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Notes from the Editor: 

Its summer and hopefully you are driving and showing your Hillman, Sunbeam or Plymouth Cricket.  Bad weather has limited the number of shows I have gone to this year, it seems it rains every week-end.  If you haven't sent in your "dues" please ship me four US postage stamps for the next year.  

I am always looking for articles for "Melodies", so if you feel like writing about your Hillman, Sunbeam sedan or Plymouth Cricket, either mail it to me at the above address ior e-mail me at jan.eyerman@usa.net.

Wanted & For Sale:

FREE: I still have one 13 inch Hillman wheel, contact jan.eyerman@usa.net or call 973-584-8476

WANTED: Any Easidrive parts.  Ernie Clerihew, 

99 Lovejoy Rd,  Pittsford, VT 05783 

WANTED: 1946-48 Hillman Minx Drop Head Coupe (convertible). Preferably an un-restored car. Contact Mr. Frank Bell, 2374 Smith Ridge Rd., Eubank KY 42567, phone 606-423-0136 or e-mail flint1925@Hughes.net

Commer TS-3 Engine:

Most Hillman owners know that the parent company of Hillman, Rootes Motors also built and sold Singers, Sunbeams and Humbers.  But these were just the car companies.  Rootes Motors also built and sold Commer and Karrier trucks.  As far as I know, neither Commer nor Karrier trucks were ever sold in the United States.  Interestingly, even during the times that the Rootes car companies were losing money (and often in very large amounts) the truck side of the business was very profitable.  

Every once in a great while, a company known for its stolid, conservative engineering does something so extraordinary, so out of character that is totally surprises us.  Such was the case in the early nineteen-fifties when Rootes introduced the TS-3 diesel engine in their line of Commer buses and trucks.  Before we get to this engine, a little Commer history is in order.  Humber Motors bought Commer trucks in the nineteen-twenties and when Rootes took over Hillman-Humber, they also got Commer trucks.  As it turned out, Commer trucks were to be Rootes most profitable division, even when all of the car companies were losing money.  Over the years Rootes added Karrier trucks (who specialized in vehicals for municipalities, such as street sweepers and garbage trucks).   

Prior to World War II, most trucks used gasolene engines.  These usually had fairly large displacement, long stroke, "L"  head engines.  This type of engine was durable, had high torque and was simple and easy to repair.  All of these features lended themselves quite well to truck use.  Many Commer trucks shared engines with Humber cars, especially the big 3 liter and 4 liter sixes used cars like the Pullman and Super Snipe.  

After World War II Commer designed and built a new, big, 4 ½ liter overhead valve six.  This was quite progressive for the truck industry.  This engine was also used in the Humber Super Snipe and Pullman, but in 4 liter form.  In addition, the trucking industry began shifting from gasolene engines to diesel engines. The main reason was fuel economy, prices of petroleum had risen greatly and Great Britain had to import almost 100% of its petroleum. 

To answer this shift, Commer did two things.  First they began offering Perkins diesels in their trucks.  The relationship with Perkins was to extend over a fairly long period of years.  One result of this was a batch of about 100 Hillman Super Minxes of 1962-63 powered by a small Perkins diesel engine.   In addition, Commer began work on a revolutionary new diesel engine.  The relation

Then in 1951 Rootes bought Tilling-Stevens and Vulcan trucks.  Although Rootes continued the Karrier name, Tilling-Stevens and Vulcan were both quickly closed down.  So now we get to the TS-3 engine.  To explain this we need to talk about both two cycle (or two stroke) engines and diesels.

A two stroke engine produces power on every revolution of the engine. This is opposed to a power stroke every two revolutions of a four cycle engine. Fuel intake and exhaust are sometimes handled by ports in the side of the cylinder wall, thus saving the cost of valve gear.  Two cycle engines have one major advantage, they produce roughly twice as much power as a similar sized four cycle engine.  When DKW (now Audi) built two cycle engined cars in the fifties, they called one of the cars the "3=6", indicating the three cylinder engine in the car provided the performance of a six cylinder car.  

However, the two cycle engine also has three drawbacks.  At low engine speeds, the exhaust gases aren't completely cleared from the cylinder causing rough low speed running. Then at high engine speeds, portions of the unburnt fuel mixture would go out the exhaust, ruining gas mileage.  These two problems also caused the third problem, extremely high levels of emissions.  It was the high levels of emissions that caused Saab to drop their two cycle engine in the late nineteen-sixties and go to four cycle engines (initially these were made by Triumph).  

There is a solution to these problems.  That is a diesel engine.  Unlike a gasoline engine where the fuel is mixed with the in-coming air (in a carburetor), a diesel only takes in air.  The fuel is injected into the cylinder when compression is at a peak and then the temperature of the compressed air is enough to ignite the fuel.  Add to this a "blower" that forces the air in under slight pressure and the cylinders are completely cleared of exhaust before the fuel is injected.  This also means that pure air is the only thing to go out the exhaust when charging the cylinder at high engine speeds, no fuel goes out the exhaust along with the air.  General Motors Detroit Diesel division built a line of two cycle, "super-charged" diesel engines after WWII.  These were the famous 6V53 and 6V71 engines (with which I have had direct experience).  

