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Lubrication

[ wonder how many, or rather how few, cars are
run on oil of a properly high viscosity, and here 1
use the word '‘viscosity’ as indicative of a good
“body’” at all usual engine temperatures. Statistics
would be difficult to obtain, since most motorists
would refurn an answer to the effect that they are
using the class of vil recommended by the manufac-
turers of their cars. And that is just where the
trouble lies. When a car is new, when it is just as
recelved from the makers, the mechanical couditions
of the motor are such that the clearance bhetween
parts 1s of the minimum order. Then, certainly, a
fairly thin oil gives quite good results, and, as thin
oil feed 1s the easiest fo regulate, lubricant of this

maotor was badly worn internally, and, moreover, as
I suspected, he was using a fairly thin oil. We
drained his crankcase, and the coutent was a light
fluid which possessed little lubricating value. 1t
was far thinner than the oil in the tank, and this
connoted that the processes above detailed had
been in operation. 01l, modern high-grade oil, does
not decompose in the crank chamber, and in the
instance under mention the fault lay with my friend
in sticking to the same sort of oil ever since he had
bought the car.

A Safe Rule

The right thivg to do is to experiment with a
view to discovering what is the heaviest high-grade
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character 1s what the manufacturers usually recom-
mend. Another reason is that thick eil tends to gum
up the piston, and this makes for difficulty in crank-
ing. But after the parts of the engine have worn a
{ittle (and bedded in), largely becanse of the insuffi-
cient gravity of the lubricant, what happens 1s this:
The thin o1l freely works past the pistons, particu-
larly after the throttle has been closed, and instead
of adhering to the eylinder walls, enters the com-
bustion chamher, where it carbonises, thus inaug-
erating a condition which leads to pre-ignition and
other hateful ailments.

Apgain, when the pistons and cylinders have be-
come worn, the compression does not hold up, and
this means that petrol vapour works down past the
plstons, thus entering the erank chamber and fur-
ther reducing the viscosity of the oil. For example:
A motorist told me last weelk that he used about a
gallon of lubricating oil every couple of hundred
miles. He had tried to reduce the feed, with a seized
bearing as the result, On examination we found his

China is rapidly receding from its century-old hahits, and taking on modetn clothes, has often been pronsunced ane of the twentieth
In no way has 1his progress been proven more forcibly than in the part Chinese women are taking in affiairs, social and political.

The above

They were all ordered for ene family.

oil possible to use. Provided the lubiicating system
will deal with a heavy variety, use it even though it
does make the engine rather difficult to crank, since
it undoubtediy makes the pistons hold the com-
pression better and, in manv other ways, is inher-
ently economical. The question of starting up can
be got over by judicious priming, and in this regard
a good plan would be to fit a small priming cup high
up on the induction branch to be used just before
eranking. Some motorists use a cup of this descrip-
tion and prime with kerosene immediately after the
day’s work, but, on the whole, this practice stands
condemneld. It results in the icerosene condensing
in the cylinders and then percoluting into the cranl
chamber, where 1t acts as a diluent and so affects the
viscosity of the oil.  Of course, if the car is already
fitted with priming cups 1o each evlinder, all the
better, as this enables the pistons to be freed in-
stanter. Petrol can be used with advantage immed-
iately before starting. Ti ensures a rich mixture, it
does not act as a diluent and it frees the pistons,




