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Description

FIELD OF THE INVENTION

[0001] Thisinventionrelatestointernalcombustion en-
gines. More particularly it relates to internal combustion
engines with a piston-opposed, cylinder-opposed
("POCO") configuration.

BACKGROUND

[0002] The internal combustion engine has undergone
very little change since the end of the Second World War
and it is arguable that the piston engine in almost univer-
sal use today has more in common with design practice
at the outbreak of WW2 than the developments that took
place during it

[0003] With the war over, the requirement was for
something which was cheap and simple to produce,
something that did not require especially advanced ma-
chining techniques or exotic materials. At the time, the
Internal Combustion Engine was seen as nothing more
than a stop gap until another technology took over, and
this assumption has been repeated time and time again
over the intervening decades.

[0004] Therotary engine was one of a number of post-
war developments. The basic geometry of the rotary en-
gine had been around since the age of steam, but the
work done by Felix Wankel brought it to the point where
it seemed to offer a viable solution. Compared to a con-
ventional Internal Combustion Engine the Wankel was
much smaller for a given capacity and offered the added
bonus of near vibration-free running. By the end of the
decade almost every major engine producer had bought
licences from the Wankel Institute to produce rotary en-
gines, but problems soon became apparent. The first,
poor sealing of the rotor tips, was eventually overcome,
although only after many product recalls and warranty
claims had brought pioneering manufacturers near to
bankruptcy. The second was inherentin the basicdesign.
The geometry of the spinning rotor and the chamber wall
in a Wankel force the combustion volume to be whatever
is left over between the rotor and the chamber wall at the
pointof combustion. This leads to incomplete combustion
due to the large area/volume ratio and inefficient shape.
Poor fuel consumption was thought something the world
could live with until the arrival of the first fuel crisis in 1974
but almost overnight, the Wankel was abandoned by all
the major players except Mazda. With emissions as im-
portant today as fuel consumption, the inefficient com-
bustion of the Wankel makes it hard to see it play any
significant role in the future except in applications where
the useris able to tolerate these deficiencies in exchange
for its small size and smoothness.

[0005] Their fingers burned, manufacturers returned
to conventional engines and waited for advances in what
was accepted to be the power source of the future; the
fuel cell. Developments in advanced batteries are also
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ongoing but it ironic that at the very time the first com-
mercial electric vehicle can be realistically contemplated,
there is a growing realisation that the Internal Combus-
tion Engine will have a significant future for many years
as a highly efficient unit on its own or as part of a hybrid
powertrain.

[0006] In some respects, the designers of diesel en-
gines for commercial use have been more adventurous
with opposed piston 2-strokes being developed in Ger-
many in the 1930s with the Junkers Jumo and in the
1950s and 60s with the Napier Deltic and the Commer
TS3.

[0007] Having established the requirement for a mo-
dem piston engine, the question is what characteristics
should it have?

[0008] Forreasons of manufacturing efficiency and re-
liability in use, the engine should be as simple as possible
with the minimum of moving parts. It should be as small
as possible, so that it can be easily accommodated in
whatever it is powering, improving the packaging of a
vehicle, enhancing pedestrian safety and making its in-
corporation into a hybrid powertrain simpler.

[0009] Itshould belightweight, so thatminimumenergy
is used in moving its own mass, while a larger payload
is made possible within a fixed gross vehicle weight
[0010] It should use its fuel more efficiently than con-
temporary engines, meaning better combustion, less in-
ternal friction and reduced reciprocating masses.
[0011] |[f possible, it should be vibration free to improve
the comfort of vehicle occupants and reduce the stresses
in the chassis.

[0012] Theoretically, a 2-stroke engine has an advan-
tage in achieving a greater output for its size, since each
cylinder produces power every revolution. However, this
potential has been compromised by excessive inlet and
exhaust period overlap and the fact that piston-opposed
2-strokes have not traditionally had optimum asymmetry
to achieve the most efficient combustion. Advances in
fuels, injection systems and engine management mean
that much of this can be overcome, with a cleaner engine
emerging.

[0013] A 2-stroke internal combustion engine with op-
posed cylinders, each cylinder having a pair of opposed
pistons connected to a common central crankshaft, has
been disclosed by Hofbauerin US 6,170,443. Independ-
ent angular positioning of the eccentrics on the crank-
shaft allows for asymmetrical timing of the intake and
exhaust ports, thus optimising the inlet and exhaust port
overlap. The effect of the resulting primary dynamic im-
balance is minimised by controlling the geometrical con-
figurations and masses of the moving parts in a complex
manner.

[0014] Another contributor to the emissions produced
and overall inefficiency of a conventional engine is that
brought about by piston side thrust caused by connecting
rod/crankshaft geometry, while frictional tosses due to
combustion forces acting directly on the big-end and
main bearings are significant.
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[0015] Improvements in all of these areas can only be
beneficial.

[0016] FR2888907A describes an internal combustion
engine have two opposed cylinders, each cylinderinclud-
ing two opposed pistons.

SUMMARY OF THE INVENTION

[0017] The present invention is generally concerned
with 2-cylinder 2-stroke interval combustion engines.
[0018] Itis an objectofthe presentinvention to provide
a 2-cylinder 2-stroke internal combustion engine having
superior performance characteristics to current 4-cylin-
der 4-stroke engines but with improved efficiency, re-
duced height profile and lower mass for improved instal-
lation, adaptability to advanced supercharging and fuel
injection methods, dynamic balance and mechanical
simplicity for reduced production costs.

[0019] Accordingly, the present invention provides a
two-stroke internal combusion engine as setforthin claim
1.

[0020] A scotch-yoke mechanism rigidly coupling the
outer pistons is preferably provided to drivingly couple
the outer pistons to the crankshaft. Preferably, two par-
allel scotch-yoke mechanisms equally disposed about
the cylinders’ centreline with just sufficient space be-
tween them to slidably receive the aforementioned outer
pistons’ single scotch-yoke, are provided, rigidly coupling
the inner pistons to drivingly couple them to the crank-
shaft.

[0021] In some embodiments a hole is provided with
sealingmeansinthe crown of each inner piston to provide
space for the motion of a rod connecting the outer pistons
to their scotch-yoke mechanism. Thus, the outer pistons’
scotch-yoke mechanism is nested within the two scotch-
yoke mechanisms of the inner pistons.

[0022] In order to facilitate the assembly of the inner
and outer pistons, a preferred feature of the invention is
to split the inner pistons along a plane through the cylin-
ders’ axis and normal to the crankshaft’s axis. The two
halves of the inner pistons are then reattached with fas-
teners. It is recognised that alternative assembly meth-
ods may be employed to achieve the same effect.
[0023] Further, in accordance with the invention, the
crankshaft preferably has at least three separate journals
for receiving the driving forces from the respective
scotch-yoke mechanisms. Each cylinder has exhaust
ports and air intake ports formed near its respective ends.
[0024] A preferred feature of the invention is that fuel
injection means are provided which deliver fuel through
a number of radially disposed nozzles whose disposition
axis is coaxial with the cylinders. During the injection pe-
riod, an equal number of radially disposed ports in the
outer pistons’ tubular rods register with and envelop the
fuel injection streams, hence allowing their entry into the
combustion chambers.