Up until this point, everything is pretty straight forward, both two cycle gasoline and two cycle diesel engines were pretty common.  What was not common and was shared with such diverse things as the Zeppelin Hindenberg and WWII U.S. Navy submarines was an opposed piston engine.  Unfortunately we get into more physics here.  A corolary of "Boyle's Law" is that a gas produces an equal pressure in every direction.  What this means to car owners is that more then ½ of the energy of the gas you burn goes into trying to blow the cylinder head off of your engine and blow holes in your cylinder bores.  Wouldn't it be great if you could capture some of that wasted, lost energy and use it to propel your vehicle?  

Well you can.  If your engine had two pistons in every cylinder.  The pistons would be at opposite ends of the cylinder and move move in opposite directions (there would be no cylinder head).  This is called an opposed piston engine.  If you make a two cycle diesel engine, with ports for intake and exhaust and then use two pistons per cylinder, your three cylinder engine would produce the torque of a twelve cylinder engine and be quite economical.  Other advantages would be that it would be flat and fit nicely under the floor of a bus.  The pistons would be connected to the a central crankshaft (below the engine) by means of the biggest rocker arms you ever saw!   To see one of the engineering miracles working, do a google search of "TS-3 opposed piston engine".  There are some great videos.

The engines were initially offered at 105 horsepower but by the nineteen-sixties they were developing 200 horsepower.  

These engines were known as "knocker" engines in England because of their unique exhaust note.  They were used in many models of Commer trucks, Karrier trucks and in Commer buses through the nineteen fifties and nineteen sixties. 

Work had begun on a "TS-4" engine that had four opposed piston cylinders and would offer even more econmical power.  This engine would produce the torque of a sixteen cylinder engine!  Unfortunately, Chrysler took over Rootes in 1967 and one of the first things they did was to drop the development work on this engine.  Although Chrysler claimed to be the top engineering automobile company in the USA, a two cycle, opposed piston diesel engine was beyond their limited visiion.   

The TS-3 was named for Tilling Stevens.  Not because they developed the engine, but because the Rootes engineers that worked on the engine were moved to the old Tilling Stevens plant in the nineteen-forties.  

The TS-3 engine was phased out shortly after the Chrysler take-over and was replaced Cummins Diesels.  The reason for this could be found in the Chrysler take-over in 1967.  Dodge trucks of Engliand had had a relationship with Cummins Engines dating nack to 1963. A joint company had been formed called Chrysler-Cummins Ltd that produced diesel engines for Dodge trucks.  

After 1967 Commer trucks began to be replaced with Dodge trucks and the last Commer truck was the "Commando" of 1974.  Dodge trucks didn't last long either.  In 1978 Citreon-Peugeot bought Chrysler UK (the new name of Rootes).  Even this didn't last long, the truck division "Dodge Trucks" was sold in 1979 to Renault.  Even this didn't last all that long, in 1992 the Renault-Dodge truck company was closed down after selling only 1,275 trucks in 1992. 

Interchangeability:

I recently discovered that a 1962-70 MGB clutch master cylinder will interchange nicely with a Series I-VI Minx.  There are many sources for these cylinders, Moss Motors being one but they are also available from Rock Auto parts.  These master cylinders are also available from Classic Sunbeam parts.  

One item that is impossible to get today is brake wheel cylinders for Series I-VI Minxes.  If you need your wheel cylinders replaced, the only solution is to get your cylinders resleeved by either Apple Hydraulics or White Post auto restorations.  I prefer White Post because not only do they sleeve the wheel cylinder, but they rebuild it and then gurantee for life (that is, as long as you own the car).     If you have a Mark Minx or Mark I Husky you can use the earlier MG wheel cylinders.  The MK III to MK VI use the same wheel cylinders as an MG TD.  The later MK VII-VIII and Husky MK I use the Austin Healey Sprite (1958-60) front cylinders and the MG TD rear cylinders.  It also appears that an MG TD master cylinder will fit all of the Mark cars but this is not sure.  

Master cylinders for the Series I-VI Minx and Super Minx do not seem to be available.  You will have to have your old master cylinder sleeved if you need a new master cylinder.  Again, this can be done by Apple Hydraulics and White Post restorations.  

Brake parts for the later Sunbeam Arrow and Plymouth Cricket seem to be available from a number of sources, including Rock Auto.  

Note that there are several different kinds of brake lines used on the various Hillmans.  The early Mark cars used a British thread while the later Marks nd all of the Series cars used a different thread on the fittings.  To complicate things, the Series cars used a British "bubble" style flair on the front brake lines and an American style "double lapped" flare on the rear barke lines (those on the back axle).  However, American fittings are too short to work with the rear wheel cylinders!  

In addition to the brake parts listed above, universal joints on British cars appear to be just about universal!  U-joints from an MGB or a Plymouth Cricket will fit just about all Hillmans (and the Sunbeam Arrow).  However there are problems with the "metalastic" rubber donuts used on the Super Minx and Imps.  These do indeed deteriorate and, as far as I know, there are no replacements except from Speedy Spares in England and Sunbeam Midlands.  
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