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Two Alvis Open lodels — a Spoed Twentyfive and a 4.3 Litrc.

E might consider something big agein, I suggest, there howi-:
: becen some variety lately in the direction of emall stuff - ond
EE! vory intercsting that type of machine always is. Apart “rom
some special gases it is possible to visualisc, one docs not sec a
great deal of motoring being done these days in the bigger sports cars,
though there is no reason why interest in the type should not be
maintained, and , as a mattor of fact, I know that quite a few peoplc
buy big sports cars even at the oresent time, often prosumably laying
thom up for the duration.

Good matorial lying doggo seems a great pity, but if it weren't
doing so in a private garaze somowhere in the country it would boc equally
idle in a showroom, and probably in a good deal morc dangerous position
in preseat circumstances.

Not long ago I was able to try a couplc of the big open Alvisea.
or Alvis, or Alvi, or wiatever the plural rcally is, cars which, with
all their power from 2 hearty sisze of cngine, made one wish for a
return to unlimited supplies of fuel again. Cne was a 1937 model
Speed Twenty-five and the ‘other a 1938 4.3-litrc, and example of that
biggest Alvis model introduced only a ycar or so hofore the war began,
it will be remembered, and capable of great things.

The opportunity having ariscn, in a sense I inevitably thought
thoughts comparatively botween the two machines. To even matters up
as much as poasible, I had a run in the Speed 25 firat. =—rii= AT

It was typically Alvis, a tribute which one ean pay bocause
whenovor one gets ‘behind -the wheel of one of these cars - whother, as
in the past, a comparatively new machine straight from the works, or
one that has béen in privatc hands and donc a considerable miloags, it
feelas good. The sort of 'battleship' construction whiech, plus rxcellent
finish, is apparent immediately you open the bonnet and will be
roemembored by anyone who has scen an Alvis chassis without the body,
doea count for a lot in ultimate durability.

Fart Throttlo

Driving the Speed Twenty—five and still more in the larger car,
was a 'mattor in the prescnt conditions of using just som¢ of the
performance, B being reached from 4 in o strikingly shorter time than
one is accustomed to making on the ordinary run of cars at the momcnte.




Both, as it happoned, showed total mileage roadings of 20,000-0dd,
both being offered for sale by the firm of Brooklands of Bond Sircet,
who at the outbreak of war wore the Alvis London distributors, and
therofore specialists in the make. Theae were two of several cxnmplcs
thoy had at the time. The Speed Twenty-five, in point of fact, was sold
very shortly after I tried it, providing an illustration of the romark
made carlior to the effect that cars of this calibre arc still changing
honds. I believe that the figurc put on it was £375, and that other
gimilar cars arc availsble from the same somrce, whilo the pricc of the
1938 A.3-litrc, which-is still available, is £775; thc original list
priec of this model was £995.

As I havo already suggostod, the Twenty-five cortainly could get over
the ground, and was an cxtremely nice type of car %o handlc. Its control
was not heavy, & oriticism whioch could be advanced against somc of the
carlitr types. I had not proeviously tried tho open Speed Twenty-five,
hut o saloon of this model in 1938 whacked up a timed speed of g6-o0dd,
and gave some remarkably good acceloration figurea. It was interesting
that when a woek or so afterwards I found myself in the 4.3, although
there was no guestion of being able to compare aotusl currcnt perfornancc
dnta for the two machines, the contrast in performance botween them, goo'l
~a the 25 was considered individually, applied to a greater degree, I
think, than might have been expected for a difference of little morc thon
BOO e.c. in the engines.

Actually, the whoclbases of thc Spced Twenty-five and the 4.3 aports
tourer, which is on a short chassis compared with the corresponding
saloon, are the aame (10ft.4in.) and thus one had the effcct, remeombering
the earlier run, of virtually the same car with a bigger engine. I let
it do it only about twice, but the 4.3 will leap up to the 70 mark, and
its natural speed is around that figure.

The top gear hill-climbing was remarkable, quite apart from what could
obviously be done on the gears on somcthing steep. The 443 shot up a
hill T often use, which has tricky corners, taking it fast enough for
theac days on top, whereas mosi cars ovel of roughly similar type
definitely prefer third at lcast.

