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BSCC Officers 2020-2021 Membership Meetings

President Terry Roberts Coletta’s Italian Restaurant

V. President Jeb Blanchard 2850 Appling Rd.

Treasurer Jerry Farrar

Austin Healey Marque Leader  Jim Hofer 3rd Monday of each month

Empire Marque Leader Tom Wilson 6:00 p.m. if you wish dinner

Jaguar Marque Leader Dave White 7:00 p.m. for our program

MG Marque Leader Paul Burdette

Triumph Marque Leader Jon Brody Mark your calendar-  Monday Nov 15
Lotus Marque Leader Chris Irving Monday Jan 17
Secretary Jim Duke

<

Take a look at the officer names listed on our masthead, above. Some won't be listed in the
next issue of Wyres & Tyres, because the November membership meeting will be spent electing
new leadership.

President Terry Roberts has spent much of the last couple of months contacting members,
button-holing, arm-twisting, and generally making a pest of himself recruiting a slate of able
candidates to continue the strong leadership he and Jeb Blanchard have provided over the last
two-plus years.

Please take a moment to thank those selfless gentlemen for their effort and contributions
keeping our car club out of the ditch and speeding through
the twists and turns.

Then, after voting in a new slate of officers, please give
them your full support by making suggestions for driving
events or club outings, and by either recommending a topic
for our membership meeting programs, or by volunteering to
provide a program yourself. We have, among our
membership, an amazing array of expertise and experience
across a broad range of fascinating subjects.




Taco Tuesday

When Carolyn Sheppard hatched the idea, a
few years ago, of the BSCC gathering for a
casual meal out together, no one dreamed it
would grow into one of our most popular and
long-lasting recurring events. Beginning as the
humble ‘Hamburger Monday’, it has morphed
into ‘Taco Tuesday’ drawing crowds that fill
every table in the featured restaurant.

Under lleana Feltman’s governance, Taco
Tuesday is routinely one of the biggest and
happiest gatherings of BSCC members. The
cynics among us used to say that we got our
biggest turn out to events featuring free food —
well, it just ain’t so. Food isn’t free on Taco
Tuesday, so it must be the delightful
conversations and friendly faces that attract.

The October feast was at El Molino Mexican
Restaurant, on Summer Ave, and brought out
an overflow crowd as always.




Simple Carbs: Rebuilding and
Tuning an SU Carburetor

By Carl Heideman
From the Sept. 2006 issue Classic Motorsports

No matter the name
on the valve cover,
many British classics
rely on the

ubiquitous SU carbur
etor: Jaguar,
Triumph, MG, Rover,
Rolls-Royce, Bentley,
Morris, Austin,
Sunbeam and so
many more. And not
only did almost every
British manufacturer
specify SU carburetor
s, so did other
companies. Volvo and Saab also used them,
while Hitachi-built versions of the SU were used
by Datsun.

Sure, Webers may be sexier and have more
racing titles to their credit, but for normal use

SU carbs work well. While some people are
quick to cast SUs aside and look for an upgrade,
a little understanding and mild tuning can go a
long way, whether the goal be increased
performance, better drivability or improved

fuel economy.

How They Work

Based on a principle developed and patented by

George Skinner in 1905, the SU (as in
Skinners Union) carburetor changed very little
until emissions regulations pretty much made
them obsolete about 30 years ago.

The SU is about as
simple as a carb
can get: it has very
few moving parts,
usually only one

| fuel circuit, and far
& fewer springs, balls
4 and other
complicated pieces
than conventional
-carburetors.

3 All carburetors
dl make use of the

! venturi principle.
Daniel Bernoulli, an 18th-century Swiss
scientist, used a venturi, a tube that is
narrower in the middle than it is at either end,
to discover that as the velocity of a fluid
increases, its pressure decreases. As the air
and fuel pass through the venturi's narrowed
passageway in a carburetor, the mixture
speeds up; the resultant drop in pressure is
what causes the fuel to atomize.

The SU employs this principle differently
because it varies the size of the venturi.
Hence, the SU is called a variable venturi
carburetor and is grouped with those built by
Stromberg, Predator and Amal.

