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New Driver’s Trip Ticket

The revised Driver's Trip Ticket (W.D. Form
48) brought forth two kinds of comment from guys
who were shown the ‘Driver’s Daily PM Services’
on the reverse side of the ticket.

The comment of those who had been schooled in

B

of the new Trip Ticket and said, ‘A
din’, Bub? Whofle gonna make all dem checksbefore
drivin' a vee-hicle? 5

The reason for the ‘Are-you-kiddin'® school

list of services at the
feels that he's doing double work servicing a
great many of the same items the very next morn-

ng-
Of course, such criticism when you stop to
think of it, is mostly nonsense. In the first
place, any list would look big to a guy who had
never given his vehicle any kind of regular in-
spection and service.
In the second place, the daily services are

1 doses:

‘At Halt,® and ‘After Opera-

tion. roperly trained man can knock off each

servicing in a few minutes — it becomes second
nature.

In the third place, a lot of the items on the

t of everyday vehicle operation.

i an would run

“feel’ the

broken down into s

What the Li
around the finger reminding the driver what has
to be done. Hit or miss and guesswork are out
the window. It's all down on paper.

But the biggest and best reasons for a rigid
daily program of PM servicing are the operating
conditions reported from the battlefronts. Day
in, day out, vehicles are subjected to abrasive
sand, corrosive salt water, and roads that batter
metal and wood in a manner to make designers and

maintenance men cross their fingers and hope for

the kind of constant vigilance repre-
sented by the PM services on the Trip Ticket, is
maintained by the driver, vehicles go quickly to
pieces.

In the zone of the interior where the only
result of a neglected vehicle is a gigging and
e sharp words, PM servicing to the short-
sighted soldier, is just something else thought
up to annoy him.

But out where the playing is for keeps, where
the condition of equipment is often the difference
between winning and losing, or living and dying,
the driver's daily PM services are a formula for
survival.

Take the formula, learn it by heart and per-
form it faithfully. One way to come out of this
fracas alive is....to keep your olive-drab ve-
hicle in the pink of condition.
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Give Your Tanks :
A PRAKE!

When going downhill, rely on your
brakes instead of your engine!
That goes for trucks, too.

Take a good look at the
picture below. What you see
are the shattered remains of
a once-good transfer case from
a GMC Twin Diesel Engine MA2
medium tank. How did it ever
get busted up like that?

Very simple.

Some greenguard driver
came flying down a steep grade
with the clutch disengaged and
the transmission in low gear.
When he felt his tank start to
get away from him, he decided
to slow down by engaging his
clutch, using the engine as &
brake. He did it all right.
Take another good look at the
picture and you'll see the
tragic, expensive result.

Before we go any further,
let's make it clear that this
business of using the engine
as a brake is not something
that’s peculiar to tank drivers
...the wheeled-vehicle boys
are guilty of the same mis-
treatment of their equipment.

However, the practice of
coasting downhill with the
clutch disengaged (and the
transmission in gear), or en-
gaging the clutch part-way
down the grade after terrific
speed has been reached, has
given maintenance men one of
their biggest headaches.
Transfer cases have been f lying
apart and clutch-driven discs
have been disintegrating be-
cause of tremendous overspeed.

There’s a basic difference
in the way trucks and tanks
get their power. This dif-
ference is what causes clutch-
driven discs to go to pieces
on trucks and transfer case
destruction on medium tanks
that have the:

Let's take the WA2 medium
tank first.

This tank transmits power
from the engine through the
clutch to the transfer case,
then through the propeller
shaft to the transmission and
final drive. When the tank
rolls along level ground, the
drive gears (one from each of
the two engines) are driving
the driven gear. The power
then travels along the propel-
ler shaft to the front of the
vehicle. In the transmission,
differential, and final drive,
small gearsdrive larger gears,
and this process is repeated,
right out to the sprockets.