Road Test Figures in 1938

When this edition-was tested, in August 1938, tho acceleration figurec
from O to 70 m.psh., through the gears was 16,2 secs. a8 3 mcan figure,
which certainly is warm. That car reached a atop—waetch 103.45 m.p.h.
over the & mile with the screen lowered, and the acccleration figures
were nltogether out of the ordindry on top gear as well as the indirects.
Also it reached a genuine 80 on third, 56 on second, and 37 on first gear.
The ratios of the 4.3 tourer are top, 3.82. third, 5.46, second T.T5, and
first 12.02 to 1. .

Tt is interesting that in spite of the naturally superior acceleration,
the bigger car of the two now triod showed less pinking on-the present
fucl than the Speed Twenty-five, and on thnt car it was oot what you
might call excessive. The 4.3 litre engine in particular was strikingly
smooth, especially remembering its power output, which has been quoted
as 123 b.h.p. at 3,600 r.p.o. = -



Eguimment’ plns Ferformance

Bosides perfbrm:nce, one finds everything on a car of this deseription
in the way of detail equimment, ineluding automati- _ohassis lubrication,
Permanent ;acka and a reserve petrol tap which can be operated from +he
driving seat. Also, Alvis are among the very few firms who contimued in
recent yoars to make a car in such & way that when you open the bonuct
¥you can get at all the oddoenta.

- The instrument board is still arranged on the separate dial plan, too,
which wants a lot of beating and is many people's ideal, though I quostic:
whether, in this case, it is really justifiable to have the rev. countor
irmediately in front of the driver and the specdometer away on the fiur
left, Starting wos o matter of prossing the switeh and putting the
mixture control back to normsl almost at once. The 25 had & goil “or
starting, rumning normally on o mag., while the 4.3 had coil ignition
only. = AsH

Alvis oertainly produced a firet-rote example of a synchromesh gear
box, and it is synchromesh which does not offend, for it does actuszlly
make changing about as guick as it ean be with an ordinary lever, and ,
remenber, these cars have the synchromesh on all four geara.

This particular example is quietly finished in black, mateching,
in fact, its unobtrusivencss as regards enginc and exhaust. It was &
beautiful combination of top and third gear potter car with rip-snorting
acceleration and an obvious very high potential meaximum, which, to my
regret, for purely present general reasona, was not sampled.

ny,n

Also, some rather glorious extraocts from elsewhere in the same war-timc
issue of 'The Autocar', while should be of considerable bﬂmMﬂumEnt valus

to us today:

Thon and Now:

Motoring in the Midlands recently, I caught sight of Captain J.P. Black
managing direetor of the Standard Company. He wes evidently on his way
from Coventry to his house in the heart of Warwickshire — and he wasa in
& hurry. 48 a rule Capfain Black does not seem 4o bs in a hurrys his
great achievements — and they arc many — are due to0 a8 glear head anl the
ability to get things done by people who never quéstion his judgement
because they have loarned from experience that he is invariably right.

"If all the good peoplc were clever, and all the clever people were good,
The world would be nicer than we cver thought that it possibly could.”

Honkers %7

Oze of the oyateries of our times is the motorist who honks either
without thinking or because he must tell somcone that he was been slightly
inconvenienced. Two examples of s8illy honkdéng were scen by me within
one hour the other day. No. 1: A ocay was standing at- the 1ights and
as the amber came up, a2 woman pedestrian darted adroas ths road. The
motorist had not started to move, yet he had to honk. VWhy 7% °



No. 2: A fire engine wos descending a hill on a wot surface when
an obatruction caused the driver to apply his brokes, with the rosult
that the vehiecle skidded and stopped broadside on to any traffic.
Thore was no traffic near at the moment, but befors the driver could
rostart ond got straight, 2 car which had been 2 hundred yards away
2i2 not slow down at omnecc, although ke must have scon tho fire tender
aoross the road - ho nercly honked and stopped suddenly. Thy did he
hozk 72

e all know that unless we got off the mark quickly at traffie lights
somc fool behind will give us no more than five socoads' gracc before
honking.

The funny thing nbout it is that most hookers arc not people who
look like honkers should look if they ars the fools we take then for.