In the center of the venturi is a piston with a
tapered needle affixed to its bottom side. The
piston has holes positioned in it so that as air
is sucked through the venturi, vacuum above
the piston makes it rise. When it rises, not
only does more air flow to the engine, but the
needle allows more fuel to flow from the jet
below. The needle is a precision piece, with
nine to 16 specific diameters measured
during the manufacturing process to ensure
proper fuel flow throughout the range of air
flow to the carb. Thus, the SU self-adjusts to
the air/fuel requirements of an engine. It only
flows as much air as necessary, and the



tapered needle ensures that a proper fuel
mixture is obtained at any air flow.

This self adjustment needs a little help at two
times: During cold starting and hard
acceleration, when a richer-than-normal air/fuel
mixture is needed. SUs handle these two
situations differently, but again use very simple
means. Cold starting any engine requires more
fuel in the mixture.

With conventional carburetors, this is done by
limiting air intake, or choking the mixture. SU
carburetors do the opposite, increasing fuel flow
to richen the air/fuel mixture without limiting air
flow. Most SUs do this by lowering the jet, which
allows more fuel to flow thanks to the needle's
taper. Conventional carburetors use an
accelerator pump to squirt more fuel into the
mixture on hard acceleration.

Again, SUs take a different tack. The
piston/needle assembly is damped via a plunger
in an oil-filled tube, forming a sort of shock
absorber for the carburetor. The damper slows
and smoothes the movement of the piston. On
hard acceleration, vacuum that would otherwise
quickly lift the piston is redirected suck more
fuel out of the jet. As the piston slowly continues
its rise, the mixture returns to a more normal
ratio.

Basic Tuning
A set of British wrenches and SU jet wrenches
(top) are useful tools when working with SU
= W carburetors.
These are
available from
most British car
suppliers for
relatively low cost.
| Assuming that the
carburetors are in
good condition
and have properly
sized needles in
them, the tuning
procedure is not
as complex as

most people think.

However, before the carbs are touched,
ignition dwell and timing must first be correct.
It's a good idea to ensure valve clearances
are correct as well. A quick check for vacuum
leaks is next, and only once this is done is it
time to move on to the carburetors.

Next, if there are two or more carburetors,
they need to be synchronized. This can be
done with either a dedicated synchronization
tool or a short length of hose.

With the engine running at idle--usually 600
to 1000 rpm--the synchronization tool is
placed over the inlet of each carburetor to get
a reading on its gauge. The idle screw is
adjusted on each carburetor until each one
gives the same reading on the
synchronization tool.

The low-buck method is to substitute a 12- to
18-inch length of 1/4-inch or 5/16-inch hose
for the tool. Hold one end of the hose up to
the air inlet of each carb and the other end to
your ear. When each carb emits the same
noise through the hose, they are
synchronized at idle. (Note that revving the
engine slightly and periodically throughout the
adjustment process helps to "clear out" the
carbs.)

After the carbs are synchronized at idle, the
throttle linkages can then be adjusted to
ensure they remain synchronized throughout
the rpm range. With just a little free play in
the linkage, each throttle arm should start
moving at the same time when the
accelerator pedal is depressed. If not, the
locking nuts can be loosened to adjust the
linkage.

The idle mixture is set next. The conventional
method, which is published in most manuals,
works very well. First, each piston is lifted
slightly, about 1/16-inch (usually a small
screwdriver is helpful for this step). If the
engine speed falls off, the mixture is too lean
and the jet is lowered via its adjustment nut or
screw. If the rpm rise, the mixture is too rich



and the jet is raised. If raising the carb's piston
causes the engine speed to rise by about 50
rpm before returning to its previous level, the
mixture is just right.

An alternate method is to use a vacuum gauge
and adjust the mixture in each carb to get the
highest vacuum at idle that is possible. At this
point, the idle speed can be verified to be
correct and the tuning is nearly done.

All that is left is the "choke" adjustment. As
discussed before, SUs don't really have chokes,
as they richen the mixture instead to allow
smooth engine starting. This is usually
accomplished through a linkage and cam that
lowers the jets and raises the idle speed. The
linkage and cam only affect idle speed in the
first two-thirds of the distance of choke cable
travel; it increases the air/fuel mixture as well as
the idle speed during the final third of travel.

