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Description

CROSS-REFERENCE

[0001] The present application claims priority to United
States Provisional Patent Application No. 61/758,853,
filed January 31, 2013, the entirety of which is incorpo-
rated herein by reference.

TECHNICAL FIELD

[0002] The present technology relates to internal com-
bustion engines having a split crankcase.

BACKGROUND

[0003] In many internal combustion engines, in order
to facilitate manufacturing, the engine casing is made of
multiple components that are then fastened to each oth-
er. One of these components is the crankcase which,
amongst other things, houses and supports the crank-
shaft for rotation therein.
[0004] One method of manufacturing the crankcase is
casting. In order to facilitate the casting, the crankcase
is typically made of two or more parts that are then fas-
tened to each other. In crankcase made of two parts, the
crankcase can be split along a plane containing the
crankshaft axis, such as a horizontal plane, or along a
plane that is perpendicular to the crankshaft axis. The
latter provides some advantages with respect to the cast-
ing of the two portions of the crankcase.
[0005] Splitting the crankcase along a plane that is per-
pendicular to the crankshaft is often used for single cyl-
inder engine as each portion of the crankcase forms one
of the two supports necessary to support the crankshaft.
[0006] However, splitting the crankcase along a plane
that is perpendicular to the crankshaft in a two-cylinder
engine is more problematic. The plane along which the
crankcase is split is preferably between the two cylinders.
As such, the crankcase is split along the position where
the crankshaft should be supported in the crankcase be-
tween the two cylinders.
[0007] In low power engines, one design consists in
leaving the central portion of the crankshaft unsupported,
and if necessary, providing a stiffer crankshaft to prevent
crankshaft deformation. However, in high power engines,
the crankshaft has to be supported between the two cyl-
inders.
[0008] One solution consists in providing a separate
central crankshaft support that is fastened to one of the
two crankcase portions before fastening the two portions
to each other. The fasteners are inserted perpendicularly
to the plane along which the crankshaft portions are split
(i.e. parallel to the crankshaft axis). Although this pro-
vides a support for the central portion of the crankshaft,
it also causes torques to be applied to the crankcase.
These torques are caused by forces transferred from the
crankshaft to the crankshaft support during operation of

the engine.
EP0597263 discloses a crankcase of an engine formed
by at least one module interposed between two parts to
which the module is joined to form one unit by means of
rods which pass through holes in the module. The crank-
case formed in this way has at least two identical and
adjacent voids with any necessary transfer ports formed
by pairs of facing and complementary recesses, formed
partly in the module and partly in the end parts of the
crankcase. The module is provided at its top with rods
which in combination with those of the end parts of the
crankcase may be used to fix corresponding cylinders,
identical to those of single-cylinder engines, on the said
voids. The module may be conveniently designed for the
intermediate support of the shaft of the multiple-cylinder
engine.
[0009] There remains a need for an internal combus-
tion engine having a crankcase that is split along a plane
that is perpendicular to the crankshaft and which provides
support to a central portion of the crankshaft while limiting
the torque being applied to the crankcase as a result of
force transfer from the crankshaft.

SUMMARY

[0010] It is an object of the present technology to amel-
iorate at least some of the inconveniences present in the
prior art.
[0011] In one aspect, embodiments of the present
technology provide an internal combustion engine having
a crankcase having a first crankcase portion fastened to
a second crankcase portion. The first crankcase portion
is joined to the second crankcase portion along a first
plane. The first crankcase portion has a first wall defining
a first crankshaft support aperture. The second crank-
case portion has a second wall defining a second crank-
shaft support aperture. A crankshaft has a first end por-
tion, a second end portion and a central portion. The
crankshaft is rotatably supported inside the crankcase.
The crankshaft is rotatable about a crankshaft axis. The
crankshaft axis being normal to the first plane. The first
end portion is received in the first crankshaft support ap-
erture. The second end portion is received in the second
crankshaft support aperture. A cylinder block is fastened
to the crankcase. The cylinder block defines two cylin-
ders. Each of the two cylinders has a cylinder axis. Two
pistons are operatively connected to the crankshaft. The
two pistons are disposed in the two cylinders. A cylinder
head is fastened to the cylinder block. The cylinder block
is disposed between the cylinder head and the cylinder
block. A crankshaft support defines a third crankshaft
support aperture. The third crankshaft support aperture
is coaxial with the first crankshaft support aperture, the
second crankshaft aperture and the crankshaft axis. The
central portion of the crankshaft is received in the third
crankshaft support aperture. At least one fastener fas-
tens the crankshaft support to the cylinder block. The at
least one fastener is perpendicular to the crankshaft axis
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and is disposed in a second plane. The second plane is
one of coplanar with and parallel to the first plane.
[0012] In a further aspect, the at least one fastener
fastens the crankshaft support to the cylinder block and
the cylinder head.
[0013] In an additional aspect, the at least one fastener
is parallel to a third plane, the third plane containing the
cylinder axes and the crankshaft axis.
[0014] In a further aspect, the at least one fastener is
two fasteners disposed on both sides of a third plane,
the third plane containing the cylinder axes and the crank-
shaft axis.
[0015] In an additional aspect, the first plane is dis-
posed between the two cylinders.
[0016] In a further aspect, the second plane is disposed
between the two cylinders.
[0017] In an additional aspect, the second plane is co-
planar with the first plane.
[0018] In a further aspect, a first bearing is disposed
between the first end portion of the crankshaft and the
first crankshaft support aperture. A second bearing is dis-
posed between the second end portion of the crankshaft
and the second crankshaft support aperture. A third bear-
ing is disposed between the central portion of the crank-
shaft and the third crankshaft support aperture.
[0019] In an additional aspect, the second plane pass-
es through a center of the third bearing.
[0020] In a further aspect, at least one lubrication pas-
sage is defined in the crankshaft support.
[0021] In an additional aspect, the crankshaft support
defines at least one spray aperture fluidly communicating
with the at least one lubrication passage. The at least
one spray aperture is adapted to spray lubricant on a
least one of the two pistons.
[0022] In a further aspect, the crankshaft support has
a first part defining a portion of the third crankshaft sup-
port aperture and a second part defining another portion
of the third crankshaft support aperture. The first part is
fastened to the second part.
[0023] In an additional aspect, the at least one fastener
is at least one first fastener. At least one second fastener
fastens the first part to the second part. The at least one
second fastener is perpendicular to the crankshaft axis
and is disposed in the second plane.
[0024] In a further aspect, the first part is disposed be-
tween the second part and the cylinder block. The at least
one second fastener is inserted through the second part
and into the first part.
[0025] In an additional aspect, the at least one first fas-
tener is inserted into the first part and is not inserted into
the second part.
[0026] In a further aspect, the at least one second fas-
tener is parallel to a third plane. The third plane contains
the cylinder axes and the crankshaft axis.
[0027] In an additional aspect, the at least one first fas-
tener is parallel to the third plane.
[0028] In a further aspect, the at least one first fastener
is two first fasteners disposed on both sides of the third

plane. The at least one second fastener is two second
fasteners disposed on both sides of the third plane. The
two second fasteners are closer to the third plane than
the two first fasteners.
[0029] In an additional aspect, the at least one second
fastener is two fasteners disposed on both sides of the
third crankshaft support aperture.
[0030] In a further aspect, the first crankcase portion
defines a first counterbalance shaft support aperture in
the first wall. The second crankcase portion defines a
second counterbalance shaft support aperture in the sec-
ond wall. The crankshaft support defines a third counter-
balance shaft support aperture. A counterbalance shaft
has a first end portion, a second end portion and a central
portion. The counterbalance shaft is rotatably supported
inside the crankcase. The first end portion of the coun-
terbalance shaft is received in the first counterbalance
shaft support aperture. The second end portion of the
counterbalance shaft is received in the second counter-
balance shaft support aperture. The central portion of the
counterbalance shaft is received in the third counterbal-
ance shaft support aperture.
[0031] In an additional aspect, the counterbalance
shaft is a first counterbalance shaft. The first crankcase
portion defines a fourth counterbalance shaft support ap-
erture in the first wall. The second crankcase portion de-
fines a fifth counterbalance shaft support aperture in the
second wall. The crankshaft support defines a sixth coun-
terbalance shaft support aperture. A second counterbal-
ance shaft has a first end portion, a second end portion
and a central portion. The second counterbalance shaft
is rotatably supported inside the crankcase. The first end
portion of the second counterbalance shaft is received
in the fourth counterbalance shaft support aperture. The
second end portion of the second counterbalance shaft
is received in the fifth counterbalance shaft support ap-
erture. The central portion of the second counterbalance
shaft is received in the sixth counterbalance shaft support
aperture.
[0032] In a further aspect, the first and second coun-
terbalance shafts are disposed on opposite sides of the
third plane.
[0033] In an additional aspect, the crankshaft support
has first, second and third parts. The first part defines a
portion of the third crankshaft support aperture, a portion
of the third counterbalance shaft support aperture, and
a portion of the sixth counterbalance shaft support aper-
ture. The second part defines another portion of the third
crankshaft support aperture, and another portion of the
third counterbalance shaft support aperture. The third
part defines another portion of the sixth counterbalance
shaft support aperture. The first part is fastened to the
second part and the first part is fastened to the third part.
[0034] In a further aspect, the at least one fastener is
at least one first fastener. At least one second fastener
fastens the crankshaft support to the first crankcase por-
tion. The at least one second fastener is parallel to the
crankshaft axis.
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[0035] Embodiments of the present technology each
have at least one of the above-mentioned object and/or
aspects, but do not necessarily have all of them. It should
be understood that some aspects of the present technol-
ogy that have resulted from attempting to attain the
above-mentioned object may not satisfy this object
and/or may satisfy other objects not specifically recited
herein.
[0036] Additional and/or alternative features, aspects
and advantages of embodiments of the present technol-
ogy will become apparent from the following description,
the accompanying drawings and the appended claims.