[0025] An important preferred feature of the invention
is that the masses of the inner and outer rigid pis-
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ton/scotch-yoke/piston assemblies (APl and APO) are
selected so as to eliminate or minimise the engine’s pri-
mary dynamic imbalance. Engines utilizing scotch-yoke
mechanisms drive their pistons with pure Simple Har-
monic Motion and therefore have no second or higher
order harmonic motion components. More specifically, it
is preferred to choose the mass of the API such that the
product of its mass multiplied by the throw of its driving
crankshaft journals is equal to the product of the mass
of the APO multiplied by the throw of its driving crankshaft
journal. This configuration eliminates dynamicimbalance
unless crankshaft journal asymmetry is introduced.
[0026] According to a further preferred feature of the
invention, the journals on the crankshaft driving the API
and APO, instead of being diametrically opposed, are
disposed asymmetrically so that the exhaust ports of the
associated cylinder open before its air intake ports open
and close before its air intake ports close. This asymmet-
ric port timing makes it possible to improve exhaust gas
scavenging and to utilize supercharging to enhance en-
gine efficiency.

[0027] Once asymmetric piston motion is introduced
into a piston-opposed engine, it is necessary to redefine
the meaning of top dead centre (TDC) and bottom dead
centre (BDC), which in the great majority of engine de-
signs coincide with minimum and maximum volumes
contained within the cylinder. In the case of a piston-
opposed engine whose pistons are out of phase by an
angle of (180+a.,)°, where o, is known as the out-of-phase
angle (OOP), the position of minimum contained volume
is known as inner dead centre (IDC) and the position of
maximum contained volume is known as outer dead cen-
tre (ODC).

[0028] A further important feature of the invention is
the use of two sleeve-valves containing the inlet and ex-
haust ports and forming the cylinder within which the pis-
tons reciprocate. It is a preferred feature of the invention
that an eccentric, spherical journal at one end of the
crankshaft drives one sleeve-valve, while a similar coax-
ial journal at the other end of the crankshaft drives the
second sleeve-valve. In some embodiments the eccen-
tric journals’ maximum eccentricities lag the APO crank-
shaft journal by (90+0./2)°.

[0029] It can be shown by algebraic trigonometry that
when a kinematic arrangement as described above has
an OOP angle «, a primary out-of-balance force is gen-
erated lagging the APO journal position by (90+a/2)° and
of magnitude 2sin(o/2) multiplied by the mass/crank-
throw product of the API or APO. In order to achieve
perfect dynamic balance, all that is necessary is to ar-
range for the product of the sum of the masses of the two
sleeve-valves multiplied by their eccentric journals’ throw
to be equal to the magnitude of the out-of-balance force
described previously. Thus, the resulting engine is es-
sentially in complete dynamic balance. It should be noted
here that the rotational components of the motion of the
sleeve-valves are in opposing directions and fully cancel
eachother. Also, since the opposed cylinders are coaxial,
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no rocking couples are generated and space is saved
compared to a conventional horizontally opposed, stag-
gered cylinder arrangement.

[0030] Another important reason for this feature of the
invention is that the effect of having sleeve-valve motion
lagging exhaust piston motion by (90+0./2)° is to multiply
the port timing asymmetry by a factor of three or more,
which allows piston asymmetry to be minimized, which
in turn minimizes lost engine volume and internal out-of-
balance components - a virtuous circle rare in engineer-
ing design.

[0031] A further desirable effect, well documented in
the literature, is that the circular motion imparted to the
sleeve-valves by their eccentrics, significantly reduces
piston friction and cylinder wear due to the velocity of the
piston rings relative to their cylinder, never becoming ze-
ro. Hydrodynamic lubrication is thereby maximized. At
the same time, lubricating oilis more evenly spread, lead-
ing to higher reliability via areduced chance of lubrication
breakdown and improved heat transfer leading to re-
duced hot spots and temperature gradients.

[0032] Maximum power efficiency from an engine ac-
cording to the present invention can be achieved by ap-
plying pressurized air to the intake ports of each cylinder.
The presently preferred form of the engine with asym-
metric timing according to the invention therefore in-
cludes two superchargers, each of which is coupled to
the exhaust ports of an associated cylinder to receive
blowdown gases from that cylinder and to apply pressu-
rized air to the intake ports of that associated cylinder.
Close coupling of a separate supercharger to each ex-
haust port ring results in greater efficiency by utilizing
extra energy from the gas dynamic pulsations inherent
in any piston engine.

BRIEF DESCRIPTION OF THE DRAWINGS

[0033] An embodiment of the invention is now de-
scribed byway of example, with reference to the accom-
panying drawings in which:

FIG. 1 is a cross-section through an engine config-
uration according to an embodiment of the present
invention, the cross-section lying on a vertical plane
passing through the axis of the left- and right-hand
cylinders and normal to the axis of the crankshaft;
FIG. 2 is a cross-section through an engine config-
uration according to an embodiment of the present
invention, the cross-section lying on a horizontal
plane passing through the axis of the left- and right-
hand cylinders and the axis of the crankshaft,; and
FIGS. 3(a) to (m) show the relative positions of the
component parts of the engine configuration of FIG.s
1 and 2 over one complete crankshaft rotation:

FIG. 3(a) shows the crankshaft in a starting po-
sition, with intake (IN) and exhaust (EX) ports
open in the right-hand cylinder;
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FIG. 3(b) shows the relative positions of all the
components after 30deg of anti-clockwise rota-
tion; and

FIGS. 3(c) to 3(m) show the relative positions of
all the components after 60°, 90°, 120°, 150°,
180°,210°,240°,270°, 300°, 330°, 360° respec-
tively.

DETAILED DESCRIPTION

[0034] The following is a description of the preferred
embodiment, but many variations are possible within the
scope of the invention.

[0035] Asillustrated in FIGS. 1 and 2, the engine con-
figuration of the present invention comprises a right cyl-
inder 7, a left cylinder 8 and a single central crankshaft
112 located between the cylinders {for clarity, most of
the supporting structure of the engine, apart from 1 and
2 has been omitted from FIGS. 1 and 2).

