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The front end of our carsô engines are notoriously incontinent.  This is due to a quaint sealing arrangement 
between the two castings that close off the front of the engine.  The sealing material used hardens and shrinks 
and oil escapes ï all over the front mount.  If circumstances prevent correction of this leak and the mount is 
replaced, wrap it in stout plastic for protection.  In the above example the engine has been cleaned albeit too late 
ï the damage has been done. 

 

THE GAPING MAW 

 
It is amazing how many of our cars wander around the streets in this condition.  Typically 

this rather nice Bentley was polished, the leather cleansed and the rocker covers carefully 

wiped.  Yet the engine was not attached to the sub frame at least not in the front.  Engine 

mountings, originally invented by Studebaker, consist usually of a lump of very dense rubber 

seriously glued to mounting plates.  The serious gluing is the Achilles Heel of the fitting.  It is 

achieved by special vulcanising.  Quality control in manufacture is essential but does not 

always occur.  Back in the early eighties there was a batch of mountings sold for our cars 
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which were simply ineffective and sheared off particularly at the rear of the engine where the 

greatest torque occurred. 

 

As if quality was not enough to be of concern it seems that being soaked in engine oil is the 

one hazard that causes the greatest problem particularly as it seems that the bonding material 

and interface layer of the mount is the most delicious to the invading oil.  The result is shown 

in the picture on the front page.  Because of the weight of the engine it is hardly practical to 

check the mountings by a simple wiggle of the engine.  In the picture the engine has been  

lifted with a jack under the sump using a wide strong piece of timber as a lifting pad.   

 

The real hazard with defective front mounts is the sudden stop.  As you know the front end 

always dives when the car is 

stopped suddenly and you and the 

bonnet and the seats and the grog 

in the decanters all dive at the 

same time.  The engine however   

 
Here we have a new mount and the limiting 
plate that stops the engine from taking a 
header into the radiator core.  The picture 
below shows how the limiter ΨƘƻƻƪΩ ǿƻǊƪǎΦ  
The engine in this case is proceeding to the 
right. 

 

 

thanks to Isaac Newton, 

momentarily stays where it is. 

(Every body continues in the same 

state of rest or uniform motion 

unless acted upon by an external 

force.)  Now if the front engine 

mount of your car is intact, the 

plunging of the front end will pull 

the engine down with it.  If  

the same mount is NOT intact the 

engine continues in the same state 

of motion heading for the little old 

lady who has wandered into your 

path and whom you are trying to 

avoid, and the surrounding body is 

plunging towards the ground.  The 

next bit of sensing is by ear when you hear the excruciating noise of the fan (remember that 

this is attached to the front of the engine) being met by header tanks and cowlings as the latter 

head for terra firma.  That is a very expensive noise!   

 

And yet you wonôt check the front mount periodically!!! 

 
@ 
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PROPHYLAXIS IS SURELY BETTER THAN REPAIR  

 
If you drive a post 66 car with a three speed transmission hopefully you recognise the sump 

or oil pan of a GM400 transmission.  This particular pan came off a nice, well used T2 

Bentley that had done some 200,000 

kilometres.  The car drove well, the box 

changed smoothly, there was no 

apparent slip and there were no 

leakages of note. 

 
Try to drop the pan at least once a year.  When 
you get a pan like this you should be relieved 
and reassured that all is well.  There will always 
be some dust from the clutch and band facings, 
but what you donôt want to see is stray bits of 
metal. 
 

These are incredibly reliable units of 

which reportedly over ten million were 

made.  First used In Buicks and 

Cadillacôs in 1966, its reputation as a very reliable transmission spread quickly and General 

Motors found themselves selling the 

units to, among others, Jeep and 

Rolls-Royce.  It is also used by 

luminaries such as Ferrari and Jaguar 

and Volvo as well of course by our 

iconic Holden among General Motors 

products. 

 

There is the old saying óthe squeaky 

hinge is the one that gets the most oilô.  

Well our poor old GM400 works 

away under the floor where you canôt 

see him, the dip stick is even neatly 

tucked away against the bulkhead and 

in later cars is even hidden under the 

wiper covers.   

