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30/98 VAUXHALL MAINTENANCE NOTES SUPPLEMENTRY TO MAKER’S HANDBOOK 

 

GENERAL 

 

If it moves you oil it, if it stands still you paint it.  Exceptions to this rule are: 

1. Water pump – the lubricator of which should be moved about ¼ turn every few hundred miles (over-

lubrication can clog the radiator)  

2. Electrical gear – where excess oil can cause untold trouble. 

In the case of the magneto, the bearings should be packed on assembly with HMP grease.  A most 

important thing in connection with this instrument is that a minute amount of grease be applied to 

the cam faces; attention to this point minimises wear and ensures that the contact adjustment stays 

constant for a long period. 

 

FRONT AXLE 

Avoid over-oiling the king pin bearings.  Again, they should be packed with ball bearing grease on 

assembly.  Excess oil here finds its way straight onto the front brakes!  Nevertheless, a small amount of 

oil should be applied at the point where the lower thrust bearing nut meets the thrust bearing collar.  (At 

these points the entire weight of the vehicle is concentrated).  It is advantageous to periodically coat the 

front brake rollers and wedges with brake expander lubricant.  If the front brake cables do not have 

lubricators it is worthwhile disconnecting the cables at each end and pulling them through either way to 

their fullest extent to introduce fresh grease.  A light graphite grease is best for the cables.  The kidney 

box lid should be removed once or twice a year and the cable pivots etc. oiled.   

About every few 1000 miles or so it is worth oiling the kidney box shaft pivots.  There are no oil holes 

provided here but this shaft has to be free to float to provide for even front brakes.  Do not forget to oil 

the front brake rod where it goes through the front sub-frame.  Also, if you car has the guided flat section 

front brake rod, this must also be perfectly clean and well lubricated. 

 

BACK AXLE 

The back cam shaft bushes and rear torque arm mounting bushes were originally intended to be self 

lubricating.  Even so, it is a good idea to oil these points, sparingly but often.  The oil will find its way 

along the brake cam shaft by capillary action.  Again, the rear brake cams and pivots should be lubricated 

with expander lubricant.  The universal joints, if they are reasonably oil tight, are best filled with steam 

oil.  Due to its liquid nature it is better than grease for this type of application.  It is very important to 

keep the rear brake cross shaft well lubricated.  Lubricators are provided and are accessible on the 

outside of the chassis, just ahead of the rear spring mounting.  Basically, with the brakes, do everything 

you can to keep it all working freely.  Friction reduced in the linkage is immediately rewarded by friction 

where it matters most – between shoe and drum. 
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CLUTCH 

Run a little engine oil down the outside of the casing just in front of the withdrawal bearing, little and 

often.  This lubricates the clutch sleeve which is not otherwise provided for and makes for smooth 

operation.  At the same time, oil the withdrawal bearing (hole on top) and the forks on the cross shaft 

levers. 

I know that the makers advise to add flake graphite to the clutch periodically but it is almost impossible 

to get it where it is wanted i.e. between the plates.  The filler holes provided are behind the back of the 

plates.  About the only hope is to “puff” the graphite in with something like a bicycle pump, at the same 

time, wedging the pedal down to separate the plates.  Treat all 3 holes equally. 

 

Note/ mysterious failure of the clutch to free can be caused by to-thin washers on the plugs.  This lets the 

plugs go in too far whereupon they jam the rear plates.  Approx ⅛” thick leather washers were used 

originally.  Any other failures to free are caused by broken or buckled plates.  Avoid unnecessary slipping 

of the clutch.  Treated with due consideration these can be excellent clutches, reasonably long lived and 

very smooth.  As the plates wear the pedal will tend to come back towards the driver.  It can reach the 

point where it fouls the floorboard and if this happens, slipping will ensue as the spring is prevented from 

compressing the plates fully.  The remedy is to replace the bronze plates or (cheaper!) carve a little 

groove out of the back of the toe board to clear the pedal.  Resist the temptation to push the board back 

because this limits the downward movement of the brake pedal.   There is no external, or internal for 

that matter, adjustment to the clutch, it all depends on everything being right.  I have a separate clutch 

service sheet dealing with the dismantling and correct re-assembly of the unit.  If the car is an early E 

Type with a spring blade coupling, this too is best oiled little and often, (it is very difficult to get it to 

retain oil). 

 

STARTER MOTOR BENDIX 

These are usually thought to work dry but I think a little light oil is advantageous.  Note/ that there are 

screw-down greasers at both ends of the armature. 