[0036] The right cylinder 7 has an outer piston (Prp)
3 and an inner piston (Pgp) 5 with combustion faces 23
and 25 respectively, the two pistons forming a combus-
tion chamber 27 between them. The left cylinder 8 sim-
ilarly has an outer piston 4 (P| ) and an inner piston (P )
6, with combustion faces 24 and 26 and combustion
chamber 28. The two outer pistons 3 and 4 are rigidly
connected together by the scotch yoke 101. The two up-
per, inner piston halves 5a and 6a are rigidly connected
together by the upper scotch yoke 103 and the two lower,
inner piston halves 5b and 6b are rigidly connected to-
gether by the lower scotch yoke 104. In the preferred
embodiment, in order to enable assembly, the two result-
ing inner piston/scotch yoke/piston halves, whose split
line is through the cylinders’ axes and normal to the
crankshaft’'s axis, are rigidly fastened together at the
same time trapping the pistonring seal groups 17 and 18.
[0037] The outer piston/scotch yoke/piston system 3,
101 and 4 is attached to the middle eccentric 115 of five
eccentrics on the crankshaft 112 via a slipper 102. The
inner piston/scotch yoke/piston system is attached to the
inner pair of eccentrics 114 and 116 of the five eccentrics
on the crankshaft 112 via slippers 105 and 106. The four
pistons 3, 4, 5(a+b) and 6(a+b) are shown with a plurality
of piston rings 19, 20, 21 and 22 respectively, located
behind the combustion faces. In other embodiments of
the engine, additional piston rings maybe employed fur-
ther along the piston bodies or in the mating cylinder wall
to minimize the escape of gases from the ports to the
crankcase 118. In the preferred embodiment, additional
piston rings are employed in the outer zones 31 and 32.
[0038] The cylinders consist of sleeve valves 7 and 8
and their respective bearing caps 110 and 109, which
are driven from the crankshaft by eccentrics 113 and 117
respectively. Sleeve valves 7 and 8 each have exhaust
ports 35, 34 and intake ports 33 (intake ports of left-hand
sleeve valve 8 not shown). On the right cylinder’s sleeve
valve 7, the outer piston 3 opens and closes exhaust
ports 33 and the inner piston 5(a+b) opens and closes
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inlet ports 35. Multiple radial fuel injection ports 37 pierce
the outer piston’s tubular attachment and provide a path
for fuel from the multiple radial fuel injection nozzles 39
of injector 9 to access the combustion chamber 27 only
when the ports 37 register and envelop the nozzles 39
during the injection phase. Similarly, on the left cylinder’s
sleeve valve 8, the outer piston 4 opens and closes ex-
haust ports 34 and the inner piston 6(a+b) opens and
closes inlet ports 36. Multiple radial fuel injection ports
38 pierce the outer piston’s tubular attachment and pro-
vide a path for fuel from the multiple radial fuel injection
nozzles 40 of injector 10 to access the combustion cham-
ber 28 only when the ports 38 register and envelop the
nozzles 40 during the injection phase (which, as shown
in FIGS. 1 and 2, is taking place in the left cylinder).
[0039] Each of the five crankshaft eccentrics 113, 114,
115, 116 and 117 are uniquely positioned with respect
to the crankshaft rotational axis 111. In the illustrated
embodiment, the eccentric for the outer exhaust pistons
115 and the coaxial eccentrics for the inner intake pistons
114 and 116 are at the same radial distance from the
crankshaft rotational axis 111. In the preferred embodi-
ment, the scotch yoke 101 is alternately received within
the skirts of the inner intake pistons 5(a+b) and 6(a+b)
and the radius of eccentric 115 isthereby restricted. How-
ever, there is no equivalent restriction on the radii of co-
axial eccentrics 114 and 116, therefore it is possible to
extend the radius of these eccentrics which would have
the effect of increasing the stroke of the inner intake pis-
tons. Previous piston-opposed 2-stroke engines have,
according to the literature, intake periods of about 110°
and exhaust periods of about 130° of crankshaft rotation.
Since maximum available port area varies linearly with
the stroke of the associated piston, extra intake piston
stroke would restore the equality of the intake and ex-
haust port areas. Whether this is desirable for any given
engine embodiment according to its size and duty will
depend on further computer analysis and testing for op-
timisation on a case by case basis.

[0040] The eccentric 115 for the outer exhaust pistons,
which open and close the exhaust ports in the two cylin-
ders, is angularly advanced in the preferred embodiment
by 4°, while the coaxial eccentrics 114 and 116 for the
inner intake pistons, which open and close the intake
ports in the two cylinders, are angularly retarded by 4°
(with respect to their theoretical 180° opposed positions
in an engine embodiment with symmetrical port timing)
and the coaxial eccentrics 113 and 117 which drive the
cylinder sleeve valve motion are angularly retarded by
(90+4)° withrespect to the position of eccentric 115 (note
that the direction of crankshaft rotation is counter-clock-
wise, as indicated by the arrows).

[0041] The unique positions of the eccentrics contrib-
ute both to engine balance and to engine operation with
respect to supercharging and recovering energy from the
exhaust blowdown, as discussed below. The engine bal-
ance results in all non-rotational forces on the crankshaft
cancelling, thus permitting a simplified crankshaft design,
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as also discussed below. The use of pistons opposed,
achieves a larger swept volume per cylinder while at the
same time reducing the crankshaft throws, thereby re-
ducing the engine height. The nested scotch yoke con-
figuration allows for a very short, compact engine, while
greatly reducing frictional losses from reaction forces
through the piston/cylinder interfaces.

[0042] Compared to a current state-of-the-art produc-
tion 4-cylinder 4-stroke in-line engine having comparable
performance, the engine of the present invention pro-
vides substantial improvements in installation suitability,
the reduction of friction losses and the elimination of vi-
bration. The height of the opposed piston, opposed cyl-
inder engine is determined primarily by the maximum
sweep of the crankshaft and the minimum available
clutch diameter and by flywheel requirements. With the
piston-opposed design, the crankshaft throws may be
cut roughly in half for the same cylinder displacement. A
height reduced to approximately 200mm is therefore pos-
sible, compared to a height of 450mm for a 4-cylinder 4-
stroke in-line engine. As an illustration, an engine em-
bodying the present invention having a bore of 46.6mm
would yield a swept volume of 158cm3 . The single cen-
tral crankshaft and nested scotch-yoke configuration per-
mit a uniquely compact engine which, in a prototype de-
sign with a width of approximately 720mm, is within the
available installation width for automobiles, commercial
vehicles and light aircraft, etc. With a bore and stroke of
152 x 83.5mm, a swept volume of 5.5litres results. A
mass of approximately 130kg with superchargers and
accessories can be expected. Smaller versions would be
required for most mass-production applications.

[0043] Friction due to reaction forces through the pis-
ton/cylinder interfaces is greatly reduced by this inven-
tion. A state-of-the-art 4-cylinder 4-stroke in-line engine
has a crankshaft throw to connecting rod centres ratio
(\) of about 0.25. Because of the scotch-yoke mecha-
nisms, a A value of infinity is achieved and perfect Simple
Harmonic Motion of all the pistons results.

[0044] Although the 2-cylinder engine of the present
invention has the same total number of pistons as a con-
ventional 4-cylinder 4-stroke in-line engine, for a compa-
rable power output, the mean piston velocity is substan-
tially reduced since each piston travels a shorter dis-
tance.

[0045] The piston-opposed configuration substantially
eliminates the non-rotational combustion forces on the
main bearings, since the pull from the outer piston coun-
teracts the push from the inner piston. These large forces
primarily stress the crankshaft in double shear and im-
pose an almost pure torque on the crankshaft. The
number of main bearings can therefore be reduced to
two and the crankshaft and supporting engine structure
may be made correspondingly lighter.

[0046] The engine of the present invention can be to-
tally dynamically balanced as discussed below even with
substantial asymmetry in the exhaustand intake port tim-
ings. This is achieved through the use of the mass/ec-
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centric throw products of the sleeve valves exactly coun-
teracting the unbalanced component of the mass/eccen-
tric throw products of the two piston/scotch-yoke/piston
systems. Furthermore, the motion of the sleeve-valves
modifies the exhaust and intake port timing in such a way
that the port timing asymmetry can be atleast three times
the asymmetry of the crankshaft eccentrics.

[0047] The engine configuration of the present inven-
tion is well suited to supercharging. As shown in FIGS.
1 and 2, in the preferred embodiment, each cylinder of
the engine has a separate supercharger 29 and 30. With
only two cylinders, a supercharger may be economically
dedicated to each cylinder, making more practical such
techniques as pulse turbocharging. The superchargers
are preferably electric motor assisted turbochargers,
which serve to improve scavenging, improve engine per-
formance at low engine speeds while avoiding turbo lag
and recovering energy from the engine’s exhaust (com-
pounding) as described below as well as preheating the
intake air for ease of cold starting.

