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A study on the Mainfold Brake in a Four-Stroke Cycle
Gasoline Engine

Shigenobu Hayashi and Norihiro Sawa*

Abstract

The exhaust-manifold brake has been used in diesel engine, but it is unknown a definite reason. In
recently, a matter especial important that the brake property is make better for the safety driving and for
prevent the accident with the advance, and the diversification of automobile traffication.

Therefore, the authors carried out the experimentally investigation amount of intake-manifold brake,
exhaust-manifold brake and another brake property by using of four-stroke cycle gasoline engine in detail.

It is ascertained that the exhaust-manifold brake is best, and the mechanism of manifold brake is des-

crived.
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Table 1,Dimensions of test engine

Type EY 13 D
Bore x Stroke 60 mm x 46 mm
Stroke volume 130 cm?®
Compression ratio 1 : 6.2
Connecting rod length 85 mm
Timing BTDC 23°
Valve Intake Open BTDC 45°21!
timing Intake Close ABDC 83°21!
Exhaust Open BBDC 83°21°
Exhaust Close ATDC 45°21°

Fig.1 Experimental apparatus
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Fig.2 Pressure-Crank angle diagram of intake manifold brake
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Fig. 3 Pressure-Volume diagram of intake ®

manifold brake {max.)
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Fig. 6 P-6 indicator diagram (d.=0, ds=Ds, 3000 rpm).
(Exhaust manifold brake mean pressure value is maximum)
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