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EXHAUST INTAKE Qg EXHAUST

INTAKE STROKE COMPRESSION STROKE
EXHAUST VALVE CLOSES APPROXIMATELY w:’#gf\’ VA4L;’/°E T8L$5S°ESA .M:.Rg.XI—
8° TO 35° A. T C. IGNITION FIRES 20° TO 35°B.T.C.
Figure 2.—Intake-stroke Figure 3.—Compression stroke
diagram. diagram,
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INTAKE Q) EXHAUST

POWER. STROKE EXHAUST STROKE

EXHAUST VALVE OPENS APPROXI- INTAKE VALVE OPENS APPROXIMATE-
MATELY 50° TO 75° B. B. C. LY 8° TO 30° B.T.C.
Figure 4.—Power-stroke diagram. Figure 5.—Exhaust-stroke diagram.
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