Operation of the Engine

[0048] FIGS. 3 illustrate the operation of the engine of
the present invention over one complete crankshaft ro-
tation. FIGS. 3(a) to 3(m) illustrate the piston positions,
sleeve-valve and associated exhaust and intake port po-
sitions at 30° increments (note that crankshaft rotation in
FIG. 3 is counter-clockwise as shown by the arrows).
Crankshaft angle ¢ is shown to the right of the FIG.
number and labelled ADC (after dead centre) since the
pistons in the left and right cylinders are simultaneously
at IDC (inner dead centre) and ODC (outer dead centre)
respectively. Arrows at the inlet ports IN and outlet ports
EX indicate that the ports are open.

[0049] FIG.3(a)at0° ADC shows the engine atacrank-
shaft position of 0° (arbitrarily defined as IDC in the left
cylinder). At this position, the left outer piston P, 5 and
the left inner piston P, are at their point of closest ap-
proach. At approximately this angle of crankshaft rota-
tion, in a direct-injection version of the engine, a fuel
charge would be injected into the left cylinder and com-
bustion would begin. At this point, the exhaust and intake
ports (EX and IN) of the left cylinderare completely closed
by P o and P respectively. Since the timing of the pis-
tons actuating the exhaust ports is advanced by 4° and
the timing of the pistons actuating the intake ports is re-
tarded by 4°, both pistons P| 5 and P| | have a slight ve-
locity to the left, P| 5 having just changed direction. In the
right cylinder, the right outer piston Prg and the right
inner piston P, are at their point of furthest separation.
Both the exhaust and intake ports EX and IN of the right
cylinder are open as shown by the arrows and the ex-
haust gases from the previous combustion cycle are be-
ing uniflow scavenged (flow in one direction rather than
looping flow). Like the pistons in the left cylinder, both
Pro and Pg; must also have a slight velocity to the left
since they are connected rigidly by nested scotch-yoke
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mechanisms, Prg having just changed direction. Both
sleeve valves, which move as one and lag the motion of
pistons P| o and Prg by (90+4)° and lead the motion of
pistons P and Pg| by (90+4)°, are at mid-stroke with
maximum velocity to the right thereby causing no effec-
tive change to the port timing.

[0050] In FIG. 3(b) at 30° ADC, pistons P| 5 and P of
the left cylinder are moving apart at the beginning of the
power stroke, PLI having changed its direction of travel.
PLo, since itleads P by 8°, is moving at a higher velocity
than P ,. In the right cylinder, both sets of ports EX and
IN remain open as shown by the arrows but ports EX are
beginning to close. Both sleeve valves are 50% of their
eccentrics’ throw to the right of the mid-stroke position
and still moving to the right thereby increasing the open-
ing of the intake ports IN and reducing the opening of the
exhaust ports EX in the right cylinder.

[0051] InFIG. 3(c) at 60° ADC, the left cylinder contin-
ues its power stroke, with the two pistons P 5 and P,
having more nearly equal but opposite velocities. In the
right cylinder, outer piston Prg has closed the exhaust
ports EX, while the intake ports IN remain partially open
to receive supercharge as shown by the arrow. Both
sleeve valves are 87% of their eccentrics’ throw to the
right of the mid-stroke position and still moving to the
right thereby increasing the opening of the intake ports
IN and have hastened the closure of the exhaust ports
EX in the right cylinder.

[0052] InFIG. 3(d) at 90° ADC, the left cylinder contin-
ues its power stroke, while in the right cylinder, Pg, has
closed the intake ports IN and the two pistons Prg and
PR are moving towards each other, compressing the air
between them. Both sleeve valves are 100% of their ec-
centrics’ throw to the right of the mid-stroke position and
stationary and have delayed the closure of the intake
ports IN in the right cylinder.

[0053] InFIG. 3(e) at 120° ADC, piston P| g of the left
cylinder has opened exhaust ports EX as shown by the
arrow, while the intake ports remain closed. In this "blow-
down" condition, some of the kinetic energy of the ex-
panding gases from the combustion chamber can be re-
covered externally by the turbocharger ("pulse" turbo-
charging) for compressing the next charge and/or gen-
erating electrical energy which may be stored and/or fed
back into the engine’s crankshaft (compounding). In the
right cylinder, pistons Prg and Pg| continue the compres-
sion stroke. Both sleeve valves are 87% of their eccen-
trics’ throw to the right of the mid-stroke position and mov-
ing to the left thereby increasing the opening of the ex-
haust ports EX and have delayed the opening of the in-
take ports IN in the left cylinder.

[0054] In FIG. 3(f) at 150° ADC, piston P| g of the left
cylinder has opened the intake ports IN and the cylinder
is being uniflow scavenged as shown by the arrows. The
right cylinder is nearing the end of the compression stroke
and the "squish" phase is beginning. This is where the
outer, annular, opposite faces of pistons Pgg and Pg,
begin to expel air from between them as shown by the
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arrows with dashed tails. Both sleeve valves are 50% of
their eccentrics’ throw to the right of the mid-stroke po-
sition and still moving to the left thereby increasing the
opening of the exhaust ports EX and reducing the open-
ing of the intake ports IN in the left cylinder.

[0055] In FIG. 3(g) at 180° ADC, pistons P 5 and P
of the left cylinder are causing both ports EX and IN to
remain open as shown by the arrows and uniflow scav-
enging continues. The outer piston P|  has just changed
its direction of travel. The right cylinder has reached the
IDC position, where pistons P and Py, are at their po-
sition of closest approach, Prq having just changed di-
rection. The "squish" phase continues as indicated by
the arrows with dashed tails, causing an intensifying
"smoke ring" effect to be superimposed on the already
existing cylinder axis swirl caused by the partially tan-
gential intake ports IN. These compound gas motions
will be at their most intense at IDC when the combustion
chamber most nearly resembles a toroid and is of mini-
mum volume. At this point, multiple radial fuel sprays
emanate from the central fuel injector as indicated by the
fields of dots, reaching almost all of the available air and
causing very efficient combustion leading, with com-
pounding, to best-in-class specific fuel consumption.
Both sleeve valves are at mid-stroke with maximum ve-
locity to the left thereby causing no effective change to
the port timing.

[0056] In FIG. 3(h) at 210° ADC, in the left cylinder,
both sets of ports EX and IN remain open as shown by
the arrows but ports EX are beginning to close. Pistons
Pro and Pg, of the right cylinder are moving apart at the
beginning of the power stroke, Pg| having changed its
direction of travel. Pg, since it leads Py, by 8°, is moving
at a higher velocity than Pg,. Both sleeve valves are 50%
of their eccentrics’ throw to the left of the mid-stroke po-
sition and still moving to the left thereby increasing the
opening of the intake ports IN and reducing the opening
of the exhaust ports EX in the left cylinder.

[0057] In FIG. 3(i) at 240° ADC, in the left cylinder,
outer piston P| 5 has closed the exhaust ports EX, while
the intake ports IN remain partially open to receive su-
percharge as shown by the arrow. The right cylinder con-
tinues its power stroke, with the two pistons Pgg and Py,
having more nearly equal but opposite velocities. Both
sleeve valves are 87% of their eccentrics’ throw to the
left of the mid-stroke position and still moving to the left
thereby increasing the opening of the intake ports IN and
have hastened the closure of the exhaust ports EX in the
left cylinder.