 
Above.  The torque converter normally bolted to the óflywheelô is 
a sealed unit (by welding).  If you get nasties in the sump and 
either overhaul the box yourself or have it done, be sure to 
have the unit opened, flushed and repaired since it is 
impossible to get muck out of it.  It follows that you should also 
ensure that the transmission oil cooler is flushed. 

 
Left.  Bushes like these once they start to fail, quickly spread 
their bits into the whole box.  The picture shows the evidence of 
bush destruction. 

 

Well the Factory had great faith in the adopted box, 

but they did not count on owners completely 
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forgetting their little treasure and relying on service people to do the job for them.  If the 

latter overlook the task and damage is done ï nobodyôs to blame and you the owner wear the 

bill. 

 
 

I hope it follows that to monitor the performance 

of the box you need a few yardsticks to make a 

judgement.  There are two ways you can expect to 

destroy the box; one is heat and the other dirty 

fluid.  Any mechanism operating at high speed 

will generate heat through friction but with a 

system where large amounts of kinetic energy are 

inserted, in this case by the flywheel of the car, 

that energy has to go somewhere.  If it cannot turn 

the other half of the fluid coupling or torus, the 

unused energy is transformed into heat.   

 

The heat generated in the transmission is radiated from the outer casing and the oil is pumped 

through a small radiator behind the grille.  These two outlets have their limits which when 

reached, the temperature of the fluid can easily exceed the boiling point of water.  Heat 

causes predictable failure of band and clutch facings not to mention the destruction of oil 

seals.  Dirty oil like engine oil is thought by many to be a destructor but the nasties in 

suspension in the oil are for the most part filtered out.  What does get destroyed through 

simple use are the various specific compounds incorporated in the oil by its manufacturers to 

protect the mechanisms from destruction.  The solution is simple, change the oil frequently. 

 

Transmissions donôt óuseô oil but they do leak it.  The worst leaks are at the front and back of 

the unit both of which require removal of the unit to fix.  But then there are various switches 

and servos plugged into the box that all have a neat little seal and those will often start a 

telltale drip.  The more spectacular óleakô is through the modulator, a fairly large tin-can-like 

attachment on the side of the box.  Inside the modulator is a plunger attached to a diaphragm.  

The plunger pokes into the box and controls various functions of the box.  The diaphragm 

which operates the plunger is moved by vacuum piped from the engine manifold.  Eventually 

the diaphragm rusts through and the vacuum then sucks transmission oil through it into the 

manifold where it is burnt.  At first there will be a small wisp of whitish smoke from the 

exhaust which will steadily grow as the puncture in the diaphragm enlarges.   

 

In summary donôt take your transmission for granted, avoid overheating it, check the oil 

when hot every month and if it starts to play up, go to a specialist for advice. 

 
@ 
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ANATOMY OF A TURBO 
How often have you looked at the scene below, particularly at exhibitions and being terrified 

that some innocent spectator is going to ask you what something in the mess of things, 

actually does.  This is a 1989 car, Australian delivery and unmolested or as we used to say 

very original.  So I thought a series of óCookôs toursô would not be waste of time.  

                            

You will have seen the pre-war Phantom 

III with two distributors each firing 12 

cylinders since there two plugs per 

cylinder.  But here we have at óAô twin 

distributors.  Apparently two distributors 

are better than one if you share the load.  

Hence two units of 4 cylinders each with 

their own cap, leads etc.  Here we are 

leaning over the mascot and looking to the 

back of the engine compartment.  The 

distributor on the right is the ómainô unit 

being driven conventionally.  The other is 

driven from the first one by a notched belt.  

Belts to me spell breakages much as ófanô belts do.  Apparently the factory overlooked this 

small prolepsis but finally issued a bulletin stating that the notched belt should be changed 

every 5 years. 

 

The distributors have no points or capacitors nor electronic sensors, they are there purely to 

distribute the high tension current from the coils (they have one each) to each plug.  The 

firing order is fixed as are the distributors.  There is no swivelling the units to advance or 

B 

A 

C 

D 

E 

A 


