  /ColorImageDownsampleThreshold 1.00000
  /EncodeColorImages true
  /ColorImageFilter /FlateEncode
  /AutoFilterColorImages false
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 150
  /GrayImageDepth 8
  /GrayImageDownsampleThreshold 1.33333
  /EncodeGrayImages true
  /GrayImageFilter /FlateEncode
  /AutoFilterGrayImages false
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.00000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /DetectCurves 0.000000
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /PreserveDICMYKValues true
  /PreserveFlatness true
  /CropColorImages true
  /ColorImageMinResolution 290
  /ColorImageMinResolutionPolicy /Warning
  /ColorImageMinDownsampleDepth 1
  /CropGrayImages true
  /GrayImageMinResolution 290
  /GrayImageMinResolutionPolicy /Warning
  /GrayImageMinDownsampleDepth 2
  /CropMonoImages true
  /MonoImageMinResolution 800
  /MonoImageMinResolutionPolicy /Warning
  /CheckCompliance [
    /None
  ]
  /PDFXOutputConditionIdentifier ()
  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU <>
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [2834.646 2834.646]
>> setpagedevice