[0058] InFIG. 3(j) at 270° ADC, in the left cylinder, P
has closed the intake ports IN and the two pistons P| o
and P are moving towards each other, compressing the
air between them, while the right cylinder continues its
power stroke. Both sleeve valves are 100% of their ec-
centrics’ throw to the left of the mid-stroke position and
stationary and have delayed the closure of the intake
ports IN in the left cylinder.

[0059] In FIG. 3(k) at 300° ADC, in the left cylinder,
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pistons P 4 and P continue the compression stroke.
Piston Pgq of the right cylinder has opened exhaust ports
EX as shown by the arrow, while the intake ports remain
closed. In this "blowdown" condition, some of the kinetic
energy of the expanding gases from the combustion
chamber can berecovered externally by the turbocharger
("pulse" turbocharging) for compressing the next charge
and/or generating electrical energy which may be stored
and/or fed back into the engine’s crankshaft (compound-
ing). Both sleeve valves are 87 % of their eccentrics’ throw
to the left of the mid-stroke position and moving to the
right thereby increasing the opening of the exhaust ports
EX and have delayed the opening of the intake ports IN
in the right cylinder.

[0060] InFIG. 3(l)at330° ADC, the left cylinder is near-
ing the end of the compression stroke and the "squish"
phase is beginning. This is where the outer, annular, op-
posite faces of pistons P| 5 and P, begin to expel air
from between them as shown by the arrows with dashed
tails. Piston PRO of the right cylinder has opened the
intake ports IN and the cylinder is being uniflow scav-
enged as shown by the arrows. Both sleeve valves are
50% of their eccentrics’ throw to the left of the mid-stroke
position and still moving to the right thereby increasing
the opening of the exhaust ports EX and reducing the
opening of the intake ports IN in the right cylinder.
[0061] In FIG. 3(m) at 360° ADC, the position is the
same as in FIG. 3(a). The left cylinder has reached the
IDC position, where pistons P| 5 and P, are at their po-
sition of closest approach, P| 5 having just changed di-
rection. The "squish" phase continues as indicated by
the arrows with dashed tails, causing an intensifying
"smoke ring" effect to be superimposed on the already
existing cylinder axis swirl caused by the partially tan-
gential intake ports IN. These compound gas motions
will be at their most intense at IDC when the combustion
chamber most nearly resembles a toroid and is of mini-
mum volume. At this point, multiple radial fuel sprays
emanate from the central fuel injector as indicated by the
fields of dots, reaching almost all of the available air and
causing very efficient combustion leading, with com-
pounding, to best-in-class specific fuel consumption. Pis-
tons Prp and Ppg, of the right cylinder are causing both
ports EX and IN to remain open and uniflow scavenging
continues as shown by the arrows. The outer piston PRO
has just changed its direction of travel. Both sleeve valves
are at mid-stroke with maximum velocity to the right there-
by causing no effective change to the port timing.
[0062] The specific angles and timings depend on the
crankshaft geometries and port sizes and locations; the
above description is intended solely to illustrate the con-
cepts of the invention.

Asymmetric Timing of the Exhaust and Intake Ports

[0063] Asymmetric timing of the exhaust and intake
ports in a 2-stroke engine yields a number of important
advantages. If the exhaust ports open before the intake
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ports, energy in the exhaust gases can be more effec-
tively recovered by a turbocharger and if the exhaust
ports close before the intake ports, the cylinder can be
more effectively supercharged.

[0064] Inthe engine configuration of the presentinven-
tion, the exhaust ports are controlled by the outer piston
in each cylinder and the intake ports are controlled by
the inner piston, as described above. This configuration
not only allows for effective scavenging ("uniflow" scav-
enging) but also permits independent asymmetric timing
of the exhaust and intake ports.

[0065] Asymmetric timing of the two pistons in each
cylinder is achieved by changing the relative angular po-
sitions of the corresponding crankshaft journals. Posi-
tioning the journals for the exhaust and intake pistons
180° apart would result in the both pistons reaching their
maximum and minimum excursions at the same time
(symmetric timing). In the preferred embodiment of the
present invention, the journals for the exhaust pistons
are angularly advanced by 4° and the journals for the
intake pistons are retarded by 4° (inner and outer dead
centres thus still occur at the same crankshaft angle as
in the symmetrically timed engine but both pistons have
a small common velocity with respect to the cylinder).
Added to this is the contribution of the common velocity
of both sleeve valves, which contain all the exhaust and
inlet ports and whose motion lags the exhaust pistons’
inner dead centres by 90°. This motion, in the preferred
embodiment, increases the effective exhaust piston lead
to 12.5° and the effective intake piston lag to 12.5°. As
a result, the exhaust ports open before the intake ports
for "blowdown" and close before the intake ports for su-
percharging.

[0066] The mass/eccentric throw product of the sleeve
valves can be matched in such a way as to completely
eliminate the primary imbalance caused by the piston
journals’ asymmetry. This invention thus describes a 2-
cylinder 2-stroke engine which can achieve perfect bal-
ance at primary and all higher orders. Furthermore, so
long as the mass/eccentric throw products of the oppos-
ing piston/scotch yoke/piston systems remain equal, the
exhaust and intake pistons’ strokes may be different
which allows optimisation of maximum available port ar-
eas for best performance.

Adaptability of the Piston-Opposed Cylinder-Opposed
Configuration to Larger Engines

[0067] In many engine configurations, balance de-
pends on having four, six, eight or more cylinders ar-
ranged such that the free-mass forces contributed by the
individual pistons cancel. Counter-rotating weights are
also often employed, adding complexity, mass and fric-
tional loss to the engines. An advantage of the present
invention is that total balance may be achieved in a com-
pact engine with only two cylinders. Larger, multi-cylinder
engines may then be made by placing multiple 2-cylinder
engines side-by-side and coupling their crankshafts to-
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gether. The coupling may be by such means as a clutch
under operator or logic control, allowing pairs of cylinders
to be uncoupled when not needed at low loads. Engines
currently exist which use less than all of their cylinders
when run at partial load but the cylinders remain con-
nected to the crankshaft and the pistons continue to move
within the cylinders and therefore continue to be a para-
sitic frictional load on the engine.

Conclusion

[0068] The above is a detailed description of a partic-
ular embodiment of the invention. It is recognised that
departures fromthe disclosed embodiments may be with-
in the scope of this invention and that obvious modifica-
tions will occur to a person skilled in the art. This speci-
fication should not be construed to unduly narrow the full
scope of protection to which the invention is entitled.
[0069] The corresponding structures, materials, acts
and equivalents of all means or step plus function ele-
ments in the claims below are intended to include any
structure, material or acts for performing the functions in
combination with other claimed elements as specifically
claimed.

Claims
1. Atwo-stroke internal combustion engine comprising:

two opposed cylinders, each cylinder housing
two opposed pistons (3,4,5,6) and having one
or more intake ports (35) and one or more ex-
haust ports (33), and

a crankshaft (112) for driving the pistons
(3,4,5,6),

characterised in that each cylinder comprises
a sleeve-valve (7,8) drivable by the crankshaft
(112) to control the opening and closing of the
intake and exhaust port or ports (33,35); and
the pistons (3,4,5,6) and the sleeve valves (7,8)
in each cylinder operate to open its exhaust port
or ports (33) before its intake port or ports (35)
and to close its exhaust port or ports (33) before
its intake port or ports (35).

2. An engine according to claim 1, wherein the crank-
shaft (112) has asymmetrically arranged journals for
driving the sleeve-valves (7,8) of the cylinders.