Sarmmuel Pepys, Hotorist:

April 24:— Otto, Benz and Daimler, Germans all, did plan the internal
coobustion carriage that men might travel frecly on their pleasures, and
ke minister more swiftly to each other's service in the nane of God.

Musing on such matters, I fiad ny wife hath orepared a dish of tripe |
for luncheon. Which, therc being come upon us a grate fonine of onions,
withouton which tripos do only put me in mind of soapsuds and of the :
£lannel withall I wipe my board after shaving, I an the more dapresscd.

Tt is sonme amall confort to perceive, our new handmaic sorvitig me
with the tripe, that she hath a sauey oye and withal a2 trim dnkle.

Lost night whehas I returned from cards 2t my lorde Cooke's, oy
earriage is stopped by 2 policcman who saith soncwhat uneivilly that
my back lamp doth mot burn. Waich, on proceeding rearwards, I find fo
be s34 truth. I reason with him that a seanight since, some drunken
sot doth back his carriage into minc outaide the Dorchester. TWiich,
my back lamp forming a portion of 2 speeial panel made in ye eitie of
Coveatry recently blitzed by ye Luftwaffe, I am unablc for all my
pleadings to buy 2 fresh pancl; and the rain, blowing in with mmeh wind,
hath doubtless seduccd ye currexnt to move by some false path, so that
even rita a neweth bulb it refuscth te burn.

The constable turning eivil at my woe, I trust that he will not havc
me haled to ye court. This morning the man who tendoth my gorden one
forenoon in seven, proveth himself an ingenious fcllow. Procuring sone
alear substance yelept Windowlite from o near building verily recontly
blitzed, wherein it covered ye damaged pznes, ho cutteth 2 strip and
soringeth it into place by rocason of its flexibility, and nippeth tho
motal edges with ye plicrs to maketh = firm grip. I trust to behearcth
noncc nore of thia mishap.

Ahead:
General Motors Corporation announces that it will make no new
nodels for 1943, but will continue with thomc of 1942.

The Quostion of an Inch:

Five motorists wure oaech fined 10s. at Norwich for using rear lights
which cxceaeded one inch in diametor.




“ETROL VOLATILITY AND VAPQUR LOCKING

Owners of the earlier Alvis cars, particularly the Speed Twenties and
the Vintage 12/50s and sixes, will be only too familiar with the dietressiag
vapour locking which occurs in the Australian summer conditions. Owmers imow
that this phenomenon happens, but a quick quiz around the Club revealed
remarkable ignorance of the true causation.

Vapour locking i=s a funci{ion of th=z volatility of the petrol used. This
term refers to the ebility of a fuel to evaporate readily under the condiiions
normally found in the engine. The lighter the petroloum fractiom, the more
volatile it is, and the more easily it danges from the liquid form in the
carburetior float chamber io ths wvapour gas in the intake ports.

There are four main ways in which volatility may affect engine perfc—uance.
These are: Base of starting, Carburettor icing, correct distribution - 4 the
vopour locking {tendency.

1: order to have ease of starting, petrol must have one fundamental quality
— suff gient of the ligquid must vapourise within the carburettor on the coldest
mornin, and thus enable the engine to fire. A very volatile fuel will solve
this problem, bui 2 too volatile fuel will give too much vapourisation, which
gives rise to vevour locking and icing, and may mean that the float chamber
rapidly empties of the liquid and fills with the vapour. On starting, the
carby. will thus be 'dry', and the engine will not start.

Carburettor icing occurs when a volatile fuel is used under certain
atmospheric conditions, The rate at which the fuel evaporstes in the carby.
coo’s down the incoming air to such a low temperature that the water vapour it
conta’'na turns to ice, which is deposited in the carburettor. The upsets the
balanze of the carburettor to such an extent that the engine loses power, and
may even stop altogether. Ice has been known to completely block up the
carburettor bore and the intake porting. Iecing ocecurs only in cold weather
when the humidity in the air is high ( i.e., the air is saturated with water
vapour, md this is thus easily precipitated.).