The two steps to adjustment are to ensure that
multiple carb setups have proper linkage
balance between carbs, then to set the high-
speed idle screws that touch the cams. High
speed idle is usually around 1800 rpm.

Rebuilding Old Carburetors
Replacing the throttle shaft bushings requires

reaming out the old bushings, installing new
bushings, and reaming the new bushings to
size.

Most problems related to SU carbs are due to
wear or age. SU carbs are pretty easy to rebuild

as there are relatively few parts. Additionally,
there are many competent rebuilders who can
bring these carbs back to as-new condition for
a reasonable fee--figure $50 to $75 to rebush
each carb's throttle shaft and $350 to $500 to
completely rebuild a pair. Polishing all of the
external parts can add another $100 to $200
to the rebuild cost. Except for throttle shaft
bushing replacement, most enthusiasts can
carry out repairs at home.

Throttle shaft and bushing condition are
paramount to tuning an SU, and there are
three common solutions for fixing worn parts.
One is to replace only the shafts. If the old
shafts aren't too worn, the bushings probably
aren't too worn, and new shafts will go a long
way to stopping vacuum leaks. The second
repair is to ream out the bushings 0.010-inch
and install oversized shafts. This is a cost-
effective solution, but can only be carried out
once. The third method is to completely
remove existing bushings and install new
ones, then replace the shafts with standard
ones.

As can be expected, there are increasing
requirements in terms of the cost, skill and
tools necessary for each of the respective
steps. Many rebuilders will replace these
components and let you do the rest of the
rebuild. The rest of the rebuild entails
replacing the jets and needles in the carb
bodies and piston assemblies, the needle and
seat in the float bowls (and floats if defective),
and replacing gaskets and rubber pieces. For
the car-show crowd, all cast parts should be
glass-beaded. It is then usually a good idea to
get the linkages and hardware replated in
zinc, and to polish the dashpots (the
chambers for the pistons). If you're a strict
concours type, these were not plated or
polished from the factory, but it seems most
restored cars get them prettied-up anyway.

Don't want to fuss with old carbs? Brand-new
SU carburetors are still available. Depending

on the application and vendor, figure a brand-
new pair starts at about $550.



Performance Modifications

Comparison of earlier- and later-style throttle
disks shows that the later-style disks have a
spring-loaded poppet valve, which impedes air
flow. Replace these with earlier-style disks in
performance

There are not too many performance
modifications necessary or possible for SUs.
Aside from changing to larger carbs, about all

that can be done is to change to needles with a

different taper and make modifications to
increase air flow around the throttle disk and
shaft.

Most SU specialists carry a range of needles for
changing the mixture characteristics throughout

the range of air flow. While the fine-tuning of
needles can be an onerous process, there are
generally just a few categories of standard
needles available. Labeled weak, standard and

rich, they provide the levels of performance and

economy their names imply.

While there are more than 800 needle profiles
available, many tuners will just make up their
own profile by chucking the needles into a drill
press and then using fine sandpaper to sand in

the profile they like. Of course, they spend a fair

amount of time with a micrometer to ensure

they've narrowed the needle (richened it) the
right amount. Filters and velocity stacks can

make a difference in performance.

Usually, K&N filters are worth one or two
horsepower. TWM's velocity stacks can also

offer a couple of horsepower, but usually cannot

be effectively run with an air filter.

Finally, small improvements can be made to
the carbs by improving air flow around the
throttle shafts and disks. Carbs built after
about 1968 feature throttle disks with a
spring-loaded poppet valve that improves
emissions, but the valve also impedes air
flow. Fortunately, earlier flat disks can be
fitted. For the radical tuner, the throttle shafts
can be thinned and ovalized for an extra CFM
or two of flow.

So, why not just go to a Weber carburetor?
For some, that's a good solution, but many
are bound to their SU carbs thanks to racing
regulations. And then there are those who
believe that properly set up SUs can perform
just as well as Webers on the street, but with
easier tuning and better manners.

New Vs. Rebuilt

Before you buy that box of carb parts, first
price what the rebuild is going to cost. In
some cases, you may want to consider new
carbs instead.

Burlen Fuel Systems, the company that owns
the rights and tooling to SU carbs, still makes
and sells brand-new replacement setups.
Available for most common British classics
through the big suppliers like Moss Motors
here in the U.S., these new carbs can be an
excellent option.