3. An engine according to any one of claim 1 or claim
2, wherein the geometrical configurations and mass-
es of the sleeve-valves (7,8) are selected so as to
counteract the dynamic imbalance caused by the
asymmetric motions of the pistons (3,4,5,6).

4. An engine according to any one of the preceding
claims, wherein each cylinder and associated
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sleeve-valve (7,8) has one or more exhaust ports at
one end and one or more intake ports at the other.

An engine according to claim 4, wherein a rigid ex-
tension to the end of the sleeve-valve (7,8) adjacent
to the crankshaft (112) contains a hole drivingly cou-
pled to a first eccentric spherical journal on one end
of the crankshaft (112).

An engine according to claim 5, wherein the second
cylinder’s sleeve-valve (7,8) drivingly couples a sec-
ond eccentric spherical journal, coaxial with the first,
on the other end of the crankshaft (112), forcing the
sleeve-valves (7,8) to reciprocate in phase butrotate
in opposite phase.

An engine according to any one of claims 4 to 6,
wherein both cylinders have their exhaust ports on
their inner ends nearest the crankshaft (112) and
their intake ports on their outer ends furthest from
the crankshaft (112).

An engine according to any one of claims 4 to 6,
wherein both cylinders have their exhaust ports on
their outer ends furthest from the crankshaft (112)
and their intake ports on their inner ends nearest to
the crankshaft (112).

An engine according to any one of the preceding
claims, wherein

said two opposed pistons (3,4,5,6) in each cylinder
comprise an inner piston and an outer piston that
form a combustion chamber (28) therebetween;
the engine further comprising:

first and second scotch-yoke mechanisms
(103,104), rigidly attached to the inner pistons
(5,6), which, acting in unison, drivingly couple
the inner pistons (5,6) to their corresponding
journals on the crankshaft (112); and

a third scotch-yoke mechanism (101), rigidly at-
tached to the outer pistons (3,4), which drivingly
couples the outer pistons (3,4) to their corre-
sponding journal on the crankshaft (112).

An engine according to claim 9, wherein the geomet-
ric configurations of the pistons (3,4,5,6) and scotch-
yoke mechanisms are selected so as to minimize
the dynamic imbalance of the engine during its op-
eration.

An engine according to claim 9 or claim 10, wherein
the third scotch-yoke mechanism (101) is rigidly at-
tached to the outer pistons (3,4) via rods passing
through holes in the combustion faces of the inner
pistons (5,6).

An engine according to any one of the preceding
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claims, wherein axes of the cylinders are parallel but
are offset in opposing directions from the axis of the
crankshaft (112).

An engine according to any one of the preceding
claims, wherein means (29,30) are included for ap-
plying pressurised air to the intake ports of each cyl-
inder.

An engine according to any one of the preceding
claims, wherein

said two opposed pistons (3,4,5,6) in each cylinder
comprise an inner piston and an outer piston that
form a combustion chamber (28) therebetween,
each outer piston is drivingly coupled to the crank-
shaft (112) by a respective tubular member extend-
ing generally axially through the combustion cham-
ber, and

fuel injection means (9,10) housed within the tubular
members are arranged to inject fuel radially outward-
ly into the combustion chamber (28).

An engine according to claim 14, wherein compres-
sion of the fuel air mixture in the cylinder causes
ignition of the fuel air mixture.

Patentanspriiche

1.

Zweitaktverbrennungsmotor, der Folgendes um-
fasst:

zwei entgegengesetzte Zylinder, wobei jeder
Zylinder zwei entgegengesetzte Kolben (3, 4, 5,
6) aufnimmt und einen oder mehrere An-
saugstutzen (35) und einen oder mehrere Ab-
gasstutzen (33) aufweist, und

eine Kurbelwelle (112) zum Antreiben der Kol-
ben (3, 4, 5, 6),

dadurch gekennzeichnet, dass jeder Zylinder
ein Schieberventil (7, 8) umfasst, das durch die
Kurbelwelle (112) antreibbar ist, um das Offnen
und SchlieRen des Ansaug- und des Abgasstut-
zens bzw. der Ansaug- und Abgasstutzen (33,
35) zu steuern; und

die Kolben (3, 4, 5, 6) und die Schieberventile
(7, 8) in jedem Zylinder so arbeiten, dass sie
ihren oder ihre Abgasstutzen (33) vorihrem bzw.
ihren Ansaugstutzen (35) 6ffnen und ihren oder
ihre Abgasstutzen (33) vor ihrem oder ihren An-
saugstutzen (35) schlieRen.

Motor nach Anspruch 1, worin die Kurbelwelle (112)
asymmetrisch angeordnete Lagerzapfen zum An-
treiben der Schieberventile (7, 8) der Zylinder auf-
weist.

Motor nach einem der Anspriiche 1 und 2, worin die
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geometrischen Konfigurationen und Massen der
Schieberventile (7, 8) so ausgewahlt sind, dass dem
durch die asymmetrischen Bewegungen der Kolben
(3, 4, 5, 6) verursachten dynamischen Ungleichge-
wicht entgegengewirkt wird.

Motor nach einem der vorangegangenen Anspri-
che, worin jeder Zylinder und das jeweils dazugehd-
rige Schieberventil (7, 8) einen oder mehrere Abgas-
stutzen an einem Ende und einen oder mehrere An-
saugstutzen am anderen Ende aufweist.

Motor nach Anspruch 4, worin eine starre Verlange-
rung am Ende des Schieberventils (7, 8), die zur Kur-
belwelle (112) benachbart ist, ein Loch enthalt, das
antreibend mit einem ersten Exzenterkugelzapfen
an einem Ende der Kurbelwelle (112) gekoppelt ist.

Motor nach Anspruch 5, worin das Schieberventil (7,
8) des zweiten Zylinders einen mit dem ersten koa-
xialen zweiten Exzenterkugelzapfen am anderen
Ende der Kurbelwelle (112) antreibend koppelt, was
die Schieberventile (7, 8) dazu zwingt, sich phasen-
gleich hin- und herzubewegen, sich aber in entge-
gengesetzten Phasen zu drehen.

Motor nach einem der Anspriiche 4 bis 6, worin beide
Zylinder ihre Abgasstutzen an ihren inneren Enden
nachstgelegen zur Kurbelwelle (112) und ihre An-
saugstutzen an ihren duReren Enden am weitesten
entfernt von der Kurbelwelle (112) aufweisen.

Motor nach einem der Anspriiche 4 bis 6, worin beide
Zylinder ihre Abgasstutzen an ihren aulReren Enden
am weitesten entfernt von der Kurbelwelle (112) und
ihre Ansaugstutzen an ihren inneren Enden nachst-
gelegen zur Kurbelwelle (112) aufweisen.

Motor nach einem der vorangegangenen Anspri-
che, worin

die je zwei entgegengesetzten Kolben (3, 4, 5, 6) in
jedem Zylinder einen inneren Kolben und einen du-
Reren Kolben umfassen, die zwischen sich eine Ver-
brennungskammer (28) ausbilden;

der Motor ferner Folgendes umfasst:

einen ersten und einen zweiten starr an den in-
neren Kolben (5, 6) befestigten Kurbelschleifen-
mechanismus (103, 104), dieim Gleichtakt agie-
rend die inneren Kolben (5, 6) mit ihren jeweils
entsprechenden Lagerzapfen auf der Kurbel-
welle (112) antreibend koppeln; und

einen starr an den auleren Kolben (3, 4) befes-
tigten dritten Kurbelschleifenmechanismus
(101), der die aulReren Kolben (3, 4) mit ihrem
jeweils entsprechenden Lagerzapfen auf der
Kurbelwelle (112) antreibend koppelt.
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Motor nach Anspruch 9, worin die geometrischen
Konfigurationen der Kolben (3, 4, 5, 6) und der Kur-
belschleifenmechanismen so ausgewahlt sind, dass
das dynamische Ungleichgewicht des Motors im Be-
trieb minimiert wird.