BRIEF DESCRIPTION OF THE DRAWINGS

[0037] For a better understanding of the present tech-
nology, as well as other aspects and further features
thereof, reference is made to the following description
which is to be used in conjunction with the accompanying
drawings, where:

Figure 1 is a perspective view of an internal combus-
tion engine;

Figure 2 is a cross-sectional view of the engine of
Fig. 1 taken along a plane containing a crankshaft
axis and the cylinder axes of the engine;

Figure 3 is a cross-sectional view of the engine of
Fig. 1 taken along the line 3-3 of Fig. 2;

Figure 4 is an exploded view of some engine casing
components and of a crankshaft support of the en-
gine of Fig. 1;

Figure 5 is an exploded view of a crankcase and the
crankshaft support of the engine of Fig. 1;

Figure 6 is an exploded view of the crankshaft sup-
port of the engine of Fig. 1; and

Figure 7 is an exploded view of the crankshaft sup-
port of the engine of Fig. 1 and of associated shafts.

DETAILED DESCRIPTION

[0038] The present technology will be described with
respect to a four-stroke, in line, two-cylinder internal com-
bustion engine. However, it is contemplated that aspects
of the present technology could be applied to other types
of engines, such as, for example, a two-stroke engine.
[0039] An internal combustion engine 10 will be de-
scribed with respect to Figs. 1 to 7. The engine 10 has
two cylinders 12 disposed in line. As such, the central
axes 14 of the cylinders 12 are aligned and parallel to
each other. The engine 10 has an engine casing 16 made
of multiple parts. The engine casing 16 includes a cylinder
head cover 18, a cylinder head 20, a cylinder block 22,

a crankcase 24, a magneto cover 26 and a clutch cover
28. The cylinder head cover 18, the cylinder head 20, the
cylinder block 22, the crankcase 24, the magneto cover
26 and the clutch cover 28 are made of cast aluminum,
but it is contemplated that different materials and manu-
facturing methods could be used.. The crankcase 24 is
made of two crankcase portions 30, 32 as will be de-
scribed in greater detail below. The cylinder head cover
18 is fastened to the cylinder head 20. The cylinder head
20 is disposed between the cylinder head cover 18 and
the cylinder block 22. The cylinder block 22 is disposed
between the cylinder head 20 and the crankcases 24.
Two threaded fasteners 34 (Fig. 4) are fastened into ap-
ertures formed in the cylinder head 20, the cylinder block
22 and the crankcase portion 30, thereby fastening the
cylinder head 20, the cylinder block 22 and the crankcase
portion 30 to each other. Two threaded fasteners 36 (Fig.
4) are fastened into apertures formed in the cylinder head
20, the cylinder block 22 and the crankcase portion 32,
thereby fastening the cylinder head 20, the cylinder block
22 and the crankcase portion 32 to each other. Two
threaded fasteners 38 (Figs. 3 and 4) are fastened into
apertures formed in the cylinder head 20, the cylinder
block 22 and a crankshaft support 40, thereby fastening
the cylinder head 20, the cylinder block 22 and the crank-
shaft support 40 to each other. The crankshaft support
40 will be described in more detail below. The magneto
cover 26 is fastened to the crankcase portion 32. The
clutch cover 28 is fastened to the crankcase portion 30.
[0040] A crankshaft 42 is rotatably supported inside
the crankcase 24 as will be described in more detail be-
low. The crankshaft 42 rotates about a crankshaft axis
44. The crankshaft 42 forms two crank pins 46 (one of
which is shown in Fig. 2) that are offset from the crank-
shaft axis 44. In the present embodiment, the two crank
pins 46 are disposed at 90 degrees with respect to each
other around the crankshaft axis 44 (see Fig. 7). It is
contemplated that the two crank pins 46 could be dis-
posed at other angles with respect to each other, such
as, for example, 180 degrees. The crankshaft 42 also
forms two counterweights 48 for each crank pin 46. The
counterweights 48 are disposed on both sides of their
corresponding crankpins 46 along a direction of the
crankshaft axis 44 and are disposed on a side of the
crankshaft axis 44 opposite to their corresponding crank-
pins 46.
[0041] A magneto 50 (Fig. 2) is disposed in the space
formed between the crankcase portion 32 and the mag-
neto cover 26. The magneto 50 includes a rotor 52 and
a stator 54. The hub 56 of the rotor 52 is mounted on an
end of the crankshaft 42 that protrudes from the crank-
case portion 32 and is fastened to the crankshaft 42 by
a fastener 58. The rotor 52 has a plurality of permanent
magnets (not shown) mounted to a rim 60 thereof. The
stator 54 is connected to the magneto cover 46 and is
disposed radially between the hub 56 and the rim 60 of
the rotor 52. The stator 54 has a plurality of electric coils
(no shown). As the crankshaft 42 rotates, the rotor 52
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rotates with the crankshaft. Rotation of the rotor 52 caus-
es the permanent magnets to generate a varying mag-
netic field in the coils of the stator 54, which generates
electricity that can be used by various components of the
engine 10 or of components of a vehicle in which the
engine 10 is used.
[0042] A starter gear 62 (Fig. 2) is disposed around the
crankshaft 42, between the crankcase portion 32 and the
rotor 52. The starter gear 62 is connected to the crank-
shaft 42 via an overrunning clutch 62. The starter gear
62 is connected to a starter motor (not shown). The starter
motor turns the starter gear 62 to make the initial rotations
of the crankshaft 42 necessary to cause the initial com-
bustion events to start the engine 10.
[0043] A sprocket 64 (Fig. 2) is disposed in the space
formed between the crankcase portion 30 and the clutch
cover 28. The sprocket 64 is mounted on an end of the
crankshaft 42 that protrudes from the crankcase portion
30 and is fastened to the crankshaft 42 by a fastener 66.
A gear 68 is disposed around the crankshaft 42, between
the crankcase portion 30 and the sprocket 64. The gear
68 is fastened to the sprocket 64 for rotation therewith.
The gear 68 engages an input gear (not shown) of a
geared transmission (not shown). The transmission is
disposed inside a transmission housing 70 (Fig. 3)
formed by the crankcase 24. An output shaft 72 (Fig. 1)
of the transmission extends through the crankcase por-
tion 32. A sprocket 74 mounted on the end of the output
shaft 72 engages a chain (not shown) used to transmit
power from the engine 10 to a propelling device, such as
wheels, a drive track or a marine propeller, of a vehicle
in which the engine 10 is used. It is contemplated that
the sprocket 64 could be replaced by a gear or a pulley
engaging another gear or a belt respectively. It is also
contemplated that the transmission could be disposed
outside the engine casing 16 as a separate unit. It is also
contemplated that the crankshaft 42 could protrude from
the magneto cover 26 or the clutch cover 28 to provide
power from the engine 10 to a separate gear transmis-
sion, or other power transmission device, such as, for
example, a continuously variable transmission.
[0044] A gear 76 (Figs. 2 and 7) is mounted inside the
crankcase 24 on the crankshaft 42 for rotation therewith.
The gear 76 is disposed between a wall 78 of the crank-
case portion 30 and the leftmost counterweight 48 (with
reference to Fig. 2) of the crankshaft 42. The gear 76
engages gears 80, 82 mounted on counterbalance shafts
84, 86 respectively, shown in Fig. 7, in order to drive the
counterbalance shaft 84, 86. The counterbalance shafts
84, 86 are rotatably supported inside the crankcase 24
as will be described in more detail below. The counter-
balance shafts 84, 86 are disposed on both sides of a
plane 88 containing the cylinder axes 14 and the crank-
shaft axis 44. The counterbalance shafts 84, 86 each
form two counterweights 90 disposed at 90 degrees from
each other. It is contemplated that one or both counter-
balance shafts 84, 86 could be omitted. It is also contem-
plated that the transmission could be driven by a gear on

one of the counterbalance shafts 84, 86 instead of by the
gear 68. It is also contemplated that the crankshaft 42
could protrude from the crankcase to provide power from
the engine 10 to a separate gear transmission, or other
power transmission device, such as, for example, a con-
tinuously variable transmission.
[0045] The crankcase 24 also defines an oil tank 92
(Fig. 3). An oil cooler 94 (Figs. 1 and 3) is mounted to
the crankcase portion 30. An oil pump (not shown) dis-
posed in the oil tank 92 pumps oil present in the oil tank
92 to the oil cooler 94 to cool the oil. From the oil cooler
94, the oil pump distributes the oil to various components
of the engine 10 via passages formed in the crankcase
body 16 and some engine components, some of which
will be described below. The oil pump is mechanically
driven by the crankshaft 42 via intermediate gears (not
shown). It is contemplated that the oil pump could be
mechanically driven by another shaft of the engine 10
such as, for example, one of the counterbalance shafts
84, 86, or a shaft of the transmission. It is also contem-
plated that the oil pump could be an electrical oil pump.
[0046] The cylinder block 22 forms the two cylinders
12 therein. Cylinder liners 96 (Fig. 2) are disposed inside
the cylinders 12. Pistons 98 are disposed inside the liners
96 to reciprocate inside the cylinders 12 along their re-
spective cylinder axes 14. Each piston 98 is connected
to a corresponding crank pin 46 of the crankshaft 42 by
a connecting rod 100. Each connecting rod 100 connects
to its corresponding piston 98 via a piston pin (not shown).
As the pistons 98 reciprocate inside the cylinders 12, the
connecting rods 100 cause the crankshaft 42 to rotate.
Each piston 98 with its corresponding cylinder liner 96
and the cylinder head 20 defines therebetween a variable
volume combustion chamber 102.
[0047] The cylinder head 20 defines two air intake ports
104 (Fig. 3) and two exhaust ports 106 (best seen in Fig.
1) (one per cylinder 12). The air intake ports 104 fluidly
communicate the combustion chambers 102 with an air
intake system (not shown) of the engine 10. Four air in-
take valves (not shown, two per combustion chamber
102) mounted in the cylinder head 20 open and close the
air intake ports 104. It is contemplated that only one or
more than two air intake valves could be provided for
each combustion chamber 102. The position of the air
intake valves is determined by four intake cams 108
mounted on an intake camshaft 110. The intake camshaft
110 is rotationally supported between the cylinder head
20 and the cylinder head cover 18. The exhaust ports
106 fluidly communicate the combustion chambers 102
with an exhaust system (not shown) of the engine 10.
Four exhaust valves (not shown, two per combustion
chamber 102) mounted in the cylinder head 20 open and
close the exhaust ports 106. It is contemplated that only
one or more than two exhaust valves could be provided
for each combustion chamber 102. The position of the
exhaust valves is determined by four exhaust cams 112
mounted on an exhaust camshaft 114. The exhaust cam-
shaft 114 is rotationally supported between the cylinder
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head 20 and the cylinder head cover 18. As can be seen
in Fig. 3, the intake and exhaust camshafts 110, 114 are
disposed on opposite sides of the plane 88. Sprockets
(not shown) are connected to ends of the intake camshaft
110 and the exhaust camshaft 114 (i.e. the left ends with
respect to Fig. 2). The sprockets engage a chain 116.
The chain 116 is disposed inside a chain case 118 and
is engaged by the sprocket 64 connected to the crank-
shaft 42. The chain case 118 is defined by the cylinder
head cover 18, the cylinder head 20, the cylinder block
22, the crankcase 24 and the clutch cover 28. A chain
tensioner (not shown) applies a force to the chain 116 to
tension the chain 116. As the crankshaft 42 rotates, the
chain 116 drives the intake camshaft 110 and the exhaust
camshaft 114. It is contemplated that only one of the cam-
shafts 110, 114 could be driven by the chain 116 and that
the other one of the camshafts 110, 114 could be driven
by the one of the camshafts 110, 114 via gears mounted
on both camshafts 110, 114. It is also contemplated that
the intake cams 108 and the exhaust cams 112 could be
mounted on a single camshaft.
[0048] A stick coil 120 (Fig. 2) is provided for each com-
bustion chamber 102. Each stick coil 120 is connected
to a spark plug (not shown). Each spark plug extends
through the cylinder block 20 into its corresponding com-
bustion chamber 102. The stick coils 120 and spark plugs
are located between the camshafts 110, 114. The stick
coils 120 are connected to the electrical system of the
engine 10 via connectors 122 provided on the ends of
the stick coils 120.
[0049] Turning now to Figs. 2 to 5, the crankcase 24
will be described in more detail. As previously mentioned,
the crankcase 24 is made of two crankcase portions 30,
32. The two crankcase portions 30, 32 are joined to each
other along a plane 150 (Fig. 2). The plane 150 is per-
pendicular to the crankshaft axis 44 and to the plane 88.
In other words, the crankshaft axis 44 is normal to the
plane 150. The plane 150 is located between the two
cylinders 12. A plane 151 is also perpendicular to the
crankshaft axis 44 and to the plane 88 and passes
through the center of a central bearing 234 (described
below) of the crankshaft 42 and the crankshaft support
40. In the present embodiment, the planes 150, 151 are
coplanar, however it is contemplated that the plane 151
could be offset from and parallel to the plane 150 de-
pending on a position of the central bearing 234 relative
to the plane 150. It is contemplated that some portions
of the crankcase portions 30, 32 could be joined along
planes that are offset from and/or skewed relative to the
plane 150.
[0050] The crankcase portion 30 has a plurality of
threaded apertures 152 defined along the edge where it
is joined to the crankcase portion 32. The crankcase por-
tion 32 has a plurality of apertures 154 extending there-
through and in alignment with the apertures 152 of the
crankcase portions 30. Threaded fasteners 156 are in-
serted through the apertures 154 and into the apertures
152 to fasten the crankcase portion 30 to the crankcase

portion 32 along the plane 150. Note that for clarity only
some of the apertures 152, 154 and fasteners 156 have
been labelled in the figures.
[0051] The crankcase portion 30 defines a U-shaped
recess 158 to receive a lower portion of a corresponding
one of the cylinders 12 (i.e. the left cylinder 12 with re-
spect to Fig. 2). L-shaped notches 160 are formed be-
tween the edge of the crankcase portion 30 and the U-
shaped recess 158. The L-shaped notches 160 receive
a portion of an upper portion of the crankshaft support 40.
[0052] The crankcase portion 30 defines a crankshaft
support aperture 162 (Fig. 2), a counterbalance shaft
support aperture (not shown) and another counterbal-
ance shaft support aperture 164 (Fig. 5) in the wall 78
thereof. As can be seen in Fig. 2 for the crankshaft sup-
port aperture 162, the portions of the wall 78 around the
apertures 162, 164 are thicker than the other portions of
the wall 78.
[0053] The crankcase portion 30 has three posts 166
(only two of which are shown) extending from the wall 78
toward the plane 150. Each of the posts 166 has a thread-
ed aperture 168 and a pin receiving aperture 170. The
crankcase also has a threaded aperture 172. The thread-
ed apertures 168 and 172 are used to fasten the crank-
shaft support 40 to the crankcase portion 40 as will be
described below. The pin receiving apertures 170 assist
in the alignment of the two crankcase portions 30, 32 and
of the crankshaft support 40 during assembly as will be
described below. A lubrication aperture 174 is also de-
fined in the crankcase portion 30 to supply lubricant to
the crankshaft support 40 as will be described below.
[0054] The crankcase portion 32 defines a U-shaped
recess 176 to receive a lower portion of a corresponding
one of the cylinders 12 (i.e. the right cylinder 12 with
respect to Fig. 2). L-shaped notches 178 are formed be-
tween the edge of the crankcase portion 32 and the U-
shaped recess 176. The L-shaped notches 178 receive
a portion of an upper portion of the crankshaft support 40.
[0055] As can be seen in Fig. 5, the crankcase portion
32 defines a crankshaft support aperture 180, a counter-
balance shaft support aperture 182 and a counterbalance
shaft support aperture 184 in a wall 186 thereof. The
crankshaft support aperture 180 is coaxial with the crank-
shaft support aperture 162 of the crankcase portion 30.
The counterbalance shaft support aperture 184 is coaxial
with the counterbalance shaft support aperture 164 of
the crankcase portion 30. The counterbalance shaft sup-
port aperture 182 is coaxial with the other counterbalance
shaft support aperture of the crankcase portion 30. The
portions of the wall 186 around the apertures 180, 182,
184 are thicker than the other portions of the wall 186.
[0056] The crankcase portion 32 has three posts (not
shown) extending from the wall 186 toward the plane
150. Each of the posts has a pin receiving aperture (not
shown) similar to and coaxial with a corresponding pin
receiving aperture 170 of the posts 166 of the crankcase
portion 30. The pin receiving apertures assist in the align-
ment of the two crankcase portions 30, 32 and of the
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crankshaft support 40 during assembly as will be de-
scribed below. A lubrication aperture (not shown) similar
to and coaxial with the lubrication aperture 174 is also
defined in the crankcase portion 32 to supply lubricant
to the crankshaft support 40 as will be described below.
[0057] Turning now to Figs. 3 and 5 to 7, the crankshaft
support 40 will be described in more detail. As can be
seen in Fig. 5, the crankshaft support 40 defines a crank-
shaft support aperture 188, a counterbalance shaft sup-
port aperture 190 and a counterbalance shaft aperture
192. The crankshaft support aperture 188 is coaxial with
the crankshaft support aperture 162 of the crankcase por-
tion 30 and the crankshaft support aperture 180 of the
crankcase portion 32. The counterbalance shaft support
aperture 192 is coaxial with the counterbalance shaft
support aperture 164 of the crankcase portion 30 and the
counterbalance shaft aperture 184 of the crankcase por-
tion 32. The counterbalance shaft support aperture 190
is coaxial with the other counterbalance shaft support
aperture of the crankcase portion 30 and the counterbal-
ance shaft support aperture 182 of the crankcase portion
32.
[0058] As best seen in Fig. 6, the crankshaft support
40 is made of three parts 194, 196, and 198. The part
194 defines half of each of the apertures 188 and 190.
The part 196 defines half of the aperture 192. The part
198 defines the other half of each of the aperture 188,
190, 192. The parts 194 and 198 are joined along a plane
containing the crankshaft axis 44 and perpendicular to
the plane 88 (see Fig. 3). The parts 196, 198 are joined
about a plane parallel to the plane 88 (see Fig. 3). It is
contemplated that the plane along which parts 196, 198
are joined could be angled relative to the plane 88. It is
contemplated that the crankshaft support 40 could be
made of two or more than three parts.
[0059] The part 198 defines two apertures 200 extend-
ing therethrough on both sides of the aperture 188 and
two apertures 202 disposed laterally outward of the ap-
ertures 200. The part 198 also defines an aperture 204
therethrough between the aperture 190 and the side of
the part 198. As can be seen in Fig. 3, the part 194 defines
two threaded apertures 206 in alignment with the aper-
tures 200, two apertures 208 in alignment with the aper-
tures 202 and a threaded aperture 210 in alignment with
the aperture 204. The apertures 200, 202, 204, 206, 208
and 210 are perpendicular to the crankshaft axis 44 and
parallel to the plane 88. It is contemplated that the aper-
tures 200, 202, 204, 206, 208 and 210 could not be par-
allel to the plane 88. To fasten the part 194 to the part
198, pins 212 are inserted in the apertures 202 or 208
and the parts 194, 198 are brought together such that
the pins 212 are in the apertures 202 and 208, thus align-
ing the parts 194, 198 with each other. Two threaded
fasteners 214 are then inserted through the apertures
200 and fastened into the apertures 206. A threaded fas-
tener 216 is then inserted through the aperture 204 and
fastened into the aperture 210. It is contemplated that
the pins 212 and/or the fastener 216 and their corre-

sponding apertures could be omitted. It is also contem-
plated that the fastener 216 could be fastened before the
fasteners 214.
[0060] The part 196 defines two apertures 218 extend-
ing therethrough on both sides of the aperture 192 and
two apertures 220 disposed diagonally relative to the ap-
ertures 218. As can be seen in Fig. 3, the part 198 defines
two threaded apertures 222 in alignment with the aper-
tures 218. The part 198 also defines two apertures (not
shown) in alignment with the apertures 220. The aper-
tures 218, 220 and 222 and the apertures in the part 198
in alignment with the apertures 220 are normal to the
plane 88. To fasten the part 196 to the part 198, pins (not
shown) are inserted in the apertures 220 or the corre-
sponding apertures in the part 198 and the parts 196,
198 are brought together such that the pins are in the
apertures 202 and the corresponding apertures in the
part 198, thus aligning the parts 196, 198 with each other.
Two threaded fasteners 224 are then inserted through
the apertures 218 and fastened into the apertures 222.
It is contemplated that the pins 212 and their correspond-
ing apertures could be omitted.
[0061] As can be seen in Fig. 6, the part 194 defines
two apertures 226 and two pin receiving apertures 228.
The part 198 defines an aperture 226, a pin receiving
aperture 228 and an aperture 229. The apertures 226,
228 and 229 are parallel to the crankshaft axis 44. The
apertures 226 are coaxial with the threaded apertures
168 of the posts 166 of the crankcase portion 30. The
aperture 229 is coaxial with the threaded aperture 172
of the crankcase portion 30. The pin receiving apertures
228 are coaxial with the pin receiving apertures 170 of
the posts 166 of the crankcase portions 30 and 32. The
apertures 226, 229 are used to fasten the crankshaft sup-
port 40 to the crankcase portion 30 as will be described
below. The pin receiving apertures 228 are used to align
the crankshaft support 40 with the crankcase portions 30
and 32.
[0062] The part 194 also has two posts 230 disposed
on both sides of the plane 88. The posts 230 each define
a threaded aperture 231. The threaded apertures 231
are parallel to the plane 88 and perpendicular to the
crankshaft axis 44. As will be described below, the ap-
ertures 231 are used to fasten the crankshaft support 40
to the cylinder block 22 and the cylinder head 20. When
the engine casing 16 is assembled, a portion of the cyl-
inder block 22 is received between the posts 230 as can
be seen in Fig. 3. As can also be seen in Fig. 3, the
apertures 202, 206 are closer to the plane 88 than the
apertures 231.
[0063] Turning now to Fig. 7, additional details regard-
ing the crankshaft 42 and the counterbalance shafts 84,
86 will be provided.
[0064] A two-piece plain bearing 232 is provided over
one end portion of the crankshaft 42. A two-piece plain
bearing is similar to a bushing made of two halves called
shells. Another two-piece plain bearing 234 is provided
over a central portion of the crankshaft 42. Another two-
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piece plain bearing 236 is provided over the other end
portion of the crankshaft 42. The bearings 232, 234, 236
are made of brass, but other materials are contemplated.
It is also contemplated that the plain bearings 232, 234,
236 could be replaced by other types of bearings, such
as roller bearings. It is also contemplated that the plain
bearings 232, 234, 236 could be omitted such that the
surfaces of the crankshaft 42 in contact with the apertures
in which the crankshaft 42 is received (i.e. journals) to-
gether with these apertures form journal bearings.
[0065] The counterbalance shaft 84 forms a journal
238 at one end portion thereof, another journal 240 at a
center thereof and another journal at the other end portion
thereof (not shown, located behind the gear 80 in Fig. 7).
These journals together with the apertures in which they
are located, as described below, form journal bearings.
It is contemplated that two-piece plain bearings or other
types of bearings could be provided between the coun-
terbalance shaft 84 and the apertures in which it is rota-
tionally supported.
[0066] Similarly, the counterbalance shaft 86 forms a
journal 242 at one end portion thereof, another journal
244 at a center thereof and another journal at the other
end portion thereof (not shown, located behind the gear
82 in Fig. 7). These journals together with the apertures
in which they are located, as described below, form jour-
nal bearings. It is contemplated that two-piece plain bear-
ings or other types of bearings could be provided between
the counterbalance shaft 86 and the apertures in which
it is rotationally supported.
[0067] Turning now to Figs. 2 to 5 and 7, the assembly
of the crankshaft 42, counterbalance shafts 84, 86, and
the crankshaft support 40 in the crankcase 24 and the
assembly of the engine casing 16 will be described.
[0068] First, the crankshaft 42 and counterbalance
shafts 84, 86 are connected to the crankshaft support
40. To do so, the bearing 234 of the crankshaft 42 and
the journal 240 of the counterbalance shaft 84 are dis-
posed in the halves of the apertures 188, 190 respectively
provided by the part 198 of the crankshaft support 40.
The part 194 of the crankshaft support 40 is then fastened
to the part 198 as described above such that the bearing
234 and journal 240 are rotationally supported in the ap-
ertures 188, 190 respectively. The journal 244 of the
counterbalance shaft 86 is disposed in the half of the
aperture 192 provided by the part 198 of the crankshaft
support 40. The part 196 of the crankshaft support 40 is
then fastened to the part 198 as described above such
that the journal 244 is rotationally supported in the aper-
ture 192. It is contemplated that the counterbalance shaft
86 could be connected to the crankshaft support 40 be-
fore the crankshaft 42 and counterbalance shaft 84.
[0069] Three pins 246 are then inserted in the three
pin receiving apertures 228 of the crankshaft support 40
such that they extend from both sides of the crankshaft
support 40. It is contemplated that more or less than three
pins 246, with a corresponding number of apertures 228
could be provided.

[0070] The assembly of the crankshaft 42, counterbal-
ance shafts 84, 86 and crankshaft support 40 is then
mounted to the crankcase portion 30. The assembly is
inserted into the crankcase portion 30 such that the bear-
ing 236 of the crankshaft 42 is received in crankshaft
support aperture 162, the end journal of the counterbal-
ance shaft 86 is received in the counterbalance shaft
support aperture 164, and the end journal of the coun-
terbalance shaft 84 is received in the other counterbal-
ance shaft support aperture of the crankcase portion 30.
As would be understood, the sprocket 64 and gear 68
are not mounted to the crankshaft 42 when this step is
performed. The crankshaft support 40 is then positioned
such that the pins 246 are received in the apertures 170
defined in the crankcase portion 30 and the posts 230 of
the crankcase support 40 are received in the L-shaped
notches 160 of the crankcase portion 30. It is contem-
plated that the pins 246 could first be inserted in the ap-
ertures 170 and the crankshaft support 40 would then be
positioned such that the pins 246 are received in the ap-
ertures 228.
[0071] Fasteners 248 are then inserted through the ap-
ertures 226 of the crankshaft support 40 and fastened
into the threaded apertures 168 of the crankcase portion
30. A fastener 250 is also inserted through the aperture
229 of the crankshaft support 40 and fastened into the
threaded aperture 172 of the crankcase portion 30. The
fasteners 248, 250 are parallel to the crankshaft axis 44
and normal to the plane 151. It is contemplated that more
or less fasteners 248, 250, with a corresponding number
of apertures 226, 168, 229, 172, could be provided. It is
also contemplated that the fasteners 248, 250 could be
used to fasten the crankshaft support 40 to apertures
provided in the crankcase portion 32.
[0072] The crankcase portion 32 is then inserted over
the crankshaft 42 and counterbalance shafts 84, 86 such
that the bearing 232 of the crankshaft 42 is received in
the crankshaft support aperture 180, the journal 238 of
the counterbalance shaft 84 is received in the counter-
balance shaft support aperture 182, and the journal 242
of the counterbalance shaft 86 is received in the coun-
terbalance shaft support aperture 184. The pins 246 are
also received in the pin receiving apertures of the crank-
case portion 32. The posts 230 are also received in the
L-shaped notches 178 of the crankcase portion 32. The
top of the posts 230 is level with the adjacent portions of
the crankcase portions 30, 32. The fasteners 156 are
then inserted through the apertures 154 of the crankcase
portion 32 and fastened into the threaded apertures 152
of the crankcase portion 30, thereby fastening the two
crankcase portions 30, 32 together along the plane 150
to form the crankcase 24.
[0073] In order to ensure that the crankcase portions
30, 32 and the crankshaft support fit together properly,
following the manufacturing of the crankcase portions
30, 32 and the crankshaft support 40, the crankcase por-
tions 30, 32 and the crankshaft support 40 are assembled
together as described above, but without the crankshaft
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42 and the counterbalance shafts 84, 86. Once assem-
bled, the top of the crankcase portions 30, 33 and of the
posts 230 of the crankshaft support are machined such
that they are leveled each other. The crankshaft support
aperture 188, the crankshaft support aperture 162 of the
crankcase portion 30 and the crankshaft support aperture
180 of the crankcase portion 32 are machined to ensure
they are aligned and coaxial. The counterbalance shaft
support aperture 192, the counterbalance shaft support
aperture 164 of the crankcase portion 30 and the coun-
terbalance shaft aperture 184 of the crankcase portion
32 are machined to ensure they are aligned and coaxial.
Similarly, the counterbalance shaft support aperture 190,
the other counterbalance shaft support aperture of the
crankcase portion 30 and the counterbalance shaft sup-
port aperture 182 of the crankcase portion 32 are ma-
chined to ensure they are aligned and coaxial.
[0074] Once the crankcase portions 30, 32, the crank-
shaft support 40, the crankshaft 42 and the counterbal-
ance shafts 84, 86 are assembled as described above,
the cylinder block 22 is then positioned over the crank-
case 24 such that the lower portion of the cylinders 12 is
received in the U-shaped portions 158, 176 of the crank-
case portions 30, 32 and between the posts 230 of the
crankcase support 40. The cylinder head 20 is then dis-
posed over the cylinder block 22. The threaded fasteners
34 are inserted through apertures 252 (Fig. 4) in the cyl-
inder head 20, apertures 254 (Fig. 4, only one shown) in
the cylinder block 22, and threaded into threaded aper-
tures 256 (Fig. 5) of the crankcase portion 30. The thread-
ed fasteners 36 are inserted through apertures 258 (Fig.
4) in the cylinder head 20, apertures 260 (Fig. 4) in the
cylinder block 22, and threaded into threaded apertures
262 (Fig. 5) of the crankcase portion 32. As best seen in
Fig. 3, the threaded fasteners 38 are inserted through
apertures 264 in the cylinder head 20, apertures 266 in
the cylinder block 22, and threaded into the threaded
apertures 231 of the crankshaft support 40. It is contem-
plated that the order in which the fasteners 34, 36, 38
are fastened could be different from the order described
above. The fasteners 34 and 36 are parallel to the planes
88, 150 and the cylinder axes 14 and perpendicular to
the crankshaft axis 42. The fasteners 38 are parallel to
the plane 88 and the cylinder axes 14, are disposed in
the plane 151 and are perpendicular to the crankshaft
axis 42. The fasteners 214 are also parallel to the plane
88 and the cylinder axes 14, are disposed in the plane
151 and are perpendicular to the crankshaft axis 42. It is
contemplated that more fasteners could be used to fasten
the cylinder head 20, cylinder block 22 and crankcase
24 (including the crankshaft support 40) together. It is
contemplated that a first set of fastener could be used to
connect the cylinder block 22 to the crankcase 24 and
the crankshaft support 40 and that a second set of fas-
teners could be used to fasten the cylinder head 20 to
the cylinder block 22. The cylinder head cover 18 is then
fastened to the cylinder head 22. It is contemplated that
the fasteners 34, 36, 38, 214 (and their associated ap-

ertures) could not be parallel to the plane 88. For exam-
ple, the fasteners 34, 36, 38, 214 could be perpendicular
to the crankshaft axis 44 and be disposed at an angle
between 0 and 45 degrees to the plane 88.
[0075] As would be understood, many components of
the engine 10, such as the pistons 98 and the camshafts
110, 114 for example, have to be assembled in the engine
casing 16 before the engine casing 16 is fully assembled
as described above. As such, these assembly steps have
been omitted for simplicity.
[0076] Due to their orientations, the fastener 38 and
214 reduce the amount of torque transferred to the crank-
case 24 by forces transferred from the crankshaft 42 to
the crankshaft support 40 during operation of the engine.
[0077] Turning back to Figs. 2 and 6, a portion of the
lubrication system of the engine 10 will be described.
Lubricant is supplied to a lubricant inlet 268 defined in
the part 198 of the crankshaft support 40 by the oil pump
via the lubrication aperture 174 defined in the crankcase
portion 30 and the corresponding lubricant aperture de-
fined in the crankcase portion 32. Lubricant then flows
up a passage 270 defined in the part 198 and enters a
passage 272 defined between the parts 194 and 198. A
portion of the lubricant flows in the passage 272 toward
the aperture 190 to lubricate the journal bearing formed
by the journal 240 of the counterbalance shaft 84 and
the aperture 190. Another portion of the lubricant flows
in the passage 272 toward the aperture 188 to lubricate
the bearing 234 of the crankshaft 42. From there, some
of the lubricant flows in a passage 274 defined between
the parts 194 and 198, goes down the aperture 200
around the fastener 214, enters a passage 276 and flows
toward the aperture 192 to lubricate the journal bearing
formed by the journal 244 of the counterbalance shaft 86
and the aperture 192. A portion of the lubricant lubricating
the bearing 234 of the crankshaft 42 flows into a passage
278 defined through the crankshaft 42 and the bearing
234. From the passage 278, some lubricant flows in pas-
sages (not shown) formed in the crankshaft 42 to lubri-
cate one or more of the crank pins 46. From the passage
278 in the crankshaft 42, some lubricant also flows up a
passage 280 defined in the part 194 of the crankshaft
support 40. The passage 280 connects to a passage 282
(Fig. 3) formed in two projections 284 (only one of which
is shown in Fig. 6) defined by the part 194 of the crank-
shaft support 40. The projections 284 extend on both
sides of the crankshaft support 40. Each projection 284
has a small spray aperture 286 on a top thereof that com-
municates with the lubricant passage 282. Lubricant from
the passage 282 is sprayed up into both cylinders 12 via
the spray apertures 286. The sprayed lubricant cools the
pistons 98 and lubricates the piston pins (not shown) con-
necting the pistons 98 to the connecting rods 100. It is
contemplated that the spray apertures 286 could be re-
placed by nozzles mounted to the projections 284 and
communicating with the lubricant passage 282.
[0078] Modifications and improvements to the above-
described embodiments of the present technology may

15 16 



EP 2 893 178 B1

10

5

10

15

20

25

30

35

40

45

50

55

become apparent to those skilled in the art. The foregoing
description is intended to be exemplary rather than lim-
iting. The scope of the present technology is therefore
intended to be limited solely by the scope of the appended
claims.

Claims

1. An internal combustion engine (10) comprising:

a crankcase (24) having a first crankcase portion
(30) fastened to a second crankcase portion
(32), the first crankcase portion (30) being joined
to the second crankcase portion (32) along a
first plane (150),
the first crankcase portion (30) having a first wall
(78) defining a first crankshaft support aperture
(162),
the second crankcase portion (32) having a sec-
ond wall (186) defining a second crankshaft sup-
port aperture (180);
a crankshaft (42) having a first end portion, a
second end portion and a central portion, the
crankshaft (42) being rotatably supported inside
the crankcase (24),
the crankshaft (42) being rotatable about a
crankshaft axis (44), the crankshaft axis (44) be-
ing normal to the first plane (150),
the first end portion being received in the first
crankshaft support aperture (162), the second
end portion being received in the second crank-
shaft support aperture (180);
a cylinder block (22) fastened to the crankcase
(24), the cylinder block (22) defining two cylin-
ders (12), each of the two cylinders (12) having
a cylinder axis (14);
two pistons (98) operatively connected to the
crankshaft (42), the two pistons (98) being dis-
posed in the two cylinders (12);
a cylinder head (20) fastened to the cylinder
block (22), the cylinder block (22) being dis-
posed between the cylinder head (20) and the
crankcase (24);
a crankshaft support (40) defining a third crank-
shaft support aperture (188),
the third crankshaft support aperture (188) being
coaxial with the first crankshaft support aperture
(162), the second crankshaft aperture (180) and
the crankshaft axis (44),
the central portion of the crankshaft (42) being
received in the third crankshaft support aperture
(162); and
at least one fastener (38) fastening the crank-
shaft support (40) to the cylinder block (22), the
at least one fastener (38) being perpendicular
to the crankshaft axis (44) and being disposed
in a second plane (151), the second plane (151)

being one of coplanar with and parallel to the
first plane (150).

2. The engine (10) of claim 1, wherein the at least one
fastener (38) fastens the crankshaft support (40) to
the cylinder block (22) and the cylinder head (20).

3. The engine (10) of claim 1, wherein the at least one
fastener (38) is parallel to a third plane (88), the third
plane (88) containing the cylinder axes (14) and the
crankshaft axis (44).

4. The engine (10) of claim 1, wherein the at least one
fastener (38) is two fasteners (38) disposed on both
sides of a third plane (88), the third plane (88) con-
taining the cylinder axes (14) and the crankshaft axis
(44).

5. The engine (10) of claim 1, wherein the first plane
(150) is disposed between the two cylinders (12).

6. The engine (10) of claim 1, wherein the second plane
(151) is disposed between the two cylinders (12).

7. The engine (10) of claim 1, further comprising at least
one lubrication passage (270, 272, 274, 276, 280,
282) defined in the crankshaft support (40).

8. The engine (10) of claim 7, wherein the crankshaft
support (40) defines at least one spray aperture
(286) fluidly communicating with the at least one lu-
brication passage (282), the at least one spray ap-
erture (286) being adapted to spray lubricant on a
least one of the two pistons (98).

9. The engine (10) of claim 1, wherein the crankshaft
support (40) has a first part (194) defining a portion
of the third crankshaft support aperture (188) and a
second part (198) defining another portion of the third
crankshaft support aperture (188); and
wherein the first part (194) is fastened to the second
part (198).

10. The engine (10) of claim 9, wherein the at least one
fastener (38) is at least one first fastener (38); and
the engine (10) further comprising at least one sec-
ond fastener (214, 216) fastening the first part (194)
to the second part (198), the at least one second
fastener(214, 216) being perpendicular to the crank-
shaft axis (44) and being disposed in the second
plane (151).

11. The engine (10) of claim 10, wherein the first part
(194) is disposed between the second part (198) and
the cylinder block (22); and
wherein the at least one second fastener (214, 216)
is inserted through the second part (198) and into
the first part (194).
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12. The engine (10) of claim 10, wherein the at least one
second fastener (214, 216) is parallel to a third plane
(88), the third plane (88) containing the cylinder axes
(14) and the crankshaft axis (44);
wherein the at least one first fastener (38) is parallel
to the third plane (88);
wherein the at least one first fastener (38) is two first
fasteners (38) disposed on both sides of the third
plane (88);
wherein the at least one second fastener (214, 216)
is two second fasteners (214) disposed on both sides
of the third plane (88); and
wherein the two second fasteners (214) are closer
to the third plane (88) than the two first fasteners (38).

13. The engine (10) of claim 1, wherein:

the first crankcase portion (30) defines a first
counterbalance shaft support aperture in the
first wall (78),
the second crankcase portion (32) defines a sec-
ond counterbalance shaft support aperture
(182) in the second wall (186),
the crankshaft support (40) defines a third coun-
terbalance shaft support aperture (190),
the engine (10) further comprising:

a counterbalance shaft (84) having a first
end portion, a second end portion and a
central portion, the counterbalance shaft
(84) being rotatably supported inside the
crankcase (24),
the first end portion of the counterbalance
shaft (84) being received in the first coun-
terbalance shaft support aperture, the sec-
ond end portion of the counterbalance shaft
(84) being received in the second counter-
balance shaft support aperture (182), and
the central portion of the counterbalance
shaft (84) being received in the third coun-
terbalance shaft support aperture (190).

14. The engine (10) of claim 13, wherein:

the counterbalance shaft (84) is a first counter-
balance shaft (84),
the first crankcase portion (30) defines a fourth
counterbalance shaft support aperture (164) in
the first wall (78),
the second crankcase portion (32) defines a fifth
counterbalance shaft support aperture (184) in
the second wall (186),
the crankshaft support(40) defines a sixth coun-
terbalance shaft support aperture (192),
the engine (10) further comprising:

a second counterbalance shaft (86) having
a first end portion, a second end portion and

a central portion, the second counterbal-
ance shaft (86) being rotatably supported
inside the crankcase (24),
the first end portion of the second counter-
balance shaft (86) being received in the
fourth counterbalance shaft support aper-
ture (164), the second end portion of the
second counterbalance shaft (86) being re-
ceived in the fifth counterbalance shaft sup-
port aperture (184), and the central portion
of the second counterbalance shaft (86) be-
ing received in the sixth counterbalance
shaft support aperture (192).

15. The engine (10) of claim 14, wherein the first and
second counterbalance shafts (84, 86) are disposed
on opposite sides of the third plane (88).

Patentansprüche

1. Verbrennungsmotor (10), umfassend:

ein Kurbelgehäuse (24) mit einem ersten Kur-
belgehäuseabschnitt (30), der an einem zweiten
Kurbelgehäuseabschnitt (32) befestigt ist, wo-
bei der erste Kurbelgehäuseabschnitt (30) mit
dem zweiten Kurbelgehäuseabschnitt (32) auf
einer ersten Ebene (150) verbunden ist,
wobei der erste Kurbelgehäuseabschnitt (30) ei-
ne erste Wand (78) hat, die eine erste Kurbel-
wellenlageröffnung (162) aufweist,
wobei der zweite Kurbelgehäuseabschnitt (32)
eine zweite Wand (186) hat, die eine zweite Kur-
belwellenlageröffnung (180) aufweist,
eine Kurbelwelle (42) mit einem ersten En-
dabschnitt, einem zweiten Endabschnitt und ei-
nem mittleren Abschnitt, wobei die Kurbelwelle
(42) innerhalb des Kurbelgehäuses (24) drehbar
gelagert ist,
wobei die Kurbelwelle (42) um eine Kurbelwel-
lenachse (44) drehbar ist, wobei die Kurbelwel-
lenachse (44) senkrecht zur ersten Ebene (150)
ist,
wobei der erste Endabschnitt von der ersten
Kurbelwellenlageröffnung (162) aufgenommen
wird, der zweite Endabschnitt von der zweiten
Kurbelwellenlageröffnung (180) aufgenommen
wird;
einen Zylinderblock (22), der an der Kurbelwelle
(24) befestigt ist, wobei der Zylinderblock (22)
zwei Zylinder (12) aufweist, wobei jeder der zwei
Zylinder (12) eine Zylinderachse (14) aufweist;
zwei Kolben (98), die mit der Kurbelwelle (42)
antriebsverbunden sind, wobei sich die zwei
Kolben (98) in den zwei Zylindern (12) befinden;
einen Zylinderkopf (20), der am Zylinderblock
(22) befestigt ist, wobei sich der Zylinderblock
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(22) zwischen dem Zylinderkopf (20) und der
Kurbelwelle (24) befindet;
ein Kurbelwellenlager (40), das eine dritte Kur-
belwellenlageröffnung (188) aufweist,
wobei sich die dritte Kurbelwellenlageröffnung
(188) koaxial zur ersten Kurbelwellenlageröff-
nung (162), der zweiten Kurbelwellenöffnung
(180) und der Kurbelwellenachse (44) befindet,
wobei der mittlere Teil der Kurbelwelle (42) von
der dritten Kurbelwellenlageröffnung (162) auf-
genommen wird; und
wenigstens ein Befestigungselement (38), wel-
ches das Kurbelwellenlager (40) am Zylinder-
block (22) befestigt, wobei das wenigstens eine
Befestigungselement (38) senkrecht zur Kurbel-
wellenachse (44) ist und sich auf einer zweiten
Ebene (151) befindet, wobei die zweite Ebene
(151) eine koplanar mit und parallel zu der ers-
ten Ebene (150) verlaufende Ebene ist.

2. Motor (10) nach Anspruch 1, wobei das wenigstens
eine Befestigungselement (38) das Kurbelwellenla-
ger (40) am Zylinderblock (22) und Zylinderkopf (20)
befestigt.

3. Motor (10) nach Anspruch 1, wobei das wenigstens
eine Befestigungselement (38) parallel zu einer drit-
ten Ebene (88) verläuft, wobei die dritte Ebene (88)
die Zylinderachsen (14) und die Kurbelwellenachse
(44) beinhaltet.

4. Motor (10) nach Anspruch 1, wobei das wenigstens
eine Befestigungselement (38) aus zwei zwischen
beiden Seiten einer dritten Ebene (88) befindlichen
Befestigungselementen (38) besteht, wobei die drit-
te Ebene (88) die Zylinderachsen (14) und die Kur-
belwellenachse (44) beinhaltet.

5. Motor (10) nach Anspruch 1, wobei sich die erste
Ebene (150) zwischen den zwei Zylindern (12) be-
findet.

6. Motor (10) nach Anspruch 1, wobei sich die zweite
Ebene (151) zwischen den zwei Zylindern (12) be-
findet.

7. Motor (10) nach Anspruch 1, weiterhin umfassend
wenigstens einen Schmierkanal (270, 272, 274, 276,
280, 282), den das Kurbelwellenlager (40) aufweist.

8. Motor (10) nach Anspruch 7, wobei das Kurbelwel-
lenlager (40) wenigstens eine Sprühöffnung (286)
aufweist, die mit dem wenigstens einen Schmierka-
nal (282) in flüssiger Verbindung steht, wobei die
wenigstens eine Sprühöffnung (286) dafür ausgelegt
ist, Schmiermittel auf wenigstens einen der zwei Kol-
ben (98) aufzusprühen.

9. Motor (10) nach Anspruch 1, wobei das Kurbelwel-
lenlager (40) einen ersten Teil (194) hat, der einen
Abschnitt der dritten Kurbelwellenlageröffnung (188)
aufweist und einen zweiten Teil (198), der einen an-
deren Abschnitt der dritten Kurbelwellenlageröff-
nung (188) aufweist; und
wobei der erste Teil (194) an dem zweiten Teil (198)
befestigt ist.

10. Motor (10) nach Anspruch 9, wobei das wenigstens
eine Befestigungselement (38) wenigstens ein ers-
tes Befestigungselement ist; und
wobei der Motor (10) weiterhin wenigstens ein zwei-
tes Befestigungselement (214, 216) umfasst, das
den ersten Teil (194) am zweiten Teil (198) befestigt,
wobei sich das wenigstens eine zweite Befesti-
gungselement (214, 216) senkrecht zur Kurbelwel-
lenachse (44) und auf der zweiten Ebene (151) be-
findet.

11. Motor (10) nach Anspruch 10, wobei sich der erste
Teil (194) zwischen dem zweiten Teil (198) und dem
Zylinderblock (22) befindet; und
wobei das wenigstens eine zweite Befestigungsele-
ment (214, 216) durch den zweiten Teil (198) und in
den ersten Teil (194) eingeführt wird.

12. Motor (10) nach Anspruch 10, wobei das wenigstens
eine zweite Befestigungselement (214, 216) parallel
zu einer dritten Ebene (88) ist, wobei die dritte Ebene
(88) die Zylinderachsen (14) und die Kurbelwellen-
achse (44) beinhaltet;
wobei das wenigstens eine erste Befestigungsele-
ment (38) parallel zur dritten Ebene (88) ist;
wobei das wenigstens eine erste Befestigungsele-
ment (38) aus zwei ersten Befestigungselementen
(38) besteht, die sich an beiden Seiten der dritten
Ebene (88) befinden;
wobei das wenigstens eine zweite Befestigungsele-
ment (38) aus zwei zweiten Befestigungselementen
(214) besteht, die sich an beiden Seiten der dritten
Ebene (88) befinden; und
wobei die zwei zweiten Befestigungselemente (214)
näher an der dritten Ebene (88) sind als die zwei
ersten Befestigungselemente (38).

13. Motor (10) nach Anspruch 1, wobei
der erste Kurbelgehäuseabschnitt (30) eine erste
Ausgleichswellenlageröffnung in der ersten Wand
(78) aufweist,
der zweite Kurbelgehäuseabschnitt (33) eine zweite
Ausgleichswellenlageröffnung (182) in der zweiten
Wand (186) aufweist,
das Kurbelwellenlager (40) eine dritte Ausgleichs-
wellenlageröffnung (190) aufweist,
der Motor (10) weiterhin umfasst:

eine Ausgleichswelle (84) mit einem ersten En-
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dabschnitt, einem zweiten Endabschnitt und ei-
nem mittleren Abschnitt, wobei die Ausgleichs-
welle (84) drehbar innerhalb des Kurbelgehäu-
ses (24) gelagert ist,
wobei der erste Endabschnitt der Ausgleichs-
welle (84) von der ersten Ausgleichswellenla-
geröffnung aufgenommen wird, der zweite En-
dabschnitt der Ausgleichswelle (84) von der
zweiten Ausgleichswellenlageröffnung (182)
aufgenommen wird und der mittlere Abschnitt
der Ausgleichswelle (84) von der dritten Aus-
gleichswellenlageröffnung (190) aufgenommen
wird.

14. Motor (10) nach Anspruch 13, wobei:

die Ausgleichswelle (84) eine erste Ausgleichs-
welle (84) ist,
der erste Kurbelwellenabschnitt (30) eine vierte
Ausgleichswellenlageröffnung (164) in der ers-
ten Wand (78) aufweist,
der zweite Kurbelwellenabschnitt (32) eine fünf-
te Ausgleichswellenlageröffnung (184) in der
zweiten Wand (186) aufweist,
das Kurbelwellenlager (40) eine sechste Aus-
gleichswellenlageröffnung (192) aufweist,
wobei der Motor (10) weiterhin umfasst:

eine zweite Ausgleichswelle (86) mit einem
ersten Endabschnitt, einem zweiten En-
dabschnitt und einem mittleren Abschnitt,
wobei die zweite Ausgleichswelle (86) im
Kurbelgehäuse (24) drehbar gelagert ist,
wobei der erste Endabschnitt der zweiten
Ausgleichswelle (86) von der vierten Aus-
gleichswellenlageröffnung (164), der zwei-
te Endabschnitt der zweiten Ausgleichswel-
le (86) von der fünften Ausgleichswellenla-
geröffnung (184) und der mittlere Abschnitt
der zweiten Ausgleichswelle (86) von der
sechsten Ausgleichswellenlageröffnung
(192) aufgenommen wird.

15. Motor (10) nach Anspruch 14, wobei sich die erste
und zweite Ausgleichswelle (84, 86) auf gegenüber-
liegenden Seiten der dritten Ebene (88) befinden.

Revendications

1. Moteur à combustion interne (10) comprenant :

un carter (24) ayant une première partie de car-
ter (30) attachée à une deuxième partie de carter
(32), la première partie (30) étant reliée à la
deuxième partie (32) le long d’un premier plan
(150),
la première partie de carter (30) ayant une pre-

mière paroi (78) définissant une première ouver-
ture de support de vilebrequin (162),
la deuxième partie de carter (32) ayant une
deuxième paroi (186) définissant une deuxième
ouverture de support de vilebrequin (180),
un vilebrequin (42) ayant une première partie
d’extrémité, une deuxième partie d’extrémité et
une partie centrale, le vilebrequin (42) étant
monté rotatif à l’intérieur du carter (24),
le vilebrequin (42) pouvant tourner autour d’un
axe du vilebrequin (44), l’axe du vilebrequin (44)
étant perpendiculaire au premier plan (150),
la première partie d’extrémité étant reçue dans
la première ouverture de support de vilebrequin
(162), la deuxième partie d’extrémité étant re-
çue dans la deuxième ouverture de support de
vilebrequin (180) ;
un bloc-cylindres (22) fixé au carter (24), le bloc-
cylindres (22) définissant deux cylindres (12),
chacun des deux cylindres (12) ayant un axe de
cylindre (14) ;
deux pistons (98) fonctionnellement reliés au vi-
lebrequin (42), les deux pistons (98) étant dis-
posés dans les deux cylindres (12) ;
une culasse (20) fixée au bloc-cylindres (22), le
bloc-cylindres (22) étant disposé entre la culas-
se (20) et le carter (24) ;
un support de vilebrequin (40) définissant une
troisième ouverture de support de vilebrequin
(188),
la troisième ouverture de support de vilebrequin
(188) étant coaxiale avec la première ouverture
de support de vilebrequin (162), la deuxième
ouverture de support de vilebrequin (180) et
l’axe du vilebrequin (44),
la partie centrale du vilebrequin (42) étant reçue
dans la troisième ouverture de support de vile-
brequin (162) ; et
au moins une attache (38) fixant le support de
vilebrequin (40) au bloc-cylindres (22), l’au
moins une attache (38) étant perpendiculaire à
l’axe du vilebrequin (44) et étant disposée dans
un deuxième plan (151), le deuxième plan (151)
étant l’un parmi coplanaire et parallèle avec le
premier plan (150).

2. Le moteur (10) de la revendication 1, dans lequel
l’au moins une attache (38) fixe le support de vile-
brequin (40) au bloc-cylindres (22) et à la culasse
(20).

3. Le moteur (10) de la revendication 1, dans lequel
l’au moins une attache (38) est parallèle au troisième
plan (88), le troisième plan (88) contenant les axes
de cylindre (14) et l’axe du vilebrequin (44).

4. Le moteur (10) de la revendication 1, dans lequel
l’au moins une attache (38) est constituée de deux
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attaches (38) disposées des deux côtés d’un troisiè-
me plan (88), le troisième plan (88) contenant les
axes de cylindre (14) et l’axe du vilebrequin (44).

5. Le moteur (10) de la revendication 1, dans lequel le
premier plan (150) est disposé entre les deux cylin-
dres (12).

6. Le moteur (10) de la revendication 1, dans lequel le
deuxième plan (151) est disposé entre les deux cy-
lindres (12).

7. Le moteur (10) de la revendication 1, comprenant
en outre au moins un passage de lubrification (270,
272, 274, 276, 280, 282) aménagé dans le support
de vilebrequin (40).

8. Le moteur (10) de la revendication 7, dans lequel le
support de vilebrequin (40) définit au moins une
ouverture de pulvérisation (286) en communication
fluidique avec l’au moins un passage de lubrification
(282), l’au moins une ouverture de pulvérisation
(286) étant adaptée à pulvériser du lubrifiant sur au
moins un des deux pistons (98).

9. Le moteur (10) de la revendication 1, dans lequel le
support de vilebrequin (40) a un premier élément
(194) définissant une partie de la troisième ouverture
de support de vilebrequin (188) et un deuxième élé-
ment (198) définissant une autre partie de la troisiè-
me ouverture de support de vilebrequin (188) ; et
le premier élément (194) est attaché au deuxième
élément (198).

10. Le moteur (10) de la revendication 9, dans lequel
l’au moins une attache (38) est au moins une pre-
mière attache (38) ; et
le moteur (10) comprenant en outre au moins une
deuxième attache (214, 216) fixant le premier élé-
ment (194) au deuxième élément (198), l’au moins
une deuxième attache (214, 216) étant perpendicu-
laire à l’axe du vilebrequin (44) et étant disposée
dans le second plan (151).

11. Le moteur (10) de la revendication 10, dans lequel
le premier élément (194) est disposé entre le deuxiè-
me élément (198) et le bloc-cylindres (22) ; et
dans lequel l’au moins une deuxième attache (214,
216) est insérée à travers le deuxième élément (198)
et dans le premier élément (194).

12. Le moteur (10) de la revendication 10, dans lequel
l’au moins une deuxième attache (214, 216) est pa-
rallèle au troisième plan (88), le troisième plan (88)
contenant les axes de cylindre (14) et l’axe du vile-
brequin (44) ;
où l’au moins une première attache (38) est parallèle
au troisième plan (88) ;

où l’au moins une première attache (38) est consti-
tuée de deux attaches (38) disposées des deux cô-
tés du troisième plan (88) ;
où l’au moins une deuxième attache (214, 216) est
constituée de deux deuxième attaches (214) dispo-
sées des deux côtés du troisième plan (88) ; et
où les deux deuxièmes attaches (214) sont plus pro-
ches du troisième plan (88) que les deux premières
attaches (38).

13. Le moteur (10) de la revendication 1, dans lequel :

la première partie de carter (30) définit une pre-
mière ouverture de support du contre-arbre
d’équilibrage dans la première paroi (78),
la deuxième partie de carter (32) définit une
deuxième ouverture (182) de support du contre-
arbre d’équilibrage dans la deuxième paroi
(186),
le support de vilebrequin (40) définit une troisiè-
me ouverture de support du contre-arbre d’équi-
librage (190),
le moteur (10) comprenant en outre :

un contre-arbre d’équilibrage (84) ayant
une première partie d’extrémité, une
deuxième partie d’extrémité et une partie
centrale, le contre-arbre d’équilibrage (84)
étant monté rotatif à l’intérieur du carter
(24),
la première partie d’extrémité du contre-ar-
bre d’équilibrage (84) étant reçue dans la
première ouverture de support du contre-
arbre d’équilibrage, la deuxième partie d’ex-
trémité du contre-arbre d’équilibrage (84)
étant reçue dans la deuxième ouverture
(182) de support du contre-arbre d’équili-
brage, la partie centrale du contre-arbre
d’équilibrage (84) étant reçue dans la troi-
sième ouverture (190) de support du contre-
arbre d’équilibrage.

14. Le moteur (10) de la revendication 13, dans lequel :

le contre-arbre d’équilibrage (84) est un premier
contre-arbre d’équilibrage (84), la première par-
tie de carter (30) définit une quatrième ouverture
(164) de support du contre-arbre d’équilibrage
dans la première paroi (78),
la deuxième partie de carter (32) définit une cin-
quième ouverture (184) de support du contre-
arbre d’équilibrage dans la deuxième paroi
(186),
le support de carter (40) définit une sixième
ouverture (192) de support de contre-arbre
d’équilibrage,
le moteur (10) comprenant en outre :
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un deuxième contre-arbre d’équilibrage
(86) ayant une première partie d’extrémité,
une deuxième partie d’extrémité et une par-
tie centrale, le deuxième contre-arbre
d’équilibrage (86) étant monté rotatif à l’in-
térieur du carter (24),
une première partie d’extrémité du deuxiè-
me contre-arbre d’équilibrage (86) étant re-
çue dans la quatrième ouverture (164) de
support du contre-arbre d’équilibrage, la
deuxième partie d’extrémité du deuxième
contre-arbre d’équilibrage (86) étant reçue
dans la cinquième ouverture (184) de sup-
port du contre-arbre d’équilibrage, et la par-
tie centrale du deuxième contre-arbre
d’équilibrage (86) étant reçue dans la sixiè-
me ouverture (192) de support du contre-
arbre d’équilibrage.

15. Le moteur (10) de la revendication 14, dans lequel
les premier et deuxième contre-arbres d’équilibrage
(84,86) sont disposés des côtés opposés du troisiè-
me plan (88) .
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