However, the new carbs are not identical to
the ones they are replacing. In most cases,
many of the parts have been updated and



thus are not interchangeable with the originals.
As a result, if you go with these new SU
carburetors, you won't be able to use the
standard replacement parts. We've also seen a
few easy-to-overcome quality problems with the
new carbs, like choke linkages needing slight
bending to work properly.

How do you decide whether to go new or
rebuilt? Consider your goals and budget. If you
have a common setup like an MGB with HS4
carbs, then you may find the new ones not only
a good option, but cheaper than a professional
rebuild. For example, a pair of brand-new HS4
carbs will set you back about $550 to $575. A
concours-quality rebuild can cost about $600 to
$700. (If refinishing the external parts is not
needed, knock about $100 or $200 off that
figure.)

On the other hand, sometimes it's more cost
effective to rebuild the originals. New HIF4s run
about $1000 per pair, while again it's about
$600 to $700 to rebuild them to concours
condition. (Forgoing the polishing and replating
work can save about $100 to $200 here, too.)

If "concours correct" is your goal, then there's
really no question and you'll need to rebuild the
original ones. (Don't forget, however, that your
car will be down while the carbs are sent out for
a rebuild.) Can't decide whether to go with new
or rebuilt carbs? Let your budget, situation and
goals guide you.

Size Matters: Identifying SU Carbs SU carbs
come in several styles and sizes. Fortunately,
there is a system for understanding the size of
the carbs.

Each carb is identified by one or more letters
and numbers. The first letterisan Hora V,
which stands for Horizontal or Vertical. The SU
carbs commonly used on European cars are all
of the horizontal design. The next letter will
describe the physical characteristics of the carb
and usually describes the float chamber
location: S stands for Side float or Short body,
depending on which expert you call; IF stands
for Internal Float; and D stands for Diaphragm

jet. The numbers require an understanding of
fractions, as they indicate how many eighths
of an inch over 1 inch the carb’s throat size
measures.

So, an HS4 carb is 1+(4x1/8) inches, or 1 1/2
inches. To put this together, an HIF4
(common MGB carb) is a horizontal, internal
float, 1 1/2-inch carb. An HD8 (common XKE
carb) is a horizontal, diaphragm type, 2-inch
carb. An HS2 (common to Spridgets and
Minis) is a horizontal, side float, 1 1/4-inch
carb.

One exception to the "fraction" rule is the
more modern HIF44, common to newer Minis.
It is also called a "metric" SU because the
float is measured in millimeters. (In this
example, the horizontal, 44mm internal float
measures about 1 3/4 inches across.)

In addition to size and type, there are a few
other things to consider before you start
buying used carbs on eBay. Some carbs have
vacuum fittings, some do not.

Carbs are often configured in sets of two or
three and need to be kept in order for linkages
to work. HS carbs may also have different
float bowl angles. For example, Spridgets are
20 degrees, while Minis are 30 degrees. If you
had to pick from the various models, the HS
version is probably the best one to go with,
followed by the HIF models. The earlier H
type carbs are pretty good, but suffer from
faster wear in the choke linkages and are a
little more prone to leaks from the float bowls.
HD carbs are more complicated, with a
separate idle circuit and diaphragms inside.
HS and HIF carbs aren’t perfect, either: HS
models are very prone to throttle shaft wear,
while HIFs don’t tend to wear at the throttle
shafts, but are a bit more complicated and
have more of a tendency to overflow if they
get dirty.

How many carbs should you run? For most
performance engines, one carb for every two
cylinders works pretty well.



How big? Unless your engine is pretty heavily
modified, you’ll probably do best with the stock
size that came with the car. If you need a little
more, jump up a quarter of an inch. If you’'ve got
a full-race engine with an excellent breathing
head, go up half an inch.

Wanted: Dead batteries, free of charge

20 / 20 Hindsight

Early autumn, 1965 found your editor working
for the Caterpillar Tractor Company in Peoria,
lllinois. Like a lot of American men of that era,
visiting car dealerships was a Friday evening
past-time, so Sharon and | stopped by a Ford
dealer - they had a new Shelby AC Cobra on
their showroom floor.