Naturally, the smaller gears
are going around much faster
than the larger gears.
hen this baby starts
rolling downhill, things start
to happen! Instead of little
gears driving the big gears,
the action is just reversed;
big gears are now driving the
little ones! For the sake of
illustration, let’s assume
that the ratio of the gears is
3 to 1 (small gear making three
complete revolutions to one
revolution of the larger gear),
and that the gear connected to
the sprockets is making 100
rpm. This gear drives a smal-
ler gear up to 300 rpm. So it
goes all the way back to
the power train, large gear
driving small gear and in-
creasing the rpm 3 to 1 every
mw With the clutch disen-
it’s quite obvious that
$hin il ot foct LOHHLs wxcus-
sive speed is transmitted from
the propeller shaft right to
the transfer case. Centrifugal
force itself is enough to wreck
the transfer case! And it
does. With the transmission
in low range gear, the critical
speed for the propeller shaft
is about 4000 rpm and is ap-
proached at 4 miles per hour.
Start downhill, and with every
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mile per hour increase in
speed, the propeller shaft
will revolve 1000 more times
per minute! Enter: centrifugal

force; exit: propeller shaft.

Another neat way to np
out the transfer case or pro
peller shaft is tobring torque
into the picture. It’s done
in this way. Coast halfway
downhill with the clutch dis-
engaged, then suddenly release
the clutch pedal. The re-
volving parts can’t stand the
sudden deceleration. Vam!
Goodbye transfer case or pro-
peller shaft.

To take a tank down a hill
safely, shift into a gear low
enough to control the speed of
the vehicle and use the steer-
ing brakes to keep the engine

speed, as indicated by the "

tachometers, within the maximum
recommended rpm of the power

unit, as follows:

Governed _Maximum for

Speed  Short Periods

R7O Con-
tinental 2000 rpm 2400 rpm
6046 Ser.71
Twin Diesel 2100 s
GAA Fora 2600 2800
Multibank 2
R eyoiny 2600 2600

Using the brakes this way
will save the engine, clutch
and drive line to perform their
normal functions, which are to
increase and maintain speed.

Now, let’s look at trucks.

A truck transmits power
from the engine through the
clutch, to the transmission to
the transfer case, to the final
drive. Nearly the same thing
happens to the power train of
a truck going downhill with
the clutch disengaged as hap-
pened to the tank above: the
big gear drives the small gear
in the differential and whips
up the speed of the propeller
shaft tremendously. Though
this speed in itself is not
enough to destroy the pro-
peller shaft by the time it
has gone through the gear
ratios of the transmission and
transfer case, it will have

far exceeded the critical
speed of the clutch-driven
disc.

No need to go further,
(Continued on page 96)

(old weather operation of tanks and
carriages equipped with radial engines

Volumes have been written
warning drivers of the hazards
of overheating, especially on
the tanks and gun motor car-
riages powered with radial
air-cooled engines. ‘Watch
your oil temperature, and don’t
operate over 190° This
warning has become the watch-
word of all those holding G.I.
permits on tanks. But, we
have heard that some of our
boys from the southern climes,
transferred to the more frigid
zones, are having trouble
keeping their engines up to
the desired operating tempera-
tu

re.

Well, there are two things
a driver can do when operating
in sub-normal temperatures.
He can put on an extra over-
coat and ignore the death-

rattle-due-to-cold of his
engine or he can take a piece
of cardboard and slip it behind
the grille on the oil cooler
radiator as shown below.
By cutting off a portion
of the air being drawn through
the 0il cooler core you can
raise the oil to any desired
temperature. If the tempera-
ture gets too high,
more of the core, if it gets
too low, cover more of the core.
You won't have to worry
about holding the cardboard in
place as the air being drawn
through the oil cooler core
will hold it snugly in place.
A word of warning, though
BE SURE TO REMOVE THE COVER
IF THE OIL TEWPERATURE SHORS
SIGNS OF GOING ABOVE NORMAL.
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When you close the driver’s
or assistant driver's hatch on
the M-4 medium tanks you've
got a fifty-fifty chance of

smashing both the periscope
and mount...unless you know
the proper way to do it.

The reason for this gamble
is, if the periscope is turned
with the lens facing out or
toward the front of the tank,
it will strike the hull when

periscope is turned so that
the lens is facing into the
tank, it will clear the hull
with room to spare (Fig. 2).

To design the hull so that
this condition would be elim-
inated is possible, but it
would mean changing the pre-

the hatch is slammed closed sent manufacturing process,
(Fig. 1). Whereas if the making new castings and other

changes that would slow up
production.