Motor nach Anspruch 9 oder Anspruch 10, worin der
dritte Kurbelschleifenmechanismus (101) mittels
durch Lécher in den Verbrennungsflachen der inne-
ren Kolben (5, 6) verlaufender Stangen starr an den
auleren Kolben (3, 4) befestigt ist.

Motor nach einem der vorangegangenen Anspri-
che, worin Achsen der Zylinder parallel verlaufen, in
entgegengesetzten Richtungen gegeniber der Ach-
se der Kurbelwelle (112) aber verschoben sind.

Motor nach einem der vorangegangenen Anspri-
che, worin Mittel (29, 30) zum Anlegen von Druckluft
an die Ansaugstutzen jedes Zylinders eingeschlos-
sen sind.

Motor nach einem der vorangegangenen Anspru-
che, worin

die je zwei entgegengesetzten Kolben (3, 4, 5, 6) in
jedem Zylinder einen inneren Kolben und einen au-
Reren Kolben umfassen, die zwischen sich eine Ver-
brennungskammer (28) ausbilden;

jeder aulRere Kolben durch ein jeweiliges Rohren-
bauteil, das sich im Allgemeinen axial durch die Ver-
brennungskammer erstreckt, mit der Kurbelwelle
(112) antreibend gekoppelt ist und
Kraftstoffeinspritzmittel (9, 10), die in den Rohren-
bauteilen eingehaust sind, so angeordnet sind, dass
Kraftstoff radial nach auRen in die Verbrennungs-
kammer (28) eingespritzt wird.

Motor nach Anspruch 14, worin die Verdichtung des
Luft-Kraftstoff-Gemisches in dem Zylinder die Ent-
ziindung des Luft-Kraftstoff-Gemisches verursacht.

Revendications

1.

Moteur a combustion
comprenant :

interne a deux temps

deux cylindres opposés, chaque cylindre lo-
geantdeux pistons opposés (3, 4, 5, 6) et ayant
un ou plusieurs orifices d’admission (35) et un
ou plusieurs orifices d’échappement (33), et
un vilebrequin (112) pour entrainer les pistons
(3,4,5,6),

caractérisé en ce que chaque cylindre com-
prend une valve a tiroir tubulaire (7, 8) pouvant
étre entrainée par le vilebrequin (112) afin de
contrdler 'ouverture et la fermeture de l'orifice
ou des orifices d’admission et d’échappement
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(33, 35) ;et

les pistons (3, 4, 5, 6) et les valves a tiroir tubu-
laire (7, 8) dans chaque cylindre fonctionnent
pour ouvrir leur(s) orifice ou orifices d’échappe-
ment (33) avant leur(s) orifice ou orifices d’ ad-
mission (35) et pour fermer leur(s) orifice ou ori-
fices d’échappement (33) avant leur(s) orifice
ou orifices d’admission (35).

Moteur selon la revendication 1, dans lequel le vile-
brequin (112) a des tourillons agencés de maniére
asymétrique pour entrainer les valves a tiroir tubu-
laire (7, 8) des cylindres.

Moteur selon I'une quelconque des revendications
1 ou 2, dans lequel les configurations géométriques
et les masses des valves a tiroir tubulaire (7, 8) sont
sélectionnées afin de contrecarrer le déséquilibre
dynamique provoqué par les mouvements asymé-
triques des pistons (3, 4, 5, 6).

Moteur selon 'une quelconque des revendications
précédentes, dans lequel chaque cylindre et valve
a tiroir tubulaire (7, 8) associée a un ou plusieurs
orifices d’échappement au niveau d’une extrémité
et un ou plusieurs orifices d’admission a l'autre.

Moteur selon la revendication 4, dans lequel une ex-
tension rigide jusqu’a I'extrémité de la valve a tiroir
tubulaire (7, 8) adjacente au vilebrequin (112) con-
tient un trou couplé par entrainement a un premier
tourillon sphérique excentrique sur une extrémité du
vilebrequin (112).

Moteur selon la revendication 5, dans lequel la valve
a tiroir tubulaire (7, 8) du second cylindre couple par
entrainement un second tourillon sphérique excen-
trique, coaxial avec le premier, sur 'autre extrémité
du vilebrequin (112), forgant les valves a tiroir tubu-
laire (7, 8) a effectuer un mouvement de va-et-vient
en phase, mais a tourner dans la phase opposée.

Moteur selon 'une quelconque des revendications
4 26,dans lequel les deux cylindres ont leurs orifices
d’échappementsurleurs extrémités internes les plus
proches du vilebrequin (112) et leurs orifices d’ad-
mission sur leurs extrémités externes les plus éloi-
gnées du vilebrequin (112).

Moteur selon 'une quelconque des revendications
4 26,dans lequel les deux cylindres ont leurs orifices
d’échappement sur leurs extrémités externes les
plus éloignées du vilebrequin (112) et leurs orifices
d’admission sur leurs extrémités internes les plus
proches du vilebrequin (112).

Moteur selon I'une quelconque des revendications
précédentes, dans lequel :
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10.

1.

12.

13.

14.

20

lesdits deux pistons opposés (3, 4, 5, 6) dans
chaque cylindre comprennent un piston interne
et un piston externe qui forment une chambre
de combustion (28) entre eux ;

le moteur comprenant en outre :

des premier et deuxieme mécanismes si-
nusoidaux (103, 104) rigidement fixés aux
pistons internes (5, 6) qui, agissant a 'unis-
son, couplent par entrainement les pistons
internes (5, 6) a leurs tourillons correspon-
dants sur le vilebrequin (112) ; et

un troisieme mécanisme sinusoidal (101),
rigidement fixé aux pistons externes (3, 4)
qui couple, par entrainementles pistons ex-
ternes (3, 4) a leur tourillon correspondant
sur le vilebrequin (112).

Moteur selon larevendication 9, dans lequel les con-
figurations géométriques des pistons (3, 4, 5, 6) et
des mécanismes sinusoidaux sont sélectionnées
afin de minimiser le déséquilibre dynamique du mo-
teur pendant son fonctionnement.

Moteur selon la revendication 9 ou la revendication
10, dans lequel le troisiéme mécanisme sinusoidal
(101) est rigidement fixé aux pistons externes (3, 4)
via des tiges passant par des trous dans les faces
de combustion des pistons internes (5, 6).

Moteur selon I'une quelconque des revendications
précédentes, dans lequel les axes des cylindres sont
paralléles mais sont décalés dans des directions op-
posées par rapport a I'axe du vilebrequin (112).

Moteur selon 'une quelconque des revendications
précédentes, dans lequel des moyens (29, 30) sont
compris pour appliquer de l'air sous pression aux
orifices d’admission de chaque cylindre.