 

WHITTLE BELTS 

These are best run fairly slack and it is advantageous to apply a little oil to the inner periphery of the belt.  

This will work out through the belt and lubricate the hinge pins, thus greatly prolonging the life of the 

belt.  A little light oil applied from time to time to the adjustable pulley thread behind the fan will ensure 

that the pulley is not seized up when the time comes to adjust the belt.  Original water pumps have an oil 

hole in the washer behind the front bearing.  It needs looking for but it is there.  Modified pumps should 

have a sealed bearing which requires no attention.  It is best to fit a sealed bearing in the centre of the 

flywheel for the clutch spigot.  It is advantageous to fit one-side-sealed bearings to the magneto shaft. 

 

MINOR CONTROLS 

All joints should be oiled little and often.  Don’t forget the accelerator shaft on the bulkhead (OE) or the 

accelerator pivot (E).  All brake and pin joints other than those specifically mentioned above should of 

course be oiled.  It is best to have a little slack in all the ball joints.  Tighten, and then back off one slot.  

Don’t forget the linkage behind the carburetter on an OE. 

 

STEERING 

Apply a little oil to the minor control levers in the top of the wheel.  If this is done little and often will 

ensue that the telescopic tubes operate smoothly.  Very occasionally, the cover for the steering column 

upper bearing should be pulled up and a little oil introduced into the bearing.  Be careful, though, 

because it can run straight through onto your knees.  Proceeding down the column, put a little oil where 
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the column shaft enters the box.  The Steering box itself can be sealed but most of them won’t hold oil.  

They should be packed with a light fluid grease but I think the best thing to do is to oil them frequently 

and put up with the leaks.   This will at least ensure that the worm and wheel do not get dry.   If the car is 

fitted with an engine air pump, a spot of oil on the intake gauze from time to time is all that is necessary.  

The hand pump should also be kept lightly greased.  Be careful though, because even worse than the 

steering column, excess lubricant here will find its way onto her knees!! 

 

BODY 

A little water pump grease should be rubbed into the bonnet landing tapes.  It is also beneficial to treat 

the radiator cap threads with a small amount of this material.  All bonnet hinges, locks, handles, 

ventilator controls, hood pivots and joints, hood clips, windscreen pivots, seat runners, etc, should be 

sparingly oiled with light oil.  It is advantageous too, if you can get hold of it, to apply a modern 

“electrical” lubricant to the CAV switch levers etc. 

 

RUDGE WHITWORTH HUBS AND WHEELS 

These are often overlooked.  They must be kept lubricated.  Even when new, there must be a little play in 

the splines – if not it would be impossible to assemble / disassemble the wheel.  This means that every 

time you accelerate or brake there is slight movement of the wheel relative to the hub.  There is no way 

to prevent this – all you can do to prevent the dreaded “fretting corrosion” is to keep the splines 

lubricated.  If the old lubricant has gone hard, or just disappeared, thoroughly clean with paraffin and a 

wire brush; the hubs, wheel centres knock off nuts.  A soft grease is best because the wheel does not 

normally get very hot and you want something that will flow into the clearances.  I have found a mixture 

of steam oil and grease effective.  Don’t forget when re-lubricating the cleaned parts, to treat the 60° 

cones, internal and external splines, threads, the outer cone on the wheel hub and the matching inner 

cone in the nut.  After reassembly, clean of any excess lubricant before it can be thrown onto the tyre.  

Provided the splines are lubricated, they will last indefinitely.  I have since found that the grease sold for 

motorcycle chains is quite good in this application, it has the right clinging properties.  It can be 

purchased in aerosol form making it convenient to apply. 

 

EXHAUST SYSTEM 

The manifolds are funny things, like nothing else.  Furthermore, exhaust ports on the cylinder head are 

even funnier in that the flange is attached to the head by a short length of cast iron tube about 3/16” wall 

thickness.  When working on the manifold, tighten first the 8 nuts securing nos. 2 and 3 flanges.  Take 

notice that the studs from nos.1 and 4 flanges should not be fully tightened; just pull up evenly and just 

firm.  This should allow the manifold to expand and contract without placing undue stress on the head 

ports.  It is better to blow the odd gasket than break the cylinder head!!   It is advantageous to drill ⅛” 

hole about 1.5” in from either end of the silencer and right at the bottom.  This will prolong the life of the 

silencer by allowing any condensate to drain away. 

 

This was written with an OE in mind but it is just as well not to over tighten the end flanges on an E type, 

thus allowing the manifold to expand and contract freely.  I do not think there is any danger of the 

manifold cracking an E type block! 