Vapour locking is a much more common fault., It can be defined as a change
in the performance of the fuel aystem resulting from the over—vapourisation
of tae fuel. The symptoms are most likely to occur if, after a prolonged
period of high-speed driving or severs hill-climbing, or if the radiator
is clogged or inefficient, the car becomes stationary for 2 few minutes, such-
as pulling in to a service station for petrol, or stopping at a2 road junetion
to consult a map or sign-posts. In thease conditions, the fuel system
temperaturea rise rapidly, due to radiation of heat from the engine, ari
rarticularly the exhaust system. Thizs is referred to aas the "soak' pe: iod.
Petrol in the fuel lines or carbur-ttor vaporises and a vapour lock is Ffcrmed.
This _ay result in uneven acceleration or to complete loss of power and the
inabil +y to start. Vapour lock can occur anywhere in the fuel system, and
& pipe line near the rear petrol tank which passes close $o an exhaust pine
or silencer must not be forgotter.

Normally, carburettor vapour lock is mot serious, zince it will eventually
disappear if the fuel pump continues to deliver liquid fuel. Fuel pump or
fuel iine vapour lock, on the other iand, is critical because there is no
escape for the vapour produced, and vien the volume of vapour exceeds the
meximum the pump can handle, the eng ae suffers a sort of 'heart attack'- The
coantrolling factor is the relative volume of fuel vapour to liguid fudl at
the temperature in the pump or line ¢ ricerned.



Tt is possible to induce vapour lock in cars such as Speed Twontics by
running thom at full throttle on straight stretches of road, then stopping
and allowing them to soak. They can also be driven up steep inelines in
low goar. In the majority of cases it is harder to induce vapour lock
by travelling at high speed than after travelling under load in low gear.

The roason for this is fairly ovident. On cars with minimom or no fan
equipment, the radiator cools by the passage of cooler air being foreced
through thc radiator by the speed of the car, and thus kecping the temperaturc
within the engine compartment down. In slow speed loading, howover, the air
passing through the radiator is minimal and ineffidont 23 an cngine coolant.
During the 'soaking' period, the incrcase in enginc femporaturc is quitc
consideradle, wvarying between 15 to 45°C, the average being about 30 C.

On the average, maximum soak temperature is reached aiter 15 minmutes, and aiter
that period cngines begin to cool dowm.

Alvis Ltd. graduslly coped with this problem. The vintage cars , wvith 2
few cxeeptions, were not fitted with a fan, and relicd purely on thormo-—
aiphon cooling and water circulation. The introduction of the Vintage Six
brought with it thc use of a water pump. The 12/50s. ran hot as a consequoncy,
but werc designed to do so, with large water passages, amd a Tairly large
radiator corc area for the engine size to be cooled. The sixes grecatly inercascd
the cngine cooling required, but only slightly enlarged the radiator. Thus
the water pump was added to improve the water eirculation and to improve the rate
of cooling. This was not entirely succesaful, so that tho last of the Vintagc
Sixca, particularly the Twonties, wore fitted with small two-bladed bolt-drivon
fans. The SA and SB Specd Twenties were not fitted with a fan, but had lorgo
V- corc radiators. Why Alvis Ltd. dispenscd with the fan is uncertain, but it
is probable that the larger corc, and thc large air space around the engine was
thought to reducc tho nced for a fan. This also was not cntirely succeasful, for
the SC Speod Twenty, along with an inereasc in cubic capacity, appeared with
anothor small two-bladed fan, mounted incidentally, in 2 glorious and expensive
alloy stanchion. This persisted into the SA 25.63 33 Litre, but thc later Spced
25s. were Titted with a 4 blade fan, and somc 4.3 Litre modela were fitted with
8 bladcs. As fan efficiency improved, the tendeney to vapour locking dcercased.
At thc same time, the radiation of engine heat onito the triplc carburettors, with
their longthy fuel lines, and the proximity of the twin fuel pumps to the
exhauat system, came under fire. The Factory began to fit aluminium shields
hencath the earburettors to refleet heat back to the cnging, and likewise away
from the fuel pumps, and at the same time suecessfully cluttered 2 gloriously
clcan losking engine layout. With the SB 25.63 sorics, the position of the fuel
pumps waa altered to the opposite side of the onginc +o the exhausts, and fucl
lincs and some exhaust pipes were lagged with asbestoz. All thesc measurcs wWorc
aimed at insulating fucl lines from engine and cxhaust heat.