That Cobra was the light metallic blue color
common on Cobras of that vintage. As a 23-
year-old, recently married male, sitting in the
car’s driver seat was magic. The sticker price
was somewhere around $8,000; my annual
income was around $7,000 so, in a stretch, it
might be attainable. A lot of calculation whirled
in my mind while staring at the instrument panel
and gripping the steering wheel - imagining a
brisk run down highway 150 and across the
river.

Then reality set in. My Caterpillar career would
be ending in just a few months; | was going to
become a full-time student. The Cobra dream
ended then and there.

But, what if I'd made the $8,000 investment?

Earlier that year, a nearby dealer had a 1963

Corvette coupe in which | was keenly interested.

A careful walk-around followed by a short test
drive found the car in good condition, well worth
the $2,500 asking price. But, the exhaust not
was a little loud for my taste. So, my purchase
offer asked the dealer to replace the exhaust,
from mufflers back.

My offer was declined and | walked away.

What would a 1963 Corvette coupe be worth
today?

Haggerty Insurance Company’s classic car
evaluator has answers.

First, the Cobra. Cobras are probably the only
American-build car so highly desired and
chased. According to Haggerty, a1966 Cobra
(the 427 engine had replaced the 289 by
then) will bring somewhere between
$1,000,000 and $2,100,000, depending on
condition. A remarkable change from the
initial $8,000 price range.

Next, the Corvette. According to Haggerty, a
1963 Corvette coupe (the famous ‘split
window’ edition) can be bought for
somewhere between $172,000 and $394,000.
Not nearly the astronomical Cobra values, but
notable growth from the $2,500 used car |
passed up.

How about you? What deals do you
sometimes kick yourself for letting slip
through your grasp? Classic MotorSports
Magazine asked themselves that question
recently, and got a rude answer. Their
findings are told in full below.

[Editor's note: All values have been updated to
2021 prices.]

This one always hurts: checking out old
classified ads for investment opportunities
that have passed us by. In this case, we
grabbed the November 1967 issue of
Road & Track. Several of the ads made us
sob, especially once we

checked Hagerty’s site for the current top
values. Cry away.

1960 Arnold Bristol

“Completely restored”

Advertised price: $2000 OBO
Price adjusted for inflation: $16,381
Value today: $270,000-$418,000

1956 Aston Martin DB2 coupe
“A high-performance beauty”



Advertised price: $2950
Price adjusted for inflation: $24,162
Value today: $177,000-$270,000

1954 Austin-Healey 100
“Completely rebuilt”

Advertised price: $1500

Price adjusted for inflation: $12,285
Value today: $38,300-$121,000

1965 Austin Mini Cooper S 1275
“30,000 miles”

Advertised price: $1600

Price adjusted for inflation: $13,105
Value today: $29,400-$67,300

1951 Bentley Mk VI standard steel saloon
“Excellent condition”

Advertised price: $1960

Price adjusted for inflation: $16,0453
Value today: $36,400-$61,100

1953 Chevrolet Corvette

“Excellent condition throughout”
Advertised price: $1350

Price adjusted for inflation: $11,057
Value today: $166,000-$304,000

1957 MGA

“‘Restored to new”

Advertised price: Asking $1300
Price adjusted for inflation: $10,647
Value today: $19,400-$51,000

1964 Ferrari 250 GT 2+2 coupe
“Beautiful condition”

Advertised price: $5000

Price adjusted for inflation: $40,953
Value today: $1.1 million-$1.5 million

Ferrari 250 LM
“Strike terror into their hearts!”
Advertised price: $11,900

Price adjusted for inflation: $97,468
Value today: $18 million-$21 million (Holy
Toledo!)

