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The Effect of Piston Configuration on Combustion and
Flame Propagation

XY, 271"

Myoung-Seok Jie’, Ki-Young Kang'

{Abstract)

Two type pistons which had different configuration were made to find out the
effects on combustion and flame propagation. Flame propagation speed was obtained
by use of the cylinder head gasket ionization probe. Ionization Probe voltage output
and flame propagation speed were increased according to the air fuel mixture ratio
increase. Exhaust direction flame propagation speed was fastest in combustion
chamber and next was front direction, rear direction and intake direction cause of
tumbling motion in cylinder. In case of remove the valve pocket in piston, average
flame propagation speed changed slowly and spark timing was advanced. Also
emission was decreased.
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Fig. 1 Piston Configuration
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AFR : Air Fuel Ratio
BMEP : Brake Mean Efficient Pressure
MBT : Minimum Advance for Best Torque
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