Should your vintage or PVT Alvis suffer from vapour locking (and I havc
had it happen on my modern Austin) the remedy should by now be apparent.
Inspeet the fucl system, and re-routc lines if conveniont so that they are not
near the engine block or the cxhuast gystem. If this is not foagible, Tit
thick asbestos impreg nated gaskets between the carburcttor flangc/s a2nd the
jnlet manifolding, construct polished shiclds betwecen lines and sourccs of heat,
lag cxhaoust and/or fuel lines with asbestos, and vnaurc that the radiator is in
good shapc. If feasible, fit more or bigger blades to the fan. Scoops can
also be conatructcd to blow cool radiator air omto the fuel systom. The Gruy
Lady Three Litres madc an attempt at this with their bonnet scoops.

Last, but nﬁt-least, don't thrash your Alvis flat out for any length of timo.
D. MUIRDEN.



THE SIGNIFICANCE OF ENCINE NOISES

Unmsual noise in an enginc is to bc regarded as serious because it is
generally caused by heavy woar and iear or the incorrect operation of somo
enginec componont/s, Thercforo, should a noisc develop, its eause should
be immediatoly investigated, and furthcrmore, everything should bo dono
in “nitial design and assembly to minimisc noisc, so that now noiscs ecan
bc lotectocd earlior. o

Engine noises are of various types and include whistling, hissing,
groaning and squeaking, rumbling and knocking. Whistling and hissing
arc paused mostly by the escape of air or gases under pressure, and call
attention to the faect that some joint is faulty, or that a casting has
developed a erack. Groaning and squoaking usually indicatc execssive
frietion and consequent wear of surfacos which move other cach other -
they are caused by tight adjustment and unsatisfactory lubrication.
Hwmbling noiso is one of the indications of torsional wvibration. This is
a peculiar troublec which can be vory destructivo, and it has boen tho causc
of fracturc ad breakage of many crankshafts and connceted parts. It
occurs when the engine is run at a specifiec eritical spocd, i.o., at tho
spoed whon the frequoncy of the vibrations causcd by the torque on the
crenkshaft synchroniscs with the natural frequeney of the shaft. Enginc
designers ean calculatc the natural frogquency of the shaft, and they try
to design it so that theore will be no critical specds within the oporating
rango of the engine. This can bc done in theory, but fhere arc often
practical mattcrs in production which can defeat the demigner's desires,

A shaft may also have a eritical speed lower than the normal running
specd (i.e., below idling spced), so that it is subjectod to torsional
vibration every time it is brought up to speed, and although the periods
arc short, this vibration may atill be harmful. In most casca, if =n
cngine is run at a constant spced; or within a narrow range of specdi, no
trouble from torsional vibration will be oxporicnced. However, it ias
always just possible that changing tho running spocd by only a fow rovs.
per minute may erocate the eritical speed, and the vibration may soon
result in fracture of the shaft. Also, by making altcrations, such as
romoving or adding the pulley, or balancing webs, or the attached flywhoeol,
trouble may arise from the change in the natural frogquonecy of wibration
of the ashatt.

Thus, if rumbling is heard, it should be referred to an expert. By
means of a special devicoe, the torsiograph, records may be taken to sce if
there is a dangerous period at or near normal rumning spoeds. If so, somo
altoration, such as increasing thc stiffnoss of the shaft, or altcring
the weight of the flywhecl, must be made in order to raisc or lower th=z
eritipal apeed. Speeial damping devices can also be fitted.

Knocking noises can be of soveral kinds. They may take the form of
elicking, rattling, banging and heavy thumping, all of which usually aris=o
from the sudden violent impact of onc motal part against another. Hopoatod
impaet; even when light, can damage the parts and lecad to brcakdown.

Honce, it is wisc not to noglect any form of knocking — like pain in the
body it is a werning signel - and should heavy banging or thumping dovelop,
+he cngine must be immediately stopped before devastating broakages ocour.



The most common causes of metallic kmoelking arc wear of parts and
jnercasc of operating clcarances, and slackness of fastenings.

Joar of valve tappois and rockers is commonly roesponsible for
noisy wvalve operation. If the valves opon easily, the knocking is
likely to be only of a mild naturc, but it may be very pronounced if
they tend to stick or if they arc hard to open when they arc presscd
doym heavily on their scatings by high spring or crhaust gas pressurc.
This is onme roason for thinking tice before fitting heavier valve
springs. EBxcessive clearance at the tappets couscs & tapping noisc,
henee its nomcnclsturc, and rc-adjustment will producc quictnoas.
Rocker shaft bearings cannot be adjusted and recuire suitable bushing,
or+ onened out bores and built-up shafis, coupled +7ith adcouatc lubrication.

Uncue woar of connceting rod bearings cguscs 2 hoavy thumping, and
this noisc is zlso causcd by a loosc or ill-fitting flywhceel key. Owing
t+o the sovere working conditions sufferced by flywhecls, thore is a strong
tcndeney for fiem o work loosc, capueially if they arc not well fitted in
the first place, and if this happens, the whoel 1s peromittocd to rock
slightly on tho shaft, with scrious risk of cracking the flywhecl boss
and perhaps also the crankshaft. Unfortunatcly, such a knock is oftcn
hard to diagmosc becausc the sound oftcn emerges at a placc some distancc
from the flywhcel. Henee, whon a kmock occurs and the cousc is not obvious,
the flywheel should always be suspeeted. IF the flywheel is felt to be
tight, it docs not nocossarily follow that this canmot be the causc of tho
noisc, bocause tight keys may fail to prevent flywhocl hammering at speed
if they do not fit accurately all along the sidcs, or bod accurately in
the koyways. In onc iastanec, aftor a nysterious knocking, after the
keys had becen found tight, the ongine wos comnletely overhauled, but to
no avail. The noisc persisted. BEventually, the koys wore withdravwm,
when it was found on closc inapcetion that the koyways werc distorted,

and the koys had large worn arcas although holding firm in its contre.
The koyways were trucd up and now keys fitted ecarcfully, and thoe troublc
was cured. Then inspoeting flywhool keys, onc should look closcly for
roddish powder or rust—colourcd greass - these are sure signs of wheel
rocking and a warning that the keys roquire attontiom. Tho slight
qovenont of the whecl on the shaft causes finc particles of metal to be
removed and thoeso bocome oxidised and reddemed.

Overloading and pro-ignition are commonly regardod as causes of
cngzine knocking; but it soccms mere corroet to rezard them as faults which
aggravate oxisting knocks rather than causing them. Thus, if 2ll paris arc
accurately adjustod and lubricated, and there is no slacknessz or lost
motion anywhere, and provided that no moving part sirikes against o hing,
metallie knocking and conscquent noisc canno®.arisc.

Another form of knocking, known as fucl kaock or dotenation is eauscd
by the sudden rapid burning of fucl and = sharp risc of pressurc in the
combustion chamber. The main factor here is the guality of the fucl and
a change to a highor octanc rating will overecome the trouble. The fact,
howevor, that knock will occur in onc ocngine and not another vrith the samc
fucl, shows that othor faetors such os the shape of tho combustion
chambor and the compression ratio are importont. -

The difficulty of loecating slusive noisos ané knocks can bo omch
rcduced by using somc form of sound-detecting dovice. A simple stotho-
seopo can be made with a motal rod about 31 diametor and 3ft. long and
a sheot-metal eylinder about 4" diameter and 4" deep. The rod is pointed



at one end and prepared. at- the other for Qttucthﬂt o0 the botten of
the eylinder. The top of the cylinder is-provided with a central cor
and hand hole.

- Excessive noisc in thoe form of boons is frecuontly caused by poor
exhaust gas silcnecing. The obvioua curc is to fit good silencors.

Othor miscollancous noiscs can be causod by fabric threads or
strips from a worn fan belt striking pulleys, body or cnginc walls
ctc. by centrifugal forcc, rattles from loose accesorics or brack.iz,
rubber or rubber-metal bushings in ongino stabiliser bars or in
enginc mountinga perishing and allovirg motal to metal contact wocn
cngine revs. are suddenly alterod, flexidble oil or fucl lines
thumping against cables or castings whoen suddon sguiris of oil or
fuel are pumpced through tham, scucaks and knocks from any worn or
loosc clevis or control rod attachment, over-run knocking from
distributor advance-rctard bob weights striking the body of the
distributor or each othor when the spriagss arce weak or broken, a
grinding noisc when the automatic chain tonsioncr taekes up another
notch, or when thc enginc mounts have eollapsced somewhat and allow
the ecrankshaft pullcy to scrape on the froant cross mecmber.

Spceinlists in the auto-tuning business have special equipoont
for ascertaining the rclative condition of jourmals and bearings,
valves, rings, and othor parts without having Yo open up the parts.
Yhen utterly stumped, the cxpert's aid should bo invoked for his

diagnosis before lengthy dismentling is undertaken.

— ey

Damping of Torsional Vibration of Crankshafts:

There is often 2 form of in-built damping which helps avoid the
effects of torsiomal vibration. This is caused by the vibrational
movement of the piston rings in the cylinder bore. “Then a crankshaft
vibrates torasionally, It causes the connecting rod to perform a foreced
oscillatory motion at the samc frequeney. This tends to dissipate the
vibrational energy in frictional contact with the bore, and is somcwhat
absorbed by the oil film surrounding thc rings. The amplitude of this
motion in a 3ix—cylindbr engine such as the Three Litre, may be z=s much
as 20 — 40 thouv at certain crank positions. The oil film is injortant
in the dissipation of these vibrations, as 1a the mumber of ringz, their
type and the type of lubricant used.

There are a numbor of ofdnkshaft dampors available which exploitf a
similar principle, using viscous fluida to roduce the amplitudes of
vibrations. The prototype of thesc was introduccd by Lanchester many
years ago. It took the form of 2 ring, mounted inside a casing which
was, in tura, attached to the crankshaft. The apzee betweon ring and
cazing was filled with oil, but because of tho variation in viscosity
with temperature of such oil, it was only partially effective. Tho
modern version is filled with silicone fluid, the viscoaity of which
remains remarkably constant. The hydraulic damping cffect is caused by
the frce outer casing rotating concentrically by cemtrifugal forcc;
while the inner ring follows the cccentric 'whip' of the orankshaft.

The difference in vibratisn amplitudc betwecn the two is absorbed into
the fluid medium between them. In some devices, rubber is used instead
of fluid, =znd the PVT Alvis type used a form of spring-loaded clutch
plate, which slipped when a vibration '"period' ocourred. . :



AN ACCURATE REW COUNTER
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%B Low Tension Note:
Coil-Distributor Lead ot RS

0.2 to 0.25 F for 4 cylinder Car
0.3 to 0,35 F 6 cylinder Car
0.5

Hillinmmeter.
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For Club mecmbers who are ardent do-it—yourself fans, here is a
sinole rev-counter circuit, which exn be built for =z fow pounds.
It has proved to be remarkably accurate if nroperly moade and
crlibratod.

Tha componants reguired are:

Resistors: - Capacitaigos:
1 x 270 ohm 1 =x 0.05 micro-farads.
1.x 680 ohm 1 x 1000 micro-farads.
1 x A7 X—ohn 1 x 0.2 - 0.25 mioro-farads
1 x 420 olm for 4 eylindor car or
1 x 3.3 E-olm : 0.3 — 0.35 micro-farads
2 x 12 K—ohnm for 6 cylinder car.
1 x:27-K-oha Diodca:

2 t 3

nsistors 5 x OAB1

2x 00 71 1 Zener 9.5 wvolis.

1x0-=5mnma. Hilli-Aometer.

Ideally, 1 milliamp will indiecate 1000 revs. It is noteworthy
that -lthough silicon transistors are expensive thoy are much less
sunsitive to variation in temperature than arc gorpaniun transistors.
Thus, =ilicon transistors should be uscd for grantest ACCUTACY «

HOTHE= This circuit is for 12 volt car systems only.

REAR END SHATCH

Alvisgont (giving a lift after Club meeting):
it Pid someone say "Stop" gen
Friend: "Keep driving. She wasn't talkiag to youl®




