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The engine for the 1992 Prelude model was developed on
the basis of studies with emphasis placed on the three items of
volumetric efficiency, maximum engine speed, and thermal
efficiency.

Specifically, improvements of volumetric efficiency
based on the variable intake system plus VTEC system are
involved with the development of an FRM liner cylinder
block, timing belt auto-tensioner, and valve springs using high
carbon materials with a non-circle cross section.

The maximum engine speed was raised by adopting a
mirror-finished crankshaft machined to very high accuracy,
secondary balancer, and oil jets for cooling pistons. The
viscosity of engine oil was changed, and metal of revised
composition was selected for the connecting rods. Reduction
of blow-by gas and oil consumption, and improvement of
breather functions were also achieved.

The thermal efficiency was improved by examining the
configuration of the combustion chamber and the adoption of
an engine knock control system enabling the engine to burn
premium gasolines.

The work resulted in a 2.2 liter four cylinder in-line NA
engine which achieves 101.4 Nm per liter.
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Table. 1 Measures for Improving Output Torque
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Table. 3 Comparison of crank shaft specifications

Modell  AccomD PRELUDE
Item |
Engine type F22A | H22A
Red zone Ne 6500rpm 7400 rpm
Bore x Stroke(mm) 085 x 95 87 x 90.7
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finishing (0.8 pm or less) (0.4um or less)
Connecting rod .
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metal |
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Fig. 21 Shape of cylinder block bore distortion
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Fig. 22 Characteristic of oil consumption
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