1953 Jaguar XK120M

“‘Needs paint”

Advertised price: $1150

Price adjusted for inflation: $9419
Value today: $101,000-$174,000

1954 Jaguar D-type
“Ex-John Cannon”

Advertised price: $3900
Price adjusted for inflation: $31,943
Value today: $4 million-$9 million

1967 Jaguar XKE Coupe
Advertised price: $4000

Price adjusted for inflation: $32,762
Value today: $100,000-$266,000

1966 Lotus Elan coupe
“Low mileage”

FEA 8950 &

Advertised price: “Interesting trades
considered, $3500”

Price adjusted for inflation: $28,667
Value today: $23,700-$33,800

1963 Maserati 3500 GT coupe
“Beautiful condition”

Advertised price: $3860

Price adjusted for inflation: $31,615
Value today: $199,000-$282,000



1961 Ferrari 250 GT California covered-
1961 Fiat Abarth Allemeno 750 Spider headlight short-wheelbase
“Good shape” —

Advertised price: Asking $975 . — e ‘
Price adjusted for inflation: $7985 ' ey O o Bl o - -
Value today: $71,800-$136,000 e Gy - o Y

1957 Mercedes-Benz 300SL Gullwing
“Beautiful condition”

Advertised price: $5750

Price adjusted for inflation: $7,096 e
Value today: $1.2 million-$1.65 million “Very fast”

Advertised price: $5500
1946 MG TC Price adjusted for inflation: $45,048

Value today: $13.8 million-$16.4 million
(Choking sound from editor)

Yesterday, | had a flat on the interstate. So |
eased my truck over to the shoulder of the
road, carefully got out and reached in the side
compartment | took out two cardboard men,

: unfolded them and stood them at the rear of
“Immaculate condition” my trailer facing on-coming traffic. They looked

Advertised price: $2300 so life like you wouldn't believe it! They're
Price adjusted for inflation: $18,838 dressed in open trench coats that exposed
Value today: $23,000-$57,100 their nudity to the approaching drivers.

1962 Morgan Plus 4 To my surprise, cars started slowing down to
“Near concours” look at my life-like men. And, of course, traffic
Advertised price: $1500 began backing up. Everybody tooted their
Price adjusted for inflation: $12,285 horns and waved like crazy. It wasn't long
Value today: $32,400-$65,400 before a state trooper pulled up behind me.
1936 3.5-liter Rolls-Bentley He got out of his car and walked towards me. |
“Built for internationally known European could tell he was not a happy camper!
millionaire”

Advertised price: $1200 "What's going on here?"

Price adjusted for inflation: $9828 "My rig has a flat tire," | said calmly.

Value today: Not listed on the Hagerty site, but

sounds expensive. "Well, what the heck are those obscene

cardboard men doing here by the road?"
| couldn't believe that he didn't know. So | told

"Helloooooo, those are my emergency
flashers!"



Wants N Gots

Wanted - a 1985 Jaguar XJ6 Van Plas in
restorable condition or better?

Call - Ben Whitten

901-567-5263 Office

901-288-6145 Cell

Paige Ford is offering the 1977 MGB formerly
owned by her Dad, Larry Evanson. She says,
“My dad bought this in 1978. It was his baby.

make room in his garage.

Russell is offering his 1996 Jaguar XJS
Topaz Convertible with 58K miles. The
interior is near perfect but the back window
does have a small leak when it rains really
heavy. I'm asking $11,200 for it. Runs great
but | am getting an O2 sensor code | can’t
seem to eliminate. I've replaced the sensor in
question but the code is still showing. He will
be digging into the connectors to see if that is
where the issue is arising. It also has a small
leak in some part of the rack and pinion. Right

The color is the same as when he bought it,
however | don't know if the paint is original. The
car has been kept in a garage covered since he
purchased it. Chrome wire wheels, full tonneau
cover, and | believe new bushings on the rear
springs. Engine has a GM alternator
conversion. Emissions are deleted. Has a
Weber carburetor.

now he just tops off the fluids monthly.
Call him at -901- 221 8387

Josie Howser offers her one-owner Jaguar XJS
V-12, purchased new in 1991, beautiful looking,
all original. Approximately 72,000+ miles.

Contact Josie Howser 901-581-8543. We're told
she is open to all bids.

Wyres & Tyres

is a publication of the

British Sports Car Club, LTD
P.O. Box 38134
Germantown, TN 38183-0134

o i ity www.memphisbritishcars.org
Wanted - an Austin Healey 3000 to buy for her

husband. Call 901-849-4926 or email
franklinflyer@yahoo.com

Contact the editor via dukemeteo@gmail.com

Russell Conner
(rconner@arringtoncabinetry.com)
has decided to sell one of his convertibles to