Moteur selon I'une quelconque des revendications
précédentes, dans lequel :

lesdits deux pistons opposés (3, 4, 5, 6) dans
chaque cylindre comprennent un piston interne
et un piston externe qui forment une chambre
de combustion (28) entre eux,

chaque piston externe est couplé, par entraine-
ment, au vilebrequin (112) par un élément tubu-
laire respectif s’étendant généralement de ma-
niére axiale a travers la chambre de combustion,
et

des moyens d’injection de carburant (9, 10) lo-
gés a lintérieur des éléments tubulaires, sont
agencés pour injecter du carburant radialement
vers I'extérieur dans la chambre de combustion
(28).
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15. Moteur selon la revendication 14, dans lequel la
compression du mélange air-carburant dans le cy-
lindre provoque l'allumage du mélange air-carbu-
rant.
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Srabadalmi igénypontak

1. Kétilemd belsd Sgdsil molor, gmely tadalm
k&t scembanglld hengerl, mindegek hengsr magsaban foglal k&l
seembandie dugativdt (8, 4, B, §) &5 van ey vagy 10bh badimidnyilasa
{35} S egy vagy Whb %&zim‘fagfmyiiﬁf&a {33}, &8
fitengelt {112) o dugsitvdl (3, 4, §, 8} miikddictésdrs,
azzal jollomesyve, hogy mindegyik hangsy torialmar & Blengsty (114
altal mikddtethetd olatlyds saslepst (FLB) 8 bodmilngilds vegy
badmidnytiasok 83 8 kipufopdnylids vagy Ripufogdnytiasek nyitasanak
#5 zirasanal vezdridedrs: 88
a3 dugativik (3,4, 5.8 S8 a blalbyls seelepek 7. 8 mindegyik

hangerban oy mikadnek, hogy Rinyilisk o xipufogdnyiiasukat vagy

N

Kipufogdnyligsaikat (331 8 bedmidmyiiasuk vagy bedmidnyilasatr (3§
sl s bezddak g kipufoudnyildsukat vagy Kpufopdnyilasakkat (33} a
hedmidnyiidsuk vagy bedmidnylideaik (38) olb

30 &z 1 igénypont sverindl molor, amelben 8 fltengelmel (118
asssivmetrikusan shandesell oxapisl vannak 8 hengerek folatlyis szelepeinek (7, 8}

ikSdintdedrs.

3 Az 1 vagy 2. igdnvpont birmelike seerintl motor, amelvban a folaltyas
sealepek (7, 8) geomsbial Kislekildsa &8 Wmege Ggy van megvdlassiva, hogy

elensdlvorsdk & dugsttytk (3,4, 5, 8) assimmebikis  mozgasa  altal ohosolt
dinmnikus Ksgyenstlvozatisnsagol

4 Az olfed igdnyponiok bdmelviie szerdntt motor, ameivban mindegyis
hongamek &8 hozzdlsriozd folalbyts  seelepnsl {7, 8) van egy veagy Wibb
Kipufogdmyiidss az egyik végen &s ogy vagy 1bh bedmidnyiidsa g masik végen,

8 A4 igénypont srerint mntor, amelvben @ tolaitvls sxslep {7, 8) vogens!
v merey nythainy g Nengsly (118 kdzelében arisimar egy Eyukat smaly
miksdiatan van coatiskoziatva o tengaly (113} agyik végen IBvd olsd excentritus

gomb alaky csapho.



2

8. Az & igdnypond szenndl molor, smelvban @ masodik hanger tolattyis
sreleps {F, 8) mikddisiden coatiakontal & Rlengsly (112} masik vagan 8vd masadiK
gxosatrikus pOmb alskt czapol amely koaxigls 33 olebel ami a3 folalbds
sealapeket 7, 8) arra kénysserity, hogy ofbre-hatra axonos fazisban mozogiansk, de
slhenisise Bzisban foragignsk

%
%

FA AR igdnyponiok bdrmelvike saarinti motor, amelyban mindkat hangemsk
kipufogdnvildsal vannak belsd viglikdn leghkdzeiebb o tengsivher (112) ¢

7

badmidnyissat sidsd vogiikdn legtavoiahl o Bangelptd {1}

8. A 48 igsnvpaniok bdrmelvike szerint molor, amelyban mindkét hangemsk
kiptfogdnyildesl vannak kilsd wiglkdn legidvolabd a Mengehtl {112}, &
¥ P > &3 3% & R
hadmidnviiasal belad wiglkdn legkdzsisblb o Wengsivher (1121

8, Av slfzd lgényponiok birmelvike szadntl motor, amelyban
@ k&t szammbenalld dugstyd &, 4, & &) mindegylk hengerban fardalmar agy beisd
dugathet! &8 egy kiilsd dugstydt, amelyek RisOHGk Bed dgast kameat (28} kepeznak
& moty lantalnaz fovabbd
glod &g mdsodik forgativis kilisszaymechanizmust (103, 104}, margven
coatlakozistve & belsd dugstvaxkhor (6 §), smelvek dssshangban
mikddve, mikddistben csatiokorhxiidk 8 belsd dugetiyikat 8. 8) o
Bengaban {T18) vl moglelsld ooapiakhor; 85
rarmadik forgalbvis kufissrsenchaniomust (101, memven
ceaiiskoziatva 2 kilsd dugstiydkhor (34} amely  miOkSadistlen
csatiakoziatia & kidsd dugstivikat (3.4} o Olangslen {112y Mo
msgfeleld csapiukhor.
10, A & igdnypont srenintt motor, amelvban & dugstydk (3,4, 5 8} &8 @
fcﬂsgmsm kulissea-mechaniomusok geomeinal kiglakitasa Ggy van mogvdiasaig,

hroagy minimatizaiia & moter mdkddése alaitl dinamikus kisgyenstivoraliansagsdt



1A 8 vagy 10 énypont szanint motor, amelvban @ harmadik forgativus
kulissraqmechanizmus (101 mereven csatiakoatatva van o kié dugstiyikhoz (3, 4)

Re)

rudakkal, amelvek stmennek a belsd dugaltydk (8, 8) dgéstfellietin vd tyukakon,

12, Az olzd igdnypontok barmelvike sserinl motor, amelyban & hengeres
tengelvat pathuzamosak, de al vannak tolva 3 Blengsly (112) tlengelyéher kapest
allantéles irdnyokban,

13 Az ozt ipdryvpontok barmalvike sserindl molor, amelvben esckdsdy

(39, 30 wvannak ama, hogy silisll lovegdt vesessensk mindsgyk henger

badmidmviidsathoz.

14, Az sldzd igdnyponiok bérmelyike szerintl mator, amsivben
a k&t srembendlld dugaityd (3,4, §, 8 mindegyik hangerben farlaimaz egy balsd

Rk )

dugatival &s sgy kilsd dugatiyit, amelyek kOzORGK IBvd dgesi Kamrat (28] sépasnek,
mindagyih kilsd dugatiyd mtksdistden van cealiakoziatva o Mengalyber (114} agy
megfeleld osd alaky taggal, amely nyepében tengelvirdnyvban nylis of a2 dgsw
Karran kergsstll, 88

& osd alakd tagokban sihelvszalt Gzemanyag befeoshandezd seeklz (8, 10) gy van
shendezve, hogy lzomanyago! radidfisen Kvliedl focskendeszen be az egey

karrraha (38
18, A 4. igdnypont szerint omodon, amelben sr drenmwnyagHe

keverahnek a hengerben vald slirltdss az Gzemanyaglevegd kaverek i‘;mabbamm
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