On the other hand, if each
driver or assistant driver
gives the periscope the proper
twist before closing the hatch,
the trouble is eliminated.

So before closing your
hatch, make sure the periscope
lens is facing into the tank.

Sticking Transfer - Case
Levers on Half-Tracks

If your destiny in life is repairing or
driving a half-track, you probably know that
the transfer case levers sometimes freeze in
position. Tt seems that dirt, mud, and corrup-
tion have been finding their way into the bosses
and causing the levers to stick on the shaft.
Since there isn't any provision for lubing these
Levers, the thing to do is to provide a way.

Remove the two levers, and drill 21/64+ hole
in each boss as illustrated at right. Then run
a 1/8+ pipe tap through the holes and screw in
alemite fittings. The fittings, we are told,
can be reached with the grease gun from under the
vehicle. So that some greenguard won't forget
them, we suggest that you make a notation on the
lube chart of each vehicle that the fittings are
installed on.
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Interchangeability marches
on: The Indian Company will
provide a rear drive chain, for
the Indian 640 of the same
length and number of rolls as
the Herley-Davidson WLA. The
new Indian Part No. will be
44733; the present Harley-
Davidson number remains the
same. .

When the present supply of
rear drive chains, Indian Part
No. 28000X, is exhausted,
either the new Indian or the
present Harley-Davidson rear
drive chain may be used.

Caution: The new rear
drive chain, Indian Part No.
44733, or Harley-Davidson Part
No. 2003-15, can only be used
on Indian motorcycles equipped
with a 17-tooth countershaft
sprocket. Either chain can be
used on the Harley-Davidson
Model WLA without change of
sprockets.

Just for the sake of the
record, the present chains are

Most of the excessive wear
of chassis parts on combat and
transport materiel is caused
by contamination of the chassis

lubricant with dirt, grit
sand and mud. These contami
nants are highly sbrasive and
unless removed from the bear-
ings, will quickly grind away
the metal surfaces. This not
only results in needless re-
placement of parts but also may
render the vehicle dangerous
to operate before the replace-
ments can be made.
Considerable mud and sand
accumulate on chassis fittings
between lubrication service
periods. Each fitting should
be carefully wiped before
lubrication to prevent intro-

ducing any dirt or grit into
the bearing with the fresh
lubricant. Grease should be
pumped into the fitting until
all of the old grease is forced
out and new lubricant appears
completely around the bushing
after lubrication, but a thin
collar of grease should be
left on the outside of the
bushing to keep out water,
dirt and grit until the next
lubrication service.

Water operation, such as
fording creeks and streams,
also causes contamination of
the chassis lubricant by wash-
ing off the lubricant and
depositing sand and grit in
the bearings. It is good
practice to lubricate all
exposed chassis parts as soon
as possible after immersion in
water, both for rust prevention
and to flush out the abrasive
materials before they cause
excessive wear and failure of
the parts — parts that are not
always available, especially
under combat conditions.

So wipe the fittings before
lubricating and keep abrasives
out of the chassis parts — it
may mean the difference between
life and death some day when a
breakdown in combat would be
finis for you and your vehicle.

g

Whip out your TM 10-1605
maintenance manual (4-ton, 6x6
Diamond T,

made in the Specifications
Section:

. Section 1, Page 0-13, Ref. 25

Deseription: Transfer Case
Type Fitting: Plug
No. of Fitting: 1
Capacity: Ipts.
Lube: Gear o011

b. Section 2, Page 2 -
Description: 9. Torque Rod

Bracket
Part No.: BB 6009

. Section 2, Page 4-9
Mjustment of Bearings — note
- Tod bearings have shims on




one side only. Main bearings
have shims on both sides.
Shin thickness corresponding

to the clearance figur
should be sdded to the side
opposite the locking lugs.

4. Section 2, page 13-12

Spectfications: ServiceBrakes
Lintrg: Type - Noulded
Stze - Rear - 9-5/16 x 4*
Front- 17-3/4% x 4%
69 square inches

Arer

Also there are changes
being made in TM 10-1607, as
ollows:
a Section 1, Page 0-13, Ref. 325
Description:

Section 2, Page 4-9

justment of Bearings - note
- Rod bearings have shims on
one side only. Main bearings
have shims on both s1d:
Shim thickness corresponding
to the clearance figures
should be added to the side
opposite the locking lug:

Rear - 9-5/16% x 4%
Front- 17-3/a" x
89 square ineh

Gl (Abok Vol
oo 12y
Here’s the latest and last
word (I hope) on the clutch-
ved-l G play of all 6x6 and
6x4

No mmtter what you've been
told before, the free play of
the GIC clutch pedal should be
2% inches at all times

Whatever it is on your
MC’s now, change it to 2%
inches. Tests and field ex-
periences have proven conclu-
sively that this smount of
free play results in longer
clutch life and longer inter-
vals between adjustments.
Source of information: Tank-
Automotive Center and a new
GMC bulletin.

As if you didn't know,
here’s how to make the adjust-
ment (see fig. 1):

C‘u/f;//

|..2:" va

6. Spring Bracket

7. Check Nut

8. Adjusting Nut

9. Clutch Relesse Fork
Figure 1

1) Loosen check nut (7)
on adjusting link (

2) Turn adjusting nut (8)
in or out as may be required
to obtair 2% free travel of
the clutch pedal before the
clutch starts to release.
Check the free play with your
finger on the pedal and not
with your foot. This adjust-
ment is too sensitive to be
horsed around.

3) Having 2%s free play,
turn up the check nut (7) firm-
ly against the adjusting nut
(8) to prevent the adjustment”s
coming loose

g

You probably know that the
drain plugs of crankcases, gear
cases, etc. of most or many of
your vehicles are mngnetxxed
so that théy’1l.pick up any
metal cuttings or chips knocked

off the engine while in opera-

tion

The appetite of these drain
plugs is Limited— after they've
picked up their fill, they
can’t pick up anymore until
the collected filings have been
wiped off.

Neglecting to wipe off

these collected filings has
resul!ed in transmission fail-
. The magnetic drain plugs,
Havire pisestim tlithe filings
it can handle, refuses to pic
up anymore; filings pass on
into the oil feed lines and
clog them up. No oil distri-
bution, no transmission.
Service your magnetic plugs
once in a while

‘Z)ﬂa]%
7¢ Tthee L
The disc-type bogie wheels

Carriage M8) did not have
enough clearance around the
grease fitting with the result
that the fitting can’t be
reached with the standard
grease gun

When you run into this
problem, you can reach the
fitting by making a slight
change in the grease gun.
Simply take off the head of
the gun and reinstall it in
the reversed position so that
the gun is applied to the fit-
ting by pushing it straight on
instead of hooking it around.

Disc-type bogie wheels of
later designhave enough clear-
ance around the fitting to
enable you to use the grease
gun either way.

St

Some guys have been using
the hand crank or the sta

force through the power train
to bring the end shoes of the
track together so that the last
pair of track guides, wedges,
and nuts can be installed.
This damages the starter gear
train or produces an ‘angular
deflection’ in the two piece
crankshaft, which cuts down
the life of the engine. Don't
do it —use the track jack
hook which is supplied with
each of these tanks, for the
job. You'll find the correct
procedure on page 102, para-
graph 97d of TM 9-750, 9 May
1942 and also an illustration,
figure 56.
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ve been having
trouble with the exhaust elbows
lesking where they fasten to
the cylinder heads on Conti-
nental radial engines, (R975-CI
C2) examine the lock-

levice used to keep the
xhaust elbow nuts tight. Ac-
cording to some reports we've
received, these nuts have been
found locked with cotter pins.

Cotter pins arenogood because
a locking device used in this
position has two jobs to do:
1) Lock the studs in place,
2) Keep the nuts tight. Cotter
pins can’t do both.

The proper way to lock the
exhaust elbow nuts is with
safety lockwire #A171107 (see
Fig. below). Twist the safety
lockwire through both studs
and it' Ll prevent the studs
as well as the nuts from
working loose.

Maybe you're wondering why
so much fuss is being made
over these studs, when you
know of a dozen or more cases
where the studs are not saftied
with wire and yet they seem
to stay in place.

Reason for the fuss is
that when a steel stud is
screved intoan aluminun thread
housing and it's in a location
that's subject to heat, the
thread housing when hot will
expand more than the stud thus
making a looser fit. Vibration
takes care of the rest.

Don't use cotter pins —
use safety wire to lock the
exhaust elbow nuts on Conti-
nental

AC Victorygram reports
trouble with tachometer break-
age on Autocar Trucks, Models
U-7144 and U-8144, which are
used by the Air Forces as fuel
trucks. An Autocar Service
Engineer volunteers the fol-
lowing information

"There are three clamps
that hold the casing on these
jobs (see Fig.)and where each
the casing
black mark
Clamps
and by

engines.

clamp goes around
you will find a
around the casing.
to go where marks are,
doing this the casing will
have an even spread of cable
and casing.®

You Air Force guys check
this on your Autocars to cure

prseritater
.

present - and prevent future -
Tac cable breakage.

On the early 3/4-ton Dodges
(WC-52, WC-53, WC-54, WC-56,
WC-58, WC-59, WC-60, and
WC-61), ignition distributor
assembly, Dodge Part Number
923891 and filter assembly,
Dodge Part Number 924065 were
installed.

Then somebody discovered
that the filter assembly was
not needed to prevent radio
interference. So on later-
praduction 3/4-ton’s, distrib-
utor assembly, Dodge Part
Number 919911 without the
filter assembly,was installed.

What does this mean to
you? When the present supplies
of ignition distributor assem-
blies Number 923891, and
filter assemblies Number
924065 in the depots are ex-
hausted, you will be furnished
as replacement parts, Ignition
Distributor Assembly, Dodge
Part Nunber 919911, and Igni-
tion Coil Primary Cable, Dodge
Part Number 920043.

This Ignition Coil Cable

Nu 929043 is a longer
cable (27 inches) and it's
mecessary now that the filter

has been dropped, because the

original cable is too short.
Just thought 1'd mention

it.  (Continued on page 96)



ince no lights have been

provided for the interior

of 2nd and 3rd-echelon
shop trucks, Willoughby, the
office cockroach, wants to
know what’s a guy supposed to
do on a dark day when it's
raining and the top’s up — the
dark is so thick in them trucks
you could use it for gear
Lubricant.

Willoughby: *How about
installing some light by taking
a sealed-beam unit out of the
parts allowances and mounting

it inside the truck on a

bracket? Taking the proper
blackout precautions, to be
sure.n

Anybody out there done
this? Anybody got a better
idea?

* .

We hear that a new disc-
type fuel-filter element made
out of paper, instead of the
brass that you now have in
your filter elements, is being
tried on Federal and Autocar
trucks.

If so many of the delicate
brass elements hadn't been
blasted with air guns shot at
them from the outside in (in-
stead of from the inside out
with the gun held a safe dis-
tance away) in attempts at
cleaning, maybe we wouldn't
have to go in so strong for
ersatz.

You may or may not have
Chonge 3 t6 AR 850-15 (basic
automotive law) dated April
20, 1943. But if you have,
you know it gives you all the
forms ~ new and old— you need

one neat package it gives you
the name and number of all the
forms and describes briefly
how they're used.

Having Change 3, maybe by
this time you've discovered
that many of the forms listed
there are not yet available.
The PM Work Sheets (W.D., AGO
Forms 461, 462, and 463) and
the revised Drivers Trip Ticket
and PN Service Record (W. D.
Form 48) that we 1aised so mich

a7

L
o GRS

hullaballoo about on the first
page of our April issue, should
be available fromyour regional
AG Depot by this time. But
some of the other forms — like
the *Locator and Inventory
Control Card," and the *Ex
change Part or Unit Identif
cation Card® — are still in
the mill.

Best we can say is, take
advantage of par. 33 in Change
3 which says, "Pending availa-
bility of forms listed, locally
improvised or old forms may
be used.s

We'll keep you posted.

* B .

"t know whether the
Pswo (pronounced Fiznor ) has
come your way yet, but if
you're driving a Tank, Light,
M3 or M3AL without a Blackout
Driving Light, you're due to
get one soon through FSMWO
G103-W2s.
This is just for your in-
formation — don’t requisition
until you get the formal Fizmo.

* . *

Why are so many 2nd-eche lon
shops and mechanics doing 3rd
and 4th-echelon work?

Letters, visits, everything
tells us that a huge volume
of higