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COOLING SYSTEM FOR INTERNAL
COMBUSTION ENGINES

FIELD OF THE INVENTION

The present invention relates to engine cooling sys-
tems and, in particular, to cooling systems for internal
combustion engines using boilable liquid coolants hav-
ing saturation temperatures higher than that of water.

BACKGROUND INFORMATION

Conventional engine liquid cooling systems generally
use water-based coolants. A commonly used water-
based coolant is about 50% water and 50% ethylene

glycol (by weight) with additives to protect against 1

corrosion. Such coolants are typically referred to as
“antifreeze.”

A water-based coolant system is pressurized during
vehicle operation by the thermal expansion of the cool-
ant and by the water vapor generated upon localized
coolant boiling. The engine radiator is typically
equipped with a pressure relief valve that limits the
system pressure to about one atmosphere above ambient
pressure. An overflow reservoir is provided to hold the
coolant purged from the radiator when the pressure
relief setting of the valve is exceeded. A second valve is
provided to permit the coolant to return to the radiator
when the pressure within the radiator falls below the
ambient pressure.

Although the water-based ethylene glycol coolants
exhibit low freezing points in comparison to water, their
boiling and condensation characteristics are similar to
that of water. The saturation temperature of water,
which is its boiling point and maximum condensation
temperature, is about 100° C. at O psig and 115° C. at 15
psig; whereas the boiling point of a 50/50 water/ethy-
lene glycol coolant is about 107° C. at 0 psig and 124° C.
at 15 psig. Water, however, exhibits a substantial vapor
pressure in comparison to ethylene glycol. Therefore,
when a 50/50 water/ethylene glycol mixture is boiled,
the vapor generated is about 98% water (by volume).
At one atmosphere pressure (gauge), the water vapor
does not condense above 121° C.

Under heavy load and/or high ambient temperature
conditions, the coolant temperature frequently ap-
proaches the saturation temperature of water. As a
result, the water vapor cannot condense quickly enough
to prevent it from occupying and insulating critical
areas within the cylinder head. Hot spots develop
where the liquid coolant is displaced by vapor from the
hot metal surfaces of the engine. Hot spots can cause
detonation and excessive NOX emissions.

One approach to preventing detonation is to remove
the spark advance. Another approach, used particularly
with engines having electronically controlled fuel injec-
tion, is to enrich the air to fuel mixture. With turbo-
charged engines, the turbo air pressure, or boost, can be
reduced when the coolant temperatures approach the
saturation temperature of water. The problem with
these approaches is that each causes a loss of engine
performance and/or a decrease in fuel economy.

The ability to control hot spots and detonation is
directly related to the ability to condense vapor in the
cylinder head. In liquid cooling systems, the tempera-
ture of the coolant in low pressure regions, such as
upstream of the coolant pump, must be maintained suffi-
ciently below the boiling point of the coolant to prevent
flash vaporization. Flash vaporization of the coolant
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immediately upstream of the pump can cause pump
cavitation and, as a result, a sharp decrease in coolant
flow. Cavitation is most likely to occur at high pump
speeds and/or under high pump suction forces, when
the pump input pressure is lowest. Once the coolant
flow is interrupted, the coolant can quickly increase in
temperature and lead to a total failure of the cooling
system.

Conventional cooling systems try to prevent cavita-
tion by drawing lower temperature coolant from the
radiator rather than the higher temperature coolant
from the engine coolant jacket. The coolant flows from
the outlet of the pump, into the engine block, and up
through the cylinder head. The coolant entering the
cylinder head is therefore preheated by circulation
through the lower part of the engine. One problem,
however, in pumping the coolant in this direction is that
the higher temperature coolant entering the cylinder
head is less likely to control the formation of hot spots
and detonation.

For water-based coolants, the failure point of the
system is the saturation temperature of water, regard-
less of the concentration of other constituents, such as
ethylene glycol. For example, a coolant mixture which
is 90% ethylene glycol and 10% water (by weight) will
still yield vapor that is about 90% water (by volume)
when boiled.

Therefore, with water-based coolants, it is critical
that the bulk coolant temperature in the cylinder head
not exceed the saturation temperature of water under all
operating conditions. The bulk coolant temperature
must be maintained below that level if the bulk coolant
is to condense the water vapor generated upon contact
by the coolant with the hotter metal surfaces of the
engine. When that temperature limit is exceeded, none
of the water vapor generated can condense. As a result,
a large volume of vapor is generated that forces sub-
stantial amounts of coolant into the overflow reservoir.
The engine must then be stopped immediately to pre-
vent severe damage from the coolant loss.

Certain problems arise, however, in maintaining the
temperature of water-based coolants below the satura-
tion temperature of water. Because the lower tempera-
ture coolant is pumped into the engine block, and then
up through the cylinder head, the cylinder walls are
frequently maintained at relatively low temperatures.
The low temperature cylinder walls can prematurely
quench the combustion flame. As a result, a boundary
layer of unburned fuel can develop on the inner surfaces
of the cylinder walls. Although the unburned fuel might
oxidize before it is exhausted, it is not converted into
usable mechanical energy.

Another problem with water-based coolant systems is
that vehicle designs employing down-sized radiators, or
that reduce the air flow through the radiator, are diffi-
cult to implement. Water-based coolant systems usually
only maintain a slight difference between the bulk cool-
ant temperature and the saturation temperature of water
under heavy operating loads and/or high ambient tem-
peratures. Therefore, the radiators in water-based cool-
ant systems are required to maintain a relatively high
rate of heat exchange with the coolant. The required
heat exchange rates frequently cannot be maintained
with a down-sized radiator, or if the flow rate of air
through the radiator is reduced.

Another drawback of water-based coolant systems is
that there are substantial benefits in maintaining con-
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trolled coolant temperatures well above 100° C.—an
operating regime not ordinarily achievable with water-
based coolants. By operating with higher temperatures
in the cylinder bores, there is less heat rejected from the
engine and thus greater engine efficiency. Carbon mon-
oxide (CO) and hydrocarbon (HC) emissions are re-
duced because there is a more complete burning of the
fuel. Conventional water-based coolant systems can
only attempt to operate at such high temperatures by
increasing the pressure of the system. A high pressure
coolant system can be very dangerous, however, partic-
ularly because many common coolant constituents,
such as ethylene glycol, are toxic and flammable. More-
over, the high pressure conditions typically decrease
the life of a coolant system’s components, such as hoses,
clamps, the pump, and.the radiator.

There have been attempts to develop engine cooling
systems that do not use water-based coolants. However,
each of the known attempts have certain drawbacks or
disadvantages that have prevented them from attaining
widespread acceptance.

U.S. Pat. No. 4,550,694, dated Nov. 5, 1985, to the
same inventor as the present application, shows an ap-
paratus for cooling an internal combustion engine using
a boilable liquid coolant having a saturation tempera-
ture above 132° C. The vapor generated rises by con-
vection to the highest region or regions of the head
coolant jacket. The vapor is then removed through
several outlets and conducted through a conduit to a
vapor condenser.

The condenser is located above the head coolant
jacket in all orientations of the engine in normal use so
that the condensate from the condenser can be returned
to the engine by gravity through either a return conduit
or the same conduit by which the vapor is conducted
into the condenser. The condenser is an elongated ves-
sel mounted under the vehicle’s hood lengthwise of the
engine compartment, sloping up from front to back.

A vent pipe leads from a region high in the condenser
and remote from the vapor inlet. A two-way pressure
relief valve in the vent pipe blocks the passage of gases
from the condenser through the vent pipe until the
pressure increases to a predetermined level. When the
valve opens, gases from the top of the condenser flow
into a recovery condenser, a small vessel located in a
place likely to be cool at all times. By choosing a rela-
tively high setting for the valve, generally on the order
of 70 kPa (10 psi), the cooling system is effectively
closed except under unusually heavy load conditions or
large changes in altitude.

The apparatus of the *694 patent can use substantially
anhydrous coolants and, therefore, derive certain bene-
fits over water-based coolant systems therefrom. How-
ever, one disadvantage of the apparatus is that it re-
quires a condenser. The condenser is relatively bulky
and must be mounted above the engine so that it is
located above the highest coolant level. This limited
flexibility prevents the use of the apparatus in many
types of vehicles. And those vehicles that can use the
apparatus are limited to only certain designs that can
accommodate the condenser. Moreover, the condenser
can add a significant cost to producing the cooling
system. Its advantages in performance, therefore, fre-
quently do not outweigh its disadvantages with regard
to cost and design flexibility.

It is an object of the present invention, therefore, to
overcome the problems of known engine liquid cooling
systems.
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SUMMARY OF THE INVENTION

The present invention is directed to an apparatus for
cooling an internal combustion engine with a substan-
tially anhydrous, boilable liquid coolant having a satura-
tion temperature higher than that of water. The appara-
tus comprises a coolant chamber surrounding the cylin-
der walls and combustion chambers of the engine, to
receive the coolant for cooling the metal surfaces of the
engine. A coolant pump is coupled in fluid communica-
tion with the coolant chamber. The coolant pump is
adapted to pump the coolant through the coolant cham-
ber at a flow rate so that the liquid coolant substantially
condenses the coolant vaporized upon contact with the
metal surfaces of the engine.

An apparatus of the present invention further com-
prises means for distributing coolant through the cool-
ant chamber, so that coolant vaporized upon contact
with the metal surfaces of the engine substantially con-
denses in the liquid coolant. A radiator is coupled in
fluid communication with the coolant pump and the
coolant chamber. The coolant flowing through the
radiator is reduced in temperature by heat exchange
therewith.

An apparatus of the present invention further com-
prises means for exhausting gases or vapor from the
coolant chamber, coupled in fluid communication
therewith, at a location in the apparatus at about ambi-
ent pressure or below that pressure. The means for
exhausting preferably includes a conduit to receive the
gases or vapor in the coolant chamber and to exhaust
the gases or vapor from the engine An expansion tank is
coupled in fluid communication with the conduit, and
thus the coolant chamber, to receive liquid coolant
therein. The expansion tank defines an inlet port and an
outlet port. The inlet port extends through a bottom
wall thereof and is in fluid communication with the
coolant chamber. The outlet port extends through a top
wall thereof and is in fluid communication with the
ambient atmosphere. The inlet port is located below the
coolant level in the expansion tank, and the outlet port
is located above the coolant level in the expansion tank.
The liquid coolant in the expansion tank thus provides a
liquid barrier between the outlet port and the coolant
chamber.

An apparatus of the present invention further com-
prises a dehydrating unit coupled in fluid communica-
tion with the outlet port of the expansion tank. The
dehydrating unit substantially removes the water vapor
flowing therethrough and into the expansion tank. The
dehydrating unit includes a desiccant material to sub-
stantially remove the water vapor.

An apparatus of the present invention further com-
prises a head gasket seated between a cylinder head and
an engine block of the engine. The means for distribut-
ing includes a plurality of coolant apertures extending
through the head gasket. Each of the coolant apertures
is in fluid communication with the coolant chamber to
permn coolant to flow therethrough. The location and
size of each coolant aperture is determined so that sub-
stantially all of the coolant vaporized upon contact with
the metal surfaces of the engine is condensed within the
liquid coolant.

In one apparatus of the present invention, a first cool-
ant inlet is in fluid communication with the coolant
chamber, the radiator, and the pump. A coolant outlet is
in fluid communication with the coolant chamber and
the pump. The first coolant inlet and the coolant outlet
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are both located on the same side of the engine. The
coolant apertures extend through a section of the head
gasket located adjacent to the side of the engine oppo-
site the side of the first coolant inlet and the coolant
outlet. The coolant therefore flows from the first inlet
toward the back of the engine, then toward the front of
the engine and, in turn, through the coolant outlet.
There is thus a substantially evenly distributed flow of
coolant throughout the coolant chamber.

In another apparatus of the present invention, the
coolant outlet is located at about the mid-point of the
coolant chamber. The mid-point is measured between a
front wall and a rear wall of the engine. A second cool-
ant inlet is in fluid communication with the coolant

chamber, and the radiator and/or the pump. The second !

coolant inlet is located on the opposite side of the en-
gine of the first coolant inlet. The coolant therefore
flows into the coolant chamber through the first and
second coolant inlets on both sides of the engine. The
coolant then flows downwardly through the coolant
apertures and, in turn, through the coolant outlet in
about the middle of the engine. There is thus a substan-
tially even distribution of coolant throughout the cool-
ant chamber.

The present invention is also directed to a method of
cooling an internal combustion engine comprising the
following steps: pumping a boilable liquid coolant, hav-
ing a saturation temperature higher than that of water,
within the engine at a flow rate so that substantially all
of the coolant vaporized upon contact with the metal
surfaces of the engine is condensed by the liquid cool-
ant. The method preferably further comprises the step
of distributing the coolant through the engine so that
substantially all of the coolant vaporized upon contact
with the metal surfaces of the engine is condensed by
the liquid coolant.

In one method of the present invention, the coolant is
pumped in the direction of the cylinder head toward the
engine block of the engine. In another method of the
present invention, the coolant is pumped in the direc-
tion of the engine block toward the cylinder head of the
engine. Another method of the present invention fur-
ther comprises the step of exhausting gases or vapors
from a location in the engine where the pressure is
about ambient or below that pressure.

Under one method of the present invention, the cool-
ant includes at least one substance that is miscible with
water, and has a vapor pressure substantially less than
that of water at any given temperature. The substance
of the coolant is selected from a group including ethyl-
ene glycol, propylene glycol, tetrahydrofurfuryl alco-
hol, and dipropylene glycol.

Under another method of the present invention, the
coolant includes at least one substance that is substan-
tially immiscible with water, and has a vapor pressure
substantially less than that of water at any given temper-
ature. The substance of the coolant is selected from a
group including 2,2,4-trimethyl-1,3-pentanediol
monoisobutyrate, dibutyl isopropanolamine, and 2-
butyl octanol.

One advantage of the apparatus and method of the
present invention, is that there is no need for a con-
denser mounted above the engine. Rather, the coolant is
pumped and distributed through the engine so that the
liquid coolant substantially condenses the coolant va-
porized upon contact with the metal surfaces of the
engine.
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Another advantage of the apparatus and method of
the present invention, is that there is substantially no
water in the coolant. Water is treated as an impurity. If
there are trace amounts of water in the coolant, the
water vapor generated is exhausted through the means
for exhausting, such as the conduit and/or expansion
tank. The saturation temperature of the coolant is above
that of water. Therefore, the engine can be operated
with bulk coolant temperatures above.100° C., without
the problem of producing large amounts of water va-
por, as with water-based coolant systems. Accordingly,
the ability to control hot spots and detonation is sub-
stantially improved with the apparatus and method of
the present invention.

Another advantage of the apparatus and method of
the present invention, is that although the coolant may
be maintained at a temperature well above 100° C. dur-
ing vehicle operation, it is still well below its boiling
point. Therefore, the coolant can be pumped in the
direction of the cylinder héad and down into the engine
block, without flash vaporization occurring at the inlet
of the pump. Accordingly, the problem of pump cavita-
tion encountered in water-based coolant systems can be
avoided. Moreover, the lower temperature coolant can
be pumped initially into the cylinder head to cool the
combustion chamber domes and exhaust runners (the
conduits between the combustion chambers and exhaust
ports). Because the lower temperature coolant is
pumped directly into the cylinder head, the ability to
avoid hot spots and detonation is substantially improved
over water-based coolant systems.

Another advantage of the apparatus and method of
the present invention, is that because the lower temper-
ature coolant is pumped into the cylinder head, the
coolant is preheated before it enters the engine block
and flows into contact with the cylinder walls. There-
fore, the cylinder walls can be maintained at a higher
temperature than with water-based coolant systems. As
a result, the engine can be run at higher temperatures
and, therefore, attain increased efficiency and power.

Other advantages of the present invention will be-
come apparent in view of the following detailed de-
scription and drawings taken in connection therewith.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a schematic, partial cross-sectional view of
an engine embodying the cooling system of the present
invention.

FIG. 2 is a partial cross-sectional view of a dehydrat-
ing cannister for the engine of FIG. 1.

FIG. 3 is a partial cross-sectional view of another
embodiment of the dehydrating cannister for the engine
of FIG. L.

FIG. 4 is a schematic, partial cross-sectional view of
another engine embodying the cooling system of the
present invention.

FIG. 5 is a schematic cross-sectional view of the
engine of FIG. 1.

FIG. 6 is a top plan view of a head gasket for the
engine of FIG. 1.

FIG. 7 is a schematic cross-sectional view of another
engine embodying the cooling system of the present
invention.

FIG. 8 is a top plan view of a head gasket for the
engine of FIG. 7.

FIG. 9 is a bottom plan view of the left cylinder head
of a test engine for determining the coolant flow rate
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and distribution in accordance with the present inven-
tion.

FIG. 10 is a graph illustrating the flow and pressure
characteristics of a coolant pump in accordance with
the present invention.

FIG. 11 is a schematic cross-section view of the en-
gine of FIG. 1 with a standard flow alternate configura-
tion.

DETAILED DESCRIPTION .

In FIG. 1, an internal combustion engine embodying
the cooling system of the present invention is indicated
generally by the reference numeral 10. The engine 10 is
hereinafter described with reference to a motor vehicle
(not shown), but can equally be used in other types of
vehicles. The engine 10 comprises an engine block 12
which has formed therein several cylinder walls 14.
Each cylinder wall 14 defines a cylinder bore 18, and a
piston 16 reciprocates within each cylinder bore 18.
Each piston 16 is coupled to a connecting rod 20 which
is in turn coupled to a crank shaft (not shown).

A block coolant jacket 22 surrounds the cylinder
walls 14, and is spaced from the cylinder walls, thus
defining a block coolant chamber 24 therebetween. The
block coolant chamber 24 is adapted to permit coolant
to flow therethrough to cool the metal surfaces of the
engine. The preferred coolant used in the system of the
present invention is a substantially anhydrous, boilable
liquid coolant having a saturation temperature higher
than that of water. One such coolant is propylene glycol
with additives to inhibit corrosion. :

The coolants used in the system of the present inven-
tion are organic liquids, some of which are miscible
with water and others which are substantially immisci-
ble with water. The coolants that are miscible with
water can tolerate a small amount of water. However,
the performance of the system of the present invention
is enhanced by maintaining the water content at a mini-
mum level, preferably less than 3%. Suitable coolant
constituents that are miscible with water include propy-
lene glycol, ethylene glycol, tetrahydrofurfuryl alco-
hol, and dipropylene glycol. Coolants that are immisci-
ble with water might contain trace amounts of water as
an impurity, usually less than one percent (by weight).
Suitable coolant constituents that are substantially im-
miscible with water include 2,2,4-trimethyl-1,3-pen-
tanediol monoisobutyrate, dibutyl isopropanolamine,
and 2-butyl octanol. All of the coolant constituents have
vapor pressures substantially less than that of water at
any given temperature, and have saturation tempera-
tures above about 132° C. at atmospheric pressure.

A cylinder head 26 is mounted to the engine block 12
above the cylinder walls 14. The cylinder head 26 de-
fines a combustion chamber dome 27 above each cylin-
der bore 18. A combustion chamber is thus defined
between each piston 16 and combustion chamber dome
27. A head gasket 28 is seated between the cylinder
head 26 and the engine block 12. The cylinder head 26
includes a head coolant jacket 30, which in turn defines
a head coolant chamber 31 therein. The head gasket 28
seals the combustion chambers from the coolant cham-
bers and, likewise, seals the coolant chambers from the
exterior of the engine.

A plurality of coolant ports 32 extend through the
base of the cylinder head 26, through the head gasket
28, and through the top of the block coolant jacket 22.
A valve cover 34 is mounted on top of the cylinder head
26. The engine coolant can thus flow either from the
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head coolant chamber 31, through the coolant ports 32,
and into the block coolant chamber 24, or in the oppo-
site direction. The preferred direction, however, is from
the head coolant chamber 31 into the block coolant
chamber 24, as will be described further below.

The engine 10 further comprises an oil pan 36
mounted to the bottom of the block 12 to hold the en-
gine’s oil. An engine oil cooling system (not shown),
known to those skilled in the art, can be employed to
maintain the engine oil temperature below a certain
level. For example, an air-to-oil or liquid-to-oil system
can be employed.

A coolant outlet port 38 extends through a bottom
wall of the coolant jacket 22, and is in fluid communica-
tion with the coolant chamber 24. A first coolant line 40
is coupled on one end to the coolant outlet port 38 and
coupled on the other end to the inlet port of a pump 42.
The outlet port of the pump 42 is coupled to a second
coolant line 44 and a third coolant line 46. The size of
the pump 42 is determined to achieve the coolant flow
rates required under different operating loads in accor-
dance with the present invention, as will be described
further below. As one example, however, for a 350
cubic inch, V-8 engine constructed in accordance with
the présent invention, the pump 42 achieves a flow rate
of about 63 gallons per minute (“GPM") at about a 100°
C. coolant temperature, at about 5,200 revolutions per
minute (“RPM").

The second coolant line 44 is coupled on the other
end to a proportional thermostatic valve (PTV) 48. The
PTV 48 is in turn coupled to a bypass line 50 and a
radiator line 52. The PTV 48 is set to detect a threshold
temperature of the coolant flowing through the second
coolant line 44. If the temperature of the coolant is
below the threshold, then depending upon the level of
the temperature, the PTV 48 directs a proportional
amount of coolant through the bypass line 50. If, on the
other hand, the coolant temperature is above the thresh-
old, then the PTV 48 directs the coolant into the radia-
tor line 52.

The other end of the radiator line 52 is coupled to a
radiator 54. An electric fan 56 is mounted in front of the
radiator 54 and is powered by a vehicle battery 58. The
fan 56 is controlled by a thermostatic switch 60 which is
in turn coupled to the radiator line 52. Depending upon
the temperature of the coolant in the radiator line 52,
the thermostatic switch 60 operates the fan 56 to in-
crease the airflow through radiator 54, and thus in-
crease the heat exchange with the hot coolant.

Both the output of the radiator 54 and the other end
of the bypass line 50 are coupled to an engine input line
62. The input line 62 is in turn coupled to an input port
64 extending through a top wall of the cylinder head 26.
Thus, depending upon the temperature of the coolant
flowing through the second coolant line 44, the coolant
flows either through the bypass line 50 or the radiator
54, which are both in turn coupled to the input line 62.
For example, during engine warm-up when the coolant
temperature is relatively low, the coolant is directed by
the PTV 48 through the bypass line 50. However, once
the engine is warmed-up, at least some of the coolant is
usually directed through the radiator 54. The lower
temperature coolant flowing through the input line 62
flows through the input port 64 and back into the cylin-
der head coolant chamber 31. '

The radiator 54 can be any of a number of radiators
available to those skilled in the art. However, the radia-
tor 54 is chosen to accommodate the coolant flow rates
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determined in accordance with the present invention, as
will be described further below. In one embodiment of
the present invention, wherein the engine is a 350 inch,
V-8, the radiator 54 has a parallel finned tube construc-
tion with the following dimensions: 394 mm high; 610
mm wide; 69.9 mm thick; and a substantially constant
wall thickness of about 2.8 mm. The radiator is made of
aluminium and has 2 rows of tubes with 38 tubes in each
row. Each tube has a substantially oval cross-sectional
shape and is about 32 mm wide and 518 mm long. The
radiator 54 can be made of aluminum, because alumi-
num is not corroded or eroded by the coolants used in
the system of the present invention.

1t should be noted that the radiator 54 is not required

to retain gases or vapor, as with some known systems !

and, therefore, does not have to be positioned above the
highest level of the coolant. The shape of the radiator
can also be unique. For example, it may be curved or
made relatively low and with greater horizontal depth
in comparison to radiators for water-based coolant sys-
tems, to accommodate an aerodynamic-shaped vehicle.

The other end of the third coolant line 46 is coupled
to a valve 66. The valve 66 is in turn coupled to the
entrance port of a heater 68 to direct the flow of coolant
therethrough. The heater 68 is mounted on the vehicle
to heat the interior of the vehicle by heat exchange with
the hot coolant. The valve 66 is provided to control the
flow of coolant to the heater 68. If the valve 66 is
closed, then the coolant discharged by the pump 42
flows into the second coolant line 44. Otherwise, de-
pending upon the degree to which the valve 66 is
opened, a portion of the coolant flows through the
heater 68. The outlet port of the heater 68 is coupled to
the engine input line 62. The lower temperature coolant
discharged from the heater 68 thus flows through the
input line 62, and back into the head coolant chamber
31

An air bleed valve 70 is mounted to the input line 62
above the input port 64. The air bleed valve 70 is lo-
cated at or above the highest coolant level in the engine,
indicated by the dotted line A in FIG. 1. The air bleed
valve 70 is provided to bleed air from the system when
" filling the system with coolant. Thus, the system of the
present invention can be purged of trapped air when it
is initially filled with coolant.

A first vent port 72 extends through a bottom portion
of the cylinder head 26, and is coupled to a first vent
line 74. The first vent line 74 is in turn coupled to an
inlet port 76 of an expansion tank 78. The expansion
tank 78 is mounted in a convenient location on the vehi-
cle, which can be remote from the engine 10. There is
no need for the expansion tank 78 to be located above
the highest coolant level A, as is frequently required for
expansion tanks or condensers in other coolant systems.
However, the first vent line 74 has a U-shaped section
which does extend above the highest coolant level A.
Thus, any water vapor or noncondensible gases that do
rise through the head coolant chamber 31, enter the first
vent port 72. The vapor then rises through the U-
shaped section of the first vent line 74, and exhausts into
the expansion tank 78.

It should be noted that if the coolant flow is directed
from the block coolant chamber 24 into the head cool-
ant chamber 31, then the first vent port 72 is moved to
a location where the system pressure is about ambient
or below that pressure. The ambient pressure is the
atmospheric pressure at a given altitude. For example,
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the first vent port 72 can be located downstream of the
outlet port of the radiator 54. See FIG. 11.

The entrance port 76 is located in a bottom portion of
the expansion tank 78. A second vent port 80 extends
through a top portion of the expansion tank 78 and is
coupled to one end of a second vent line 82. As shown
in FIG. 1, the expansion tank 78 has a cold coolant level
B, and a hot coolant level C. In either case, the entrance
port 76 is located below the coolant level, and the sec-
ond vent port 80 is located above the coolant level.

After initially filling the system with coolant, the
system can remain purged of air by maintaining the
minimum level of coolant in the expansion tank 78
above the entrance port 76. A liquid coolant barrier is
thus maintained between the entrance port 76 and the
head coolant chamber 31. Any air or water vapor
within the expansion tank 78 is prevented from passing
into the coolant system by the coolant barrier. As a
result, the coolant in the engine remains substantially
moisture-free.

The first vent line 74 carries primarily expanded cool-
ant during engine warm-up and otherwise infrequent
and insubstantial amounts of water vapor. Therefore,
the first vent line 74 may have a relatively small diame-
ter, typically about } to 5/16 of an inch. The expansion
tank 78 can likewise be relatively small. The expansion
tank 78 is only required to handle coolant expanded by
temperature variations within the engine, which is nor-
mally within the range of about a 4% to 6% increase in
volume. In one embodiment of the present invention,
the expansion tank 78 has about a one quart capacity for
a four gallon cooling system.

The engine 10 further comprises a dehydrating can-
nister 84, shown in further detail in FIG. 2. The cannis-
ter 84 includes a front wall 86, a rear wall 88, and a
cylindrical wall 90 extending therebetween. A desic-
cant material 92 is contained within the cylindrical wall
90. The desiccant material 92 removes the water vapor
from air and is commercially available from Dri-Air,
Inc., of Chicago, Iil. The cannister 84 further defines an
entrance port 94 extending through the front wall 86,
and an exit port 96 extending through the rear wall 88.
The entrance port 94 is coupled to the other end of the
second vent line 82. Two fine mesh screens 98 are each
mounted in front of the entrance port 94 and the exit
port 96, respectively. The screens 98 are provided to
prevent the desiccant material 92 from falling out of the
cannister.

The air flowing into and out of the expansion tank 78
thus flows through the dehydrating cannister 84, as
indicated by the arrows in FIG. 2. During the engine
warm-up and cool-down cycles, the expansion of the
coolant causes a given volume of air to pass into and out
of the expansion tank 78 and, therefore, through the
cannister 84. The desiccant material 92 reacts with the
air to substantially retain the water vapor therein. As a
result, the air entering the expansion tank 78 is substan-
tially moisture free. Proper maintenance of the desic-
cant material 92 can ensure that the engine coolant
remains substantially moisture free. The cannister 84
and/or the desiccant material 92 is therefore preferably
replaced after a certain time frame of engine operation,
or after the vehicle is driven a certain number of miles,
as can be determined by those skilled in the art.

In FIG. 3, another dehydrating cannister used with
the cooling system of the present invention is illus-
trated, wherein like reference numerals are used to
indicate like elements. The dehydrating cannister 84
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further comprises several one-way valves to control the
flow of air therethrough. A first valve 100 is mounted in
front of the exit port 96. The first valve 100 permits air
to flow only through the exit port 96 into the cannister
84, and not in the opposite direction. A second valve
102 is mounted in the entrance port 94. The second
valve 102 permits air to flow only from the cannister 84
into the second vent line 82, and not in the opposite
direction. A third valve 104 is mounted in the second
vent line 82 immediately in front of the entrance port
98. The third valve 104 permits air to flow only from
the vent line 82 into the ambient atmosphere, but not in
the opposite direction.

The air flowing out of the expansion tank 78 thus
does not flow through the cannister 84; whereas the
only air flowing into the expansion tank 78 must flow
through the cannister 84. Accordingly, only demoistur-
ized air from the cannister 84 flows into the expansion
tank 78. One advantage of the cannister 84 of FIG. 3, is
that because air flowing out of the expansion tank 78
does not pass through the cannister, the life of the desic-
cant material 92 will ordinarily be increased.

In the operation of the engine 10, the coolant flows in
the direction of the head coolant chamber 31 into the
engine block coolant chamber 24. The coolant flow rate
through the pump 42 and flow distribution is deter-
mined so that when some of the coolant does vaporize
upon contact with the hotter metal surfaces of the en-
gine, the vaporized coolant is condensed by the lower
temperature coolant before the vapor reaches the first
vent port 72, as will be described further below.

Propylene glycol has an atmospheric saturation tem-
perature of about 180° C. and a. pour point of about
—57° C. Therefore, with propylene glycol, the bulk of
the coolant can be maintained at a temperature as high
as about 160° C. However, a more preferable operating
temperature is about 120° C. The greater the difference
between the saturation temperature and the bulk cool-
ant temperature, the greater is the ability of the bulk
coolant to condense the vaporized coolant. Although
the coolant temperature in the system of the present
invention might be substantially higher than that of a
system using conventional antifreeze, such as a 50/50
water/ethylene glycol mixture, it is effective because
the conditions required for nucleate boiling are main-

tained during severe or “hot” engine operating condi- .

tions.

Nucleate boiling occurs when the coolant is in direct
contact with metal surfaces heated to a temperature
beyond the boiling point of the coolant. The heat trans-
fer is greatest at the junction between the metal surface
and the turbulent or agitated coolant. In the phase
change from liquid to vapor, the coolant absorbs a con-
siderable amount of heat. The vapor bubbles generated
upon boiling the coolant draw new liquid coolant into
contact with the metal surfaces to replace the vaporized
coolant. Therefore, under conditions of nucleate boil-
ing, critical engine metal temperatures are limited by
the boiling point of the coolant.

“Vapor _blanketing™ occurs if the liquid coolant is
displaced from contact with the metal surfaces of the
engine by a vapor layer. Vapor blanketing causes the
metal surfaces to become insulated from the coolant,
interrupting the heat transfer and, therefore, permitting
a sharp increase in metal temperature. Hot spots then
develop and severe knocking ensues. The system of the
present invention, however, overcomes this problem by
distributing and pumping the coolant at a flow rate so as
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to maintain nucleate boiling conditions on engine sur-
face areas that undergo a substantial heat flux, such as
on the engine cylinder heads, under severe operating
conditions, as will be described further below.

One advantage of the cooling system of the present
invention, is that there is no need for a condenser
mounted above the engine to condense the vaporized
coolant. Instead, because of the coolant flow rate and
distribution, the vaporized coolant is condensed within
either the head coolant jacket 30, or the block coolant
jacket 22 by the liquid coolant. In the hotter regions of
the cylinder head 26, such as over the combustion
chamber domes 27, or around the exhaust runners, some
coolant inevitably vaporizes under all operating condi-
tions. However, by employing the system of the present
invention, substantially all of the coolant is maintained
at a temperature below its saturation temperature.
Therefore, substantially all of the vapor formed in the
hot regions condenses in the liquid coolant.

Moreover, the flow rate and distribution of coolant in
the present invention makes the flow relatively turbu-
lent in comparison to typical water-based coolant sys-
tems. The turbulent flow agitates the coolant vapor on
the metal surfaces of the engine and thus typically in-
creases both the rate of heat exchange between the
vapor and liquid coolant and the occurrence of nucleate
boiling.

In FIG. 4, another engine embodying the cooling
system of the present invention is indicated generally by
the reference numeral 10. The engine 10 is substantially
the same as the engine described above in relation to
FIGS. 1 through 3 and, therefore, like reference numer-
als are used to indicate like elements. The engine 10 of
FIG. 4 differs from the engine described above in that it
includes a bleed line 106 instead of the air bleed valve
70. The bleed line 106 is coupled on one end to the input
line 62, at or above the highest coolant level A. The
other end of the bleed line 106 is coupled to the first
vent line 74. Although the bleed line 106 rises above the
highest coolant level A, it can be coupled at any point
along the first vent line 74, or it can be coupled directly
to the expansion tank 78.

In the event that there is a leak of noncondensible
gases into the cooling system, the bleed line 106 ex-
hausts any such gases from the system. Noncondensible
gases can become trapped when filling the system with
coolant or can leak into the system during the operation
of the engine. For example, a head gasket or combustion
chamber leak, or leak caused by a loose joint in a cool-
ant line, can result in an uncontrollable leak of noncon-
densible gases into the cooling system.

The noncondensible gases within the cooling system
flow into the bleed line 106, through the first vent line
74, and into the expansion tank 78. The coolant, how-
ever, does not pass through the bleed line 106, but rises
to a level D, as indicated by the dotted line in FIG. 4.
The level D is about equal in height to the highest point
of the first vent line 74. Because the bleed line 106 is
only required to pass small volumes of gas or vapor, it
can have a relatively small diameter, typically less than
1 of an inch. It should be noted, however, that the use
of the bleed line 106 can be obviated by locating the first
vent port 72 above the level of the input line 62. The
system could then essentially purge itself of noncon-
densible gases.

Turning to FIG. 5, the flow pattern of the coolant
through the head gasket 28 is shown in further detail.
The engine 10 is divided in half by a dotted line E, and
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is further divided into four quadrants A, B, C, and D.
Quadrant A is approximately the front half of the cylin-
der head coolant chamber 31, and quadrant B is the
back half of that chamber. Quadrant D is the front half
of the engine block coolant chamber 24, and quadrant C
is the back half of that chamber. The head gasket 28 is
a rear-flow gasket; it is adapted so that the coolant
flowing from the head coolant chamber 31 into the
block coolant chamber 24, can only flow between the
quadrants B and C. The coolant ports 32 extending
through the head gasket 28 are only located on, or to
the right side of the line E; that is, in the rear half of the
engine 10. As described above, in the operation of the
engine 10, the coolant flows through the inlet port 64
and into the cylinder head coolant chamber 31. The
coolant then must flow into quadrant B before it can
flow down through the coolant ports 32 and into the
engine coolant chamber 24. The coolants used in the
cooling system of the present invention, such as propy-
lene glycol, are relatively viscous. The suction forces of
the pump 42 are therefore highest in quadrant D, which
is immediately upstream from the inlet port of the
pump. If the coolant ports 32 were to extend through
the gasket 28 in quadrant A, the high suction forces in
quadrant D would cause most of the coolant to flow
directly from quadrant A to quadrant D, thus avoiding
quadrants B and C. As a result, the temperatures of the
engine surfaces would tend to be higher in quadrants B.
and C, as compared to quadrants A and D. This prob-
lem is solved with the rear-flow head gasket 28, shown
in further detail in FIG. 6. The head gasket 28 is shaped
to correspond to the matching surface areas of the cyl-
inder head 26 and the engine block 12. The head gasket
28 defines four cylinder holes 110 extending there-
through. The cylinider holes 110 are spaced apart from
each other and dimensioned to fit around the respective
cylinder bores 18 and pistons 16. The head gasket 28
further includes several bolt holes (not shown) to facili-
tate mounting the cylinder head 26 to the engine block
12.

As shown in FIG. 6, the coolant ports 32 extend
through the head gasket 28 only on, or to the left side of
the line E; that is, substantially in quadrant B, and not in
quadrant A. The size of the coolant ports 32 vary, and
. each port is sized so that the flow distribution of coolant
through the head gasket 28 achieves optimum heat
transfer, as will be described further below. The larger
diameter coolant ports 32 permit more coolant to flow
through that section of the gasket 28 as compared to a
section having a smaller sized port. The larger coolant
ports 32 are therefore positioned where the coolant
flow rate might naturally be lower because of flow
restrictions caused by surrounding engine parts, or in
hotter regions of the engine.

In FIG. 7, another engine embodying a cooling sys-
tem of the present invention is indicated generally by
the reference numeral 10. The engine 10 is substantially
the same as the engines described above in relation to
the previous embodiments and, therefore, like reference
numerals are used to indicate like elements. The engine
10 of FIG. 7 is different than the engines described
above in that the input line 62 extends above the cylin-
der head 26. The input line 62 is coupled to a first input
port 112 and a second input port 114.

The first input port 112 extends through the head
coolant jacket 30, and into the head coolant chamber 31,
in the front of the engine 10. The coolant flowing
through the first input port 112 thus flows into a section
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A of the head coolant chamber 31, located in the front
of the engine. The second input port 114 extends
through the head coolant jacket 30, and into the head
coolant chamber 31 in the rear of the engine. Thus, the
coolant flowing through the second input port 114
flows into a section B of the head coolant chamber 31,
located in the opposite end of the engine of section A.

The engine 10 further includes a coolant outlet port
116 extending through the engine block 12 and block
coolant jacket 22. The coolant outlet port 116 is located
at about the middle of the block coolant chamber 24.
Therefore, it is located about half-way between the top
and bottom of the engine block, and about half-way
between the front and back of the engine block. The
coolant outlet port 116 is coupled to the first coolant
line 40, which is in turn coupled to the inlet port of the
pump 42. The suction forces of the pump 42 are there-
fore highest in a section C of the block coolant chamber
24, surrounding the coolant outlet port 116, as shown in
FIG. 7. In FIG. 8, the head gasket 28 of FIG. 7 is shown
in further detail. The coolant ports 32 are distributed in
substantially the same way on the front section as on the
rear section of the head gasket 28.

In the operation of the engine 10, the coolant flowing
through the first inlet port 112 and the second inlet port
114 flows down through the coolant ports 32, as indi-
cated by the arrows in FIG. 7. The coolant then flows
into the block coolant chamber 24, and in turn into the
coolant outlet port 116. Because of the location of the
first and second inlet ports 112 and 114, respectively,
and the location of the coolant outlet port 116, there is
a substantially evenly distributed flow of coolant
through the head coolant chamber 31 and the block
coolant chamber 24. Accordingly, there is no need to
place the coolant ports 32 on only one side of the en-
gine, as shown in FIGS. 5 and 6. However, as will be
recognized by those skilled in the art, the rear-flow
head gasket 28 of FIG. 6 is particularly suitable for use
in converting an engine with a conventional cooling
system to operate in accordance with the present inven-
tion The head gasket of FIG. 8, on the other hand, is
usually better suited for an engine originally built in
accordance with the present invention.

A test procedure for determining the optimum cool-
ant flow rates and flow distribution for a typical engine
to operate in accordance with the present invention is
hereinafter described. For purposes of illustration, the
test procedure is described with reference to the engine
10 of FIG. 1. The test engine is a 350 cubic inch, V-8,
constructed with a compression ratio of 10:1. The en-
gine is filled with a propylene glycol coolant to the
level A, and to the level B in the expansion tank 78, as
shown in FIG. 1. During the operation of the engine,
the coolant will expand and thus rise in the expansion
tank 78 to a level between the levels B and C. A rear-
flow head gasket, like the head gasket 28 in FIG. 6, is
also installed, and the coolant system is operated at open
or atmospheric pressure.

For the 350 cubic inch, V-8 test engine, a coolant
pump capable of achieving about a 63 GPM flow rate at
about a 100° C. coolant outlet temperature, at about
5,200 RPM is used. The test coolant pump is capable of
operating at incrementally increasing flow rates, for
example, by installing different size drive pulleys to
change the speed of rotation of the pump’s impeller One
such pump is model number 1P798, available from Teel
pump Manufacturing Co., of Springfield, Mass. The
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coolant pump is mounted adjacent to the side of the
engine block and is belt-driven by the engine.

In FIG. 9, the left cylinder head of the test engine is
illustrated, the front of the cylinder head being indi-
cated by the arrow. There are three thermocouples A,
B and C (illustrated schematically) mounted to each
cylinder head at critical heat flux areas. The thermo-
couple B is located between the two center cylinders
and the thermocouples A and C are located on the front
and rear cylinders, respectively. There are additional
thermocouples (not shown) mounted to the coolant
input port 64 and the coolant outlet port 38, to measure
the bulk coolant temperature in each location.

The test procedure is conducted by running the test
engine on a dynamometer (not shown), such as a Super
Flow 901 Dynomometer, with standard octane fuel (91
octane), and standard engine oil (5W/30). A liquid-to-
liquid heat exchanger (not shown) is coupled to the
engine in place of a radiator. The liquid-to-liquid heat
exchanger is adjustable so that coolant temperatures can
be varied to simulate steady state radiator conditions.
The oil temperature is permitted to rise with coolant
temperature. However, a liquid-to-oil cooling circuit
(not shown) is preferably employed to cool the oil be-
tween tests so that several tests can be run in a single
day. A fixed-advance electronic ignition system and
knock sensor circuitry (not shown) are employed to
maintain the ignition setting at a constant level through-
out the test procedure. A clear sight chamber (not
shown) is installed in the coolant expansion vent line 74
to observe the existence, or nonexistence of vapor exit-
ing the engine.

The test engine is evaluated under both a wide-open
throttle test (WOT) and a part-open throttle test (POT).
Adjustable in-line flow restrictors are coupled to a posi-
tive displacement flow meter (not shown) installed im-
mediately downstream of the outlet port of the pump, to
measure the coolant flow rate.

During the WOT test, the engine is operated at the
following three test points, at different bulk coolant
temperature increments for each test point:

1) 2,400 RPM at full load (about 125 HP);

2) 3,200 RPM at full load (about 171 HP); and

3) 4,000 RPM at full load (about 227 HP).

An initial determination of the optimum coolant flow
rates for each WOT test point is made. Starting at a
coolant outlet temperature baseline of about 190° F., the
engine is operated at 10° F. temperature increments at
each test point. The coolant temperature is controlled
by adjusting the liquid-to-liquid heat exchanger. The
coolant flow rate is incrementally increased at each 10°
F. temperature increment. The corresponding cylinder
head temperatures, as indicated by the thermocouples
A, B and C, are recorded. The coolant temperature is
increased until the outlet temperature falls within the
range of about 270°-280° F.

The coolant flow rate is incrementally increased by
installing incrementally smaller drive pulleys on the
pump. The smaller the drive pulley, the faster is the
rotational speed of the pump’s impeller. The pump
speed and, therefore, coolant flow rate is increased at
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each coolant temperature increment until the engine
metal temperatures stabilize, as indicated by the ther-
mocouples A, B and C. Stability is achieved typically
when there is less than a 10° F. change in metal temper-
ature, for a 10 GPM change in coolant flow rate, thus
indicating an optimum coolant flow rate. The inline
flow restrictor can be used to fine tune the coolant flow
rate between the flow rates of two successive pump
pulleys. When approaching the optimum flow rate at
any operating load, no vapor should appear in the clear
sight chamber installed in the coolant expansion vent
line (the first vent line 74 in FIG. 1).

At each coolant outlet temperature increment, the
normal engine parameters, as indicated by the dyna-
mometer are also recorded, as indicated in the tables
below. The spark setting, along with the coolant tem-
peratures entering the cylinder head and exiting the
engine block, are also recorded. If there is an observed
engine “knock”, the spark setting is retarded to diminish
the knock. The spark setting and engine functions are
then again recorded.

Then, after initially identifying the optimum coolant
flow rates for each WOT test point, the optimum cool-
ant flow distribution through the engine block, cylinder
head, and head gasket is established, as hereinafter de-
scribed. The engine is operated again at 10° F. coolant
outlet temperature increments at each of the three
WOT test points. The engine is operated throughout the
same coolant outlet temperature range as described
above, while recording the same test data at each incre-
ment.

However, the cross-sectional flow area of each cool-
ant port extending from the cylinder head, through the
head gasket, and into the engine block (coolant ports 32
in FIG. 1), is incrementally increased by about 15% at
each 10° F. coolant outlet temperature increment, until
the engine metal temperatures, as indicated by the ther-
mocouples A, B and C, stabilize. Stabilization is
achieved ‘typically when there is less than a 10° F.
change in metal temperature, for each 15% increase in
flow area, thus indicating an optimum coolant distribu-
tion. If one of the thermocouples A, B or C continues to
maintain a higher temperature reading than the others,
or if its temperature reading does not change as much as
the others, the associated coolant ports will likely re-
quire a greater increase in flow area.

Once the optimum coolant flow distribution is estab-
lished at each coolant outlet temperature increment for
each WOT test point, the optimum coolant flow rates
for each test point are again determined. Thus, the en-
gine is operated again at each of the three WOT test
points, at 10° F. coolant outlet temperature increments
throughout the same temperature range as described
above. At each 10° F. temperature increment, the cool-
ant flow rate is incrementately increased until the metal
temperatures stabilize, and the data is recorded, in the
same manner as described above. Thus, a final determi-
nation of the optimum coolant flow rates is made based
on the optimum coolant flow distribution.

The tables below illustrate the final WOT test data
for the test engine:

Coolant

Out (°F.) Knock

WOT Test Point 1 (2400 RPM at 125 HP)

Metal Temperature - Head (°F.)
(Thermocouples A, B and C)

LEFT RIGHT Q

B C A B HP (ft. 1bs)
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190 cL 296 514 448 318 509 347 1248 270.3
200 CL 306 529 456 331 519 368 125.1 2714
210 CL 321 535 461 346 527 373 124.8 2725
220 CL 330 545 468 - 355 534 380 1254 272.6
230 CL 340 554 471 361 543 381 124.8 2718
240 CL 336 548 476 358 534 375 124.6 270.9
250 CL 347 555 483 365 545 385 125.1 269.5
260 CcL 356 568 496 374 554 385 1247 269.6
270 CL 359 575 499 381 558 391 124.9 269.7
280 CL 368 583 504 392 568 397 125.1 268.8
Coolant
Outlet
Coolant  Coolant Oil Fuel Air CAT Flow
Out F.) In(°F) Temp.(‘F) (Lb/Hr) (SCFM) A/F (°F) BSFC Rate (GPM)
190 180 190 725 169.3 106 93 .59 39.4
200 190 200 71.8 168.9 108 91 .57 39.6
210 200 200 73.1 170.2 10.7 91 .58 39.7
220 210 200 711 170.1 1.0 92 .56 40.0
230 220 210 71.0 168.9 109 92 .56 40.2
240 230 210 737 168.3 105 92 .59 40.2
250 240 210 73.0 168.8 106 93 .58 40.4
260 250 210 729 168.4 106 93 .58 40.6
270 270 220 77 169.0 108 93 .57 409
280 270 220 72.0 169.0 102 93 .58 41.0
wherein 37 Air” is the air flow rate into the engine’s carbure-

“Coolant Out” is the coolant outlet temperature;
“HP” is horsepower;
“TQ” is torque;

“Coolant In” is the coolant inlet temperature;
+Qil Temp.” is the temperature of the oil as measured 10

by a thermocouple (not shown) mounted on the oil

pan;
“Fuel” is the fuel consumption rate;
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tor;

“A/F” is the air-to-fuel ratio;

“CAT” is the temperature of the air flowing into the
carburetor;

“BSFC” is the brake Specific Fuel Consumption,
which is the amount of fuel used per HP per hour
(GPH/HR); and

“CL” means that the knock is clear or, that is, there
is no observed knock.

WOT Test Point 2 (3200 RPM at 171 HP)

Metal Temperature - Head (°F.)

(Thermocouples A. B and C)

Coolant LEFT RIGHT TQ
Out (°F.) Knock A B’ C A B C HP (f1. 1bs)
190 CL 303 550 475 339 552 399 170.6 275.6
200 CL 312 562 486 350 562 407 171.2 278.4
210 CL 323 569 493 364 573 417 (D+ )+
220 CL 330 571 500 366 576 418 171.8 279.1
230 CL 340 579 502 374 578 420 1713 278.5
240 CL 348 584 507 381 586 426 (D+ ()+
250 CL 359 588 515 392 596 435 170.5 274.8
260 CL 372 591 522 399 602 443 (=)+ (+
270 CL 364 598 523 391 608 440 172.2 279.7
-
Coolant
Outlet
Coolant  Coolant 0il Fuel Air CAT Flow
Out CF.) In(°F) Temp. (F.) (Lb/Hr) (SCFM) A/F (F) BSFC  Rate (GPM)
190 180 240 97.9 245.2 11.4 91 .57 47.8
200 190 240 96.4 245.1 11.6 91 57 47.9
210 200 240 )+ D+ D+ I+ F 48.0
220 210 240 97.9 243.3 11.4 9t .57 48.2
230 220 250 96.5 243.7 11.6 92 .57 482
240 230 250 ()+ ()+ (LD+ D+ )+ 48.4
250 240 250 98.4 2449 11.5 92 .59 48.6
260 250 260 (+ D+ D+ D+ O+ 48.6
270 260 260 98.0 2439 11.4 93 57 48.7

(_)+ indicates no data available.
*Test ended.

Coolant

WOT Test Point 3 (4,000 RPM at about 227 HP)

Metal Temperature - Head (°F.)

(Thermocouples A, B and C)
LEFT RIGHT TQ
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Out (°F.}  Knock A B C A B C HP {ft-1bs)
190 CL 326 614 529 369 629 415 226.8 296.0
200 CL 332 622 536 377 628 418 227.6 295.2
210 CL 336 623 516 372 628 418 226.1 291.3
220 CL 346 655 527 384 651 420 2264 294.2
230 CL 349 663 539 388 663 422 225.8 294.9
240 CL 357 668 554 392 667 432 226.4 295.8
250 CL 359 672 559 393 675 439 226.9 295.6
260 CL 363 677 564 396 . 679 448 226.7 293.2
*
Coolant
Outlet
Coolant  Coolant Oil Fuel Air CAT Flow
Out (°F.) In(°F.) Temp. (°F.) (Lb/Hr) (SCFM) A/F (°F) BSFC Rate (GPM)
190 180 240 129.1 319.1 1.3 95 .58 49.0
200 190 240 129.0 329.1 1.7 96 57 49.2
210 200 240 130.6 332.7 1.7 95 57 49.3
220 210 240 129.5 331.0 1.7 96 .56 49.9
230 220 250 131.4 330.5 11.6 96 57 51.0
240 230 250 1313 3311 1.6 97 57 51.3
250 240 250 130.6 3287 1.6 98 .57 51.3
260 250 250 130.2 325.6 1.5 98 57 515

*

*Test ended.

The same procedure is then repeated for the following 25  2) 1,475 RPM at 16.0 IN/HG; and
POT test points: 3) 1,700 RPM at 14.3 IN/HG.
1) 1,400 RPM at 16.8 IN/HG; The tables below illustrate the POT test data for the
test engine:

POT Test Point 1 (1400 RPM at 16.8 In/HG - 40° Fixed Spark)

Metal Temperature - Head (°F.)
(Thermocouples A, B and C)

Coolant LEFT RIGHT TQ
Out (°F.)  Knock A B C A B C HP (ft. 1bs)
190 CL 246 314 308 250 309 303 16.8 62.1
200 CL 250 319 316 259 318 314 16.3 60.5
210 CL 260 327 323 264 328 317 16.3 60.4
220 CL 265 332 329 276 328 320 17.0 62.5
230 CL 277 338 331 285 33 323 16.3 60.5
240 CL 282 341 336 292 336 325 16.9 62.0
250 CL 293 346 342 302 338 329 16.7 61.6
260 CL 304 352 342 309 341 332 16.5 60.9
270 CL 313 358 345 319 347 339 17.1 63.4
280 | CL 327 364 348 332 354 346 17.0 62.8
Coolant
Outlet
Coolant  Coolant Qil Fuel Air CAT Flow
Out (°F.) In(°F.) Temp.(°F) (Lb/Hr) (SCFM) A/F (°F.) BSFC Rate (GPM)
190 180 200 11.5 36.7 146 92 73 16.8
200 190 210 114 36.7 148 94 72 16.9
210 210 220 113 36.7 149 94 .74 16 9
220 220 230 11.4 36.5 147 96 72 17.0
230 230 240 11.3 36.2 151 94 .74 17.0
240 230 240 11.0 358 147 96 73 17.0
250 240 240 11.2 357 149 94 73 171
260 250 250 11.0 35.8 149 95 75 17.2
270 260 250 11.0 36.0 145 96 .76 17.3
280 270 260 11.2 36.3 14.7 96 .76 17.4

POT Test Point 2 (1475 RPM at 16 In/HG - 42° Fixed Spark
Metal Temperature - Head (°F.)
(Thermocouples A, B and C)

Coolant LEFT RIGHT TQ

Out (°F.)  Knock A B (e} A B C HP (ft. Ibs)
190 CL 254 329 323 261 324 317 204 71.0
200 CL 260 333 329 268 33 326 203 70.6
210 CL 271 342 338 275 340 332 19.8 69.3
220 CL 277 . 347 341 284 345 333 20.6 71.4
230 CcL 284 351 342 296 352 338 19.8 69.4

240 CL 293 356 350 299 355 341 13 73.9
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250 CcL 302 360 357 310 356 343 208 72.8
260 CcL 31 364 357 320 359 349 208 72.8
270 cL 320 373 360 329 362 351 19.7 70.4
280 CL 328 380 367 341 369 358 19.7 69.9
Coolant
Outlet
Coolant  Coolant Oil Fuel Air CAT Flow
Out °F) In(°F.) Temp.(°F.) (Lb/Hr) (SCFM) A/F (°F) BSFC Rate (GPM)
190 190 200 13.0 410 145 89 .67 18.1
200 190 210 128 410 147 89 .67 18.1
210 200 220 125 409 150 90 .66 183
220 210 220 12.8 414 148 91 65 18.3
230 220 230 13.0 414 146 91 71 18.3
240 230 240 129 413 147 92 64 18.5
250 250 240 129 413 147 92 .66 18.5
260 250 250 12.8 414 148 91 65 18.6
270 270 250 129 414 147 92 .69 18.7
280 270 250 12.5 401 147 92 .67 18.9
POT Test Point 3 (1700 RPM at 14.3 In/HG - 44° Fixed Spark)
Metal Temperature - Head (°F.)
(Thermocouples A. B & C
Coolant LEFT RIGHT TQ
Out CF.)  Knock A B C A B [¢] HP (ft. 1bs)
190 CL 275 340 314 287 325 318 317 97.4
200 cL 277 345 319 288 331 323 324 99.6
210 cL 285 348 322 295 335 324 319 97.4
220 CcL 293 351 334 302 339 336 316 99.3
230 cL 302 359 342 310 344 30 319 97.1
240 CcL 309 366 345 316 352 344 321 98.7
250 cL 319 371 352 325 358 35 332 102.5
260 cL 331 374 355 336 362 352 332 97.7
270 CcL 339 378 358 343 367 355 318 95.6
280 CL 348 380 361 351 371 356 316 954
Coolant
Outlet
Coolant  Cooiant Oil Fuel Air CAT Flow
Out °F) In(°F.) Temp.(‘F.) (Lb/Hr) (SCFM) "A/F (°F) BSFC Rate (GPM)
190 180 210 18.0 551 143 92 .60 25.2
200 190 220 17.9 552 144 92 .58 25.2
210 200 220 17.8 553 145 92 .59 25.4
220 220 230 17.7 552 145 93 .57 25.5
230 220 230 17.8 552 144 93 .59 25.7
240 230 240 18.0 556 144 92 .59 25.9
250 240 240 18.1 560 144 94 57 259
260 250 250 180 558 144 94 .59 259
270 270 250 174 s41 145 94 .50 26.1
280 270 260 17.5 541 142 94 6l 26.2
Therefore, the optimum coolant flow rates and the
optimum coolant flow distribution is determined for
each temperature increment for each test point under test points, then the engine may lose fuel economy by
both the WOT and POT tests. Once the optimum cool- 50 driving the pump too fast at lower engine speeds.
ant flow rates are determined, the coolant pump is de- Therefore, the performance characteristics of the pump
signed so that critical engine operating points, as set by must be balanced between the optimum WOT and POT
the vehicle manufacturer, will be substantially main- test point flow rates.
tained. The A/F, spark, and BSFC values are usually The optimum coolant flow rates (GPM) are prefera-
considered important because their stability under dif- 55 bly plotted as a function of engine speed (RPM) and as
ferent operating loads is proportional to fuel economy a function of coolant outlet temperature (° F.) at the
and emissions output. Oil temperature stability under different WOT and POT test points (not shown). Based
138° C. at all coolant temperatures is also important. on the plotted data, the desired flow rates and pressure
The pump 42 is then designed so that its performance characteristics of the pump are plotted as a function of
substantially corresponds to the optimum coolant flow 60 engine speed, as shown in FIG. 10. The pressure plot in
rates at each critical engine operating point. Typically, FIG. 10 is the coolant pressure on the outlet side of the
however, the pump flow rates are maintained as close as pump, when the PTV 48 is closed. The pressure is mea-
possible to the optimum flow rates for the WOT test sured by a pressure gauge (not shown) mounted in the
points. Insufficient flow rates under the WOT test  coolant line between the pump and the radiator. The
points are likely to be more disadvantageous than pro- 65 pressure is preferably maintained below about 13 psi

portionally insufficient flow rates under the POT test
points. However, if the pump flow rates are substan-
tially higher than the optimum flow rates for the POT

_ under all operating loads. If the pressure reading ex-

ceeds that level, the system may require a larger volume
radiator to decrease the radiator back pressure.
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The pump is then designed so that its performance
substantially corresponds to the curves of FIG. 10. For
the test engine, a centrifugal-type pump having the
following characteristics was found to substantially
match the performance curves of FIG. 10 a 5.25 inch
diameter by } inch deep impeller, with 7 impeller fins,
the impeller fins preferably being mounted on a backing
plate so that the coolant does not flow around the fins;
two 1-2 inch diameter coolant inlets and a 1-§ inch
diameter coolant outlet, the two inlets each being cou-
pled to a respective bank of the V-8 engine; and a 1.9 to
1 overdrive pulley ratio, so that the pump turns about
1.9 revolutions for each engine revolution.

The coolant pump is driven by the engine and, there-
fore, its speed and flow rate increases with engine
speed. The pump speed in a water-based coolant system
is frequently limited by the viscosity and boiling point
of the coolant. At high engine speeds, when the coolant
temperature is highest, if the pump is run too fast, pump
cavitation is more likely to occur as the coolant temper-
ature approaches its boiling point.

This problem is substantially avoided with the pres-
ent invention because the coolants used, such as propy-
lene glycol, are relatively viscous and have high boiling
points in comparison to water-based coolants. There-
fore, the pump can be run at faster speeds and/or with
increased vacuum or suction to produce higher flow
rates at all engine speeds, as compared to water-based
coolant systems, without the risk of cavitation. Accord-
ingly, because the system of the present invention can
be operated at relatively high flow rates, the liquid
coolant can condense the vaporized coolant generated
upon contact with the surfaces of the engine, under
heavy operating: loads and/or high ambient tempera-
tures.

One advantage of the present invention is that by
determining both the optimum coolant flow rates and
flow distribution for a particular engine, as described
above, vapor blanketing and, therefore, excessive en-
gine metal temperatures are substantially avoided.
Without determining the optimum flow distribution, on
the other hand, certain areas of the engine might not
receive sufficient coolant flow and, accordingly, give
rise to vapor blanketing.

Another advantage of the cooling system of the pres-
ent invention is that the flow rate and the distribution
can be determined to reduce engine metal temperatures
to levels believed to be previously unachievable. As a
result, the rate of heat exchange between the metal
surfaces of the engine and the coolant is increased so
that combustion side (flame side) metal temperature
spikes are significantly lowered, as compared, for exam-
ple, to water-based coolant systems. Moreover, the
sensitivity of the combustion chambers to variations in
bulk coolant temperature, cylinder compression pres-
sures, ignition advance, fuel octane, and lean fuel mix-
tures, are dramatically reduced. Engine oil tempera-
tures are also typically reduced.

Furthermore, after boil protection is typically in-
creased with the cooling system of the present inven-
tion, due to the lower average metal temperatures of the
engine, particularly in the cylinder head. After operat-
ing under heavy loads and/or high ambient tempera-
tures, the cooling system of the present invention can
typically be immediately shut down, without the prob-
lem of coolant loss, as might be experienced with a
water-based coolant system.
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Although the cooling system of the present invention
is preferably operated at ambient pressures, it can also
be operated under conventional coolant system pres-
sures (about 15-18 psig). The engine metal temperatures
are typically lower than with a conventional water-
based coolant system. Therefore, although the coolant
temperature with the present invention is typicaily
higher, particularly if the system is pressurized, the
engine metal temperatures are still maintained at rela-
tively low levels. Accordingly, the problems of detona-
tion and pre-ignition are substantially prevented.

I claim:

1. A condenserless apparatus for cooling an internal
combustion engine with a substantially anhydrous, boil-
able liquid coolant having a saturation temperature
higher than that of water, comprising:

a coolant chamber surrounding the cylinder walls
and combustion chambers of the engine to receive
the coolant for cooling the metal surfaces of the
engine;

a coolant pump coupled in fluid communication with
the coolant chamber;

a coolant pump coupled in fluid communication with
the coolant chamber;

means for exhausting gases or vapor not condensed
by the liquid coolant in the coolant chamber there-
from, the means for exhausting being coupled in
fluid communication with a section of the appara-
tus at about ambient pressure or below that pres-
sure and adapted to restrict the return of moisture
to the coolant in the coolant chamber,

the coolant pump being adapted to pump the coolant
through the coolant chamber at a flow rate so that
the liquid coolant substantially condenses coolant
vaporized upon contact with the metal surfaces of
the engine.

2. An apparatus as defined in claim 1, further com-

prising:

means for distributing coolant through the coolant
chamber so that coolant vaporized upon contact
with the metal surfaces of the engine substantially
condenses in the liquid coolant.

3. An apparatus as defined in claim 2, further com-

prising:

a radiator coupled in fluid communication with the
coolant pump and the coolant chamber, the coolant
flowing through the radiator being reduced in tem-
perature by heat exchange therewith.

4. An apparatus as defined in claim 2, wherein the

means for exhausting includes:

a conduit coupled in fluid communication with the
coolant chamber, the conduit being adapted to
receive the gases or vapor in the coolant chamber
and to exhaust the gases or vapor from the engine.

5. An apparatus as defined in claim 2, further com-
prising: :

a head gasket seated between a cylinder head and an

engine block of the engine; and

the means for distributing includes a plurality of cool-
ant apertures extending through the head gasket,
each of the coolant apertures being in fluid commu-
nication with the coolant chamber to permit cool-
ant to flow therethrough.

6. An apparatus as defined in claim 5, further com-

prising:

a first coolant inlet in fluid communication with the
coolant chamber, the radiator and the pump; and
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a coolant outlet in fluid communication with the
coolant chamber and the pump, the first coolant
inlet and the coolant outlet both being located on
the same side of the engine, and

the coolant apertures extend through a section of the
head gasket located adjacent to the side of the
engine opposite the side of the first coolant inlet
and the coolant outlet.

7. An apparatus as defined in claim 5, further com-

prising:

a first coolant inlet in fluid communication with the
coolant chamber, the radiator and the pump; and

a coolant outlet in fluid communication with the
coolant chamber and the pump, the coolant outlet
being located at about the midpoint of the coolant
chamber measured between a front wall and a rear
wall of the engine.

8. An apparatus as defined in claim 7, further com-

prising:

a second coolant inlet in fluid communication with
the coolant chamber, and the radiator and/or the
coolant pump, the second coolant inlet being lo-
cated on the opposite side of the engine of the first
coolant inlet.

9. An apparatus as defined in claim 2, wherein the

means for exhausting includes:

an expansion tank coupled in fluid communication
with the coolant chamber, to receive expanded
liquid coolant and/or gases or vapors from the
coolant chamber.

10. An apparatus as defined in claim 9, wherein

the expansion tank is in fluid communication with the
ambient atmosphere and receives liquid coolant
therein to maintain a substantially liquid coolant
barrier between the coolant chamber and the ambi-
ent atmosphere.

11. An apparatus as defined in claim 10, wherein

the expansion tank defines an inlet port and an outlet
port, the inlet port extending through a bottom
wall thereof and being in fluid communication with
the coolant chamber, the outlet port extending
through a top wall thereof and being in fluid com-
munication with the ambient atmosphere, the inlet
port being located below the coolant level in the
expansion tank and the outlet port being located
above the coolant level in the expansion tank, the
liquid coolant in the expansion tank thus providing
a liquid seal between the outlet port and the cool-
ant chamber.

12. An apparatus as defined in claim 11, further com-

prising:

a dehydrating unit coupled in fluid communication
with the outlet port of the expansion tank, the de-
hydrating unit substantially removing the water
vapor flowing therethrough and into the outlet
port.

13. An apparatus as defined in claim 12, wherein the
dehydrating unit includes a desiccant material to sub-
stantially remove the water vapor.

14. A method of cooling an internal combustion en-
gine in a condenserless system comprising the following
steps:

pumping a substantially anhydrous, boilable liquid
coolant, having a saturation temperature higher
than that of water, within the engine at a flow rate
so that substantially all of the coolant vaporized
upon contact with the metal surfaces of the engine
is condenses by the liquid coolant;
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exhausting gases or vapor not condensed by the lig-
uid coolant in the coolant chamber therefrom,
through means for exhausting coupled in fluid
communication with a section of the adapted to
restrict the return of moisture to the coolant in the
coolant chamber.

15. A method as defined in claim 14, further compris-
ing the following step:

distributing the coolant through the engine so that

substantially all of the coolant vaporized upon
contact with the metal surfaces of the engine is
condensed by the liquid coolant.

16. A method as defined in claim 15, further compris-
ing the following step:

exhausting gases or vapor not condensed by the lig-

uid coolant in the coolant chamber therefrom, from
a location in the engine at about ambient pressure
or below that pressure.

17. A method as defined in claim 15, wherein

the coolant is pumped in the direction of the cylinder

head toward the engine block of the engine.

18. A method as.defined in claim 15, wherein the
coolant is pumped in the direction of the engine block
toward the cylinder head of the engine.

19. A method as defined in claim 15, further compris-
ing the steps of:

pumping the coolant in the direction of the front of

the cylinder head toward the back of the cylinder
head, toward the engine block, and in turn toward
the front of the engine block.

20. A method as defined in claim 14, wherein the
coolant includes

at least one substance that is miscible with water and

has a vapor pressure substantially less than that of
water at any given temperature.

21. A method as defined in claim 20, wherein

the substance of the coolant is selected from a group

including ethylene glycol, propylene glycol, tetra-
hydrofurfuryl alcohol, and dipropylene glycol.

22. A method as defined in claim 14, wherein the
coolant includes

at least one substance that is substantially immiscible

with water and has a vapor pressure substantially
less than that of water at any given temperature.

23. A method as defined in claim 22, wherein

the substance of the coolant is selected from a group

including 2,2,4-trimethyl-1,3-pentanediol
monoisobutyrate, dibutyl isopropanolamine, and
2-butyl octanol.
24. A process for cooling for a condenserless internal
combustion engine, comprising the following steps:
pumping a substantially anhydrous, boilable liquid
coolant, having a saturation temperature above
that of water, from a coolant chamber within the
engine, through a heat exchanger, and back into
- the coolant chamber;

the coolant being pumped at a flow rate so that sub-
stantially no coolant vapor is formed outside of the
coolant chamber; :

the coolant also beingpumped at a flow rate and dis-

tributed through the coolant chamber so that sub-
stantially all of the liquid coolant in the coolant
chamber that does not flow into contact with the .
metal surfaces of the engine is maintained below its
saturation temperature, and substantially all of the
coolant vapor formed within the coolant chamber
is condensed by the liquid coolant;
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exhausting gases or vapor not condensed by the lig-
uid coolant in the coolant chamber therefrom,
through means for exhausting coupled in fluid
communication with a section of the apparatus at
about ambient pressure or below that pressure and
adapted to restrict the return of moisture to the
coolant in the coolant chamber.

25. A process as defined in claim 24, wherein

the coolant is pumped in the direction of the head
portion of the engine toward the cylinder bore
portion of the engine.

26. A process as defined in claim 24, wherein

the coolant is pumped in the direction of the cylinder
bore portion of the engine toward the head portion
of the engine.

27. A process as defined in claim 24, wherein the
coolant is pumped at a flow rate so that nucleate boiling
and coolant vapor formation is maintained below a
predetermined level.

28. A process as defined in claim 27, wherein

the coolant flow rate for maintaining nucleate boiling
and coolant vapor formation below a predeter-
mined level is achieved by increasing the flow area
of the heat exchanger and/or directing coolant to
bypass the heat exchanger.

29. A process as defined in claim 24, further compris-

ing the following step:

exhausting from a location in the engine at about
ambient pressure or below that pressure, substan-
tially all of the gases or vapors not condensed
within the coolant chamber.

30. A process as defined in claim 29, further compris-

ing the following step:

exhausting the gases or vapors not condensed within
the coolant chamber through a reservoir of liquid
coolant coupled in fluid communication with the
coolant chamber, the reservoir of liquid coolant
thus substantially preventing additional gases or
vapor from entering the coolant chamber.

31. A process as defined in claim 24, wherein the
coolant chamber is maintained at about atmospheric
pressure.

32. A condenserless apparatus for cooling an internal
combustion engine with a substantially anhydrous, boil-
able liquid coolant having a saturation temperature
higher than that of water, comprising:

a coolant chamber formed adjacent to the combus-
tion chamber domes and exhaust runners of the
engine, the coolant chamber receiving the liquid
coolant to cool the metal surfaces of the engine;

a heat exchanger coupled in fluid communication
with the coolant chamber, the heat exchanger re-
ducing the temperature of coolant flowing there-
through;

a coolant pump coupled in fluid communication with
the coolant chamber and the heat exchanger to
pump coolant therethrough, the coolant being
pumped and distributed through the coolant cham-
ber so that substantially no coolant vapor is formed
due to a coolant pressure drop across the pump,
and the temperature of the coolant adjacent to the
combustion chamber domes and exhaust runners,
but not in contact therewith, is maintained below
the saturation temperature of the coolant, and sub-
stantially all coolant vaporized within the coolant
chamber is condensed within the liquid coolant;
and
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the means for exhausting gases or vapors not con-
densed by the liquid coolant within the coolant
chamber therefrom, from a location in the engine at
about ambient pressure or below that pressure.

33. An apparatus as defined in claim 32, wherein

the means for exhausting includes an expansion tank
to receive gases, vapors, and expanded liquid cool-
ant from the coolant chamber.

.34. An apparatus as defined in claim 33, wherein

the means for exhausting further includes a vent line
coupled in fluid communication with the expansion
tank, the vent line including a portion located at or
above the highest level of liquid coolant in the
apparatus, the vent line thus permitting gases,
vapor and expanded liquid coolant from the cool-
ant chamber to flow therethrough.

35. An apparatus as defined in 34, wherein the expan-
sion tank includes

a first port coupled in fluid communication with the
vent line, the first port being located below the
coolant level in the expansion tank; and

a second port coupled in fluid communication with
the ambient atmosphere, the second port being
located above the coolant level in the expansion
tank, thus permitting gases or vapor in the expan-
sion tank to flow therethrough, the coolant in the
expansion tank in turn providing a liquid barrier
between the first port and the second port.

36. An apparatus as defined in claim 32, wherein

the liquid coolant is circulated in the direction of the
head portion of the engine toward the cylinder
bore portion of the engine. :

37. An apparatus as defined in claim 32, wherein

the liquid coolant is circulated in the direction of the
cylinder bore portion of the engine toward the
head portion of the engine.

38. A condenserless apparatus for cooling an internal
combustion engine with a substantially anhydrous, boil-
able liquid coolant having a saturation temperature
higher than that of water, comprising:

a coolant chamber surrounding the cylinder walls
and combustion chambers of the engine, the cool-
ant chamber receiving the coolant for cooling the
metal surfaces of the engine, the coolant chamber
including a coolant inlet to permit the coolant to
flow therein, and a coolant outlet to permit the
coolant to flow therefrom, the coolant outlet being
located on the same side of the engine as the cool-
ant inlet;

a coolant pump cooled in fluid communication with
the coolant chamber, the coolant pump being
adapted to pump the coolant through the coolant
chamber at a flow rate so that the liquid coolant
substantially condenses coolant vaporized upon
contact with the metal surfaces of the engine;

a head gasket seated between a cylinder head and
engine block of the engine, the head gasket defin-
ing a plurality of coolant apertures extending there-
through, the coolant apertures being in fluid com-
munication with the coolant chamber to permit
coolant to flow therethrough, each respective
cooling aperture being located and sized so that
coolant vaporized upon contact means for exhaust-
ing gases or vapor not condensed by the liquid
coolant in the coolant chamber therefrom, the
means for exhausting being coupled in fluid com-
munication with a section of the apparatus at about
ambient pressure or below that pressure and
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adapted to restrict the return of moisture to the
coolant in the coolant chamber.

39. An apparatus as defined in claim 38, wherein

the coolant apertures are located in a section of the
head gasket contiguous to the side of the engine
opposite the side of the coolant inlet and outlet.

40. An engine as defined in claim 39, wherein the
coolant inlet and coolant outlet are located within the
front half of the engine and the coolant apertures of the
head gasket are located in about the rear half of the
engine.

41. An condenserless apparatus for cooling an inter-
nal combustion engine with a substantially anhydrous
liquid coolant, comprising:

a coolant chamber formed therein, the coolant cham-
ber receiving the substantially anhydrous liquid
coolant to cool the metal surfaces of the engine;

first means for exhausting gases and/or vapor from
the coolant chamber in fluid communication there-
with; and second means for removing water and/or
water vapor flowing into the first means and cou-
pled in fluid communication therewith.

42. An apparatus as defined in claim 41, wherein

the second means includes a desiccant material to
substantially remove the water and/or water vapor
flowing therethrough.

43. An apparatus as defined in claim 42, wherein

the first means includes an expansion tank coupled in
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fluid communication with the coolant chamber and

the ambient atmosphere, the expansion tank receiv-
ing liquid coolant therein, the liquid coolant in the
expansion tank thus providing a liquid barrier be-
tween the coolant chamber and the ambient atmo-
sphere.
44. An apparatus as defined in claim 43, wherein
the expansion tank defines a gas passage located
above the level of coolant therein, the gas passage
being in fluid communication with the second
means, so that the gas entering the expansion tank
through the gas passage is substantially demoistur-
ized by the second means.
45. An apparatus as defined in claim 44, wherein
the second means includes a cannister defining a des-
iccant chamber therein, the desiccant material
being received within the desiccant chamber, the
desiccant chamber being coupled in fluid commu-
nication with the gas passage and the ambient at-
mosphere, the gases entering the expansion tank
through the gas passage thus being substantially
demoisturized by flowing through the desiccant
chamber.
46. An condenserless apparatus for cooling an inter-
nal combustion engine with a substantially anhydrous,
boilable liquid coolant having a saturation temperature
higher than that of water, comprising:
a coolant chamber formed therein to receive the lig-
uid coolant to cool the surfaces of the engine;

means for exhausting gases or vapor not condensed
by the liquid coolant in the coolant chamber there-
from, the means for exhausting being coupled in
fluid communication with a section of the appara-
tus at about ambient pressure or below that pres-
sure;

means for distributing coolant through the coolant

chamber so that coolant vaporized upon contact
with the metal surfaces of the engine substantially
condenses in the liquid coolant; and

60

65

30

a pump coupled in fluid communication with the
coolant chamber and the heat exchanger to pump
the coolant therethrough at a flow rate so that
coolant vaporized upon contact with the metal
surfaces of the engine substantially condenses in
the liquid coolant.

47. An apparatus as defined in claim 46, wherein:

the means for exhausting includes a coolant tank
coupled in fluid communication with the coolant
chamber and the ambient atmosphere, the coolant
tank being provided to receive gases, vapor and/or
expanded coolant from the coolant chamber, the
coolant tank holding liquid coolant therein to pro-
vide a liquid coolant barrier between the coolant
chamber and the ambient atmosphere.

48. An apparatus as defined in claim 46, wherein:

the means for distributing includes a head gasket
seated between a cylinder head and engine block of
the engine, the head gasket defining several aper-
tures therethrough, the apertures being in fluid
communication with the coolant chamber to per-
mit coolant to flow therethrough, each respective
aperture being located and sized so that coolant
vaporized upon contact with the metal surfaces of
the engine substantially condenses in the liquid
coolant.

49. An apparatus for cooling an internal combustion
engine with a substantially anhydrous, boilable liquid
coolant having a saturation temperature higher than
that of water, comprising: .

a coolant chamber surrounding the cylinder walls
and combustion chambers of the engine to receive
the coolant for cooling the metal surfaces of the
engine;

a coolant pump coupled in fluid communication with
the coolant chamber, the coolant pump being
adapted to pump the coolant through the coolant
chamber at a flow rate so that the liquid coolant
substantially condenses coolant vaporized upon
contact with the metal surfaces of the engine;

means for distributing coolant through the coolant
chamber so that coolant vaporized upon contact
with the metal surfaces of the engine substantially
condenses in the liquid coolant;

a head gasket seated between a cylinder head and an
engine bock of the engine;

the means for distributing includes a plurality of cool-
ant apertures extending through the head gasket,
each of the coolant apertures being in fluid commu-
nication with the coolant chamber to permit cool-
ant to flow therethrough;

a first coolant inlet in fluid communication with the
coolant chamber, the radiator and the pump;

A coolant outlet in fluid communication with the
coolant chamber and the pump, the coolant outlet
being located at about the midpoint of the coolant
chamber measured between a front wall and a rear
wall of the engine; and

a second coolant inlet in fluid communication with
the coolant chamber, and the radiator and/or the
coolant pump, the second coolant inlet being lo-
cated on the opposite side of the engine of the first
coolant inlet.

50. An apparatus for cooling an internal combustion
engine with a substantjally anhydrous, boilable liquid
coolant having a saturation temperature higher than
that of water, comprising:
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a coolant chamber sirrounding the cylinder walls
and combustion chambers of the engine to receive
the coolant for cooling the metal surfaces of the
engine;

a coolant pump coupled in fluid communication with
the coolant chamber, the coolant pump being
adapted to pump the coolant through the coolant
chamber at a flow rate so that the liquid coolant
substantially condenses coolant vaporized upon
contact with the metal surfaces of the engine;

means for distributing coolant through the coolant
chamber so that coolant vaporized upon contact
with the metal surfaces of the engine substantially
condenses in the liquid coolant;

means for exhausting gases or vapor not condensed
by the liquid coolant in the coolant chamber there-
from, the means for exhausting being coupled in
fluid communication with a section of the appara-
tus at about ambient pressure or below that pres-
sure;

an expansion tank coupled in fluid communication
with the coolant chamber, to receive expanded
liquid coolant and/or gases or vapors from the
coolant chamber;

the expansion tank is in fluid communication with the
ambient atmosphere and receives liquid coolant
therein to maintain a substantially liquid coolant
barrier between the coolant chamber and the ambi-
ent atmosphere;

an expansion tank defines an inlet port and an outlet
port, the inlet port extending through a bottom
wall thereof and being in fluid communication with
the coolant chamber, the outlet port extending
through a top wall thereof and being in fluid com-
munication with the ambient atmosphere, the inlet
port being located below the coolant level in the
expansion-tank and the outlet port being located
above. the coolant level in the expansion tank, the
liquid coolant in the expansion tank thus providing
a liquid seal between the outlet port and the cool-
ant chamber; and

a dehydrating unit coupled in fluid communication
with the outlet port of the expansion tank, the de-
hydrating unit substantially removing the water
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vapor flowing therethrough and into the outlet
port.

51. An apparatus as defined in claim 50, wherein the
dehydrating unit includes a desiccant material to sub-
stantially remove the water vapor.

52. An apparatus for cooling an internal combustion
engine with a substantially anhydrous liquid coolant,
comprising: )

a coolant chamber formed therein, the coolant cham-
ber receiving the substantially anhydrous liquid
coolant to cool the metal surfaces of the engine;

first means for exhausting gases and/or vapor from
the coolant chamber in fluid communication there-
with;

second means for removing water and/or water
vapor flowing into the first means and coupled in
fluid communication therewith;

the second means includes a desiccant material to
substantially remove the water and/or water vapor
flowing therethrough.

53. An apparatus as defined in claim 52, wherein

the first means includes an expansion tank coupled in
fluid communication with the coolant chamber and
the ambient atmosphere, the expansion tank receiv-
ing liquid coolant therein, the liquid coolant in the
expansion tank thus providing a liquid barrier be-
tween the coolant chamber and the ambient atmo-
sphere.

54. An apparatus as defined in claim 53, wherein

the expansion tank defines a gas passage located
above the level of coolant therein, the gas passage
being in fluid communication with the second
means, so that the gas entering the expansion tank
through the gas passage is substantially demoistur-
ized by the second means.

55. An apparatus as defined in claim 54, wherein

the second means includes a cannister defining a des-
iccant chamber therein, the desiccant material
being received within the desiccant chamber, the
desiccant chamber being coupled in fluid commu-
nication with the gas passage and the ambient at-
mosphere, the gases entering the expansion tank
through the gas passage thus being substantially
demoisturized by flowing through the desiccant

chamber.
* * * * *



