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ABSTRACT

The 1.8 ¢ DOHC VTEC (Variable Valve Timing
& Lift Electronic Control System) engine for the
1994 model “Integra” has been developed as an
engine with a minimum weight and size based on
variable valve timing and lift mechanism, which is
known as a technology that achieves both low fuel
consumption and high power output. This engine
features a long stroke which helps realize a compact
and lightweight engine.

This paper describes the features and effects
of technologies incorporated in this engine:
(1) advantages of long stroke; (2) technology for
achieving high-speed revolution; and (3) newly
adopted technology for providing a high power output.
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Table 1 Comparison of Engine Specification
Engine Type B18C B16A
BoreXStroke (mm)_ ~ 8IX87.2 81X77.4
Displacement (em?) 1797 1595
Cylinder Layout In-Line 4 In-Line 4
Comoression Ratio 10.6 10.4
Valve train DOHC YTEC DOHC YTEC
Valve Diameter XNumber/cyl IN ®33K2 @33H2

EXH 629x2 | ¢29%2
Intake Manifold | Dual Port | Single Port _
Lubricant 5W-30 10K-30
Fed Zone Ne  Crom) 8000 8200
Max. Power  (ki/Ne) 132.4/7600 125/7800
|Max. Torque CN-m/e) 175 /6200 | 155/7300
Fuel Economy 10.15 Mode 13.8 13.6
(km/L} 60km/h Cruise 20.4 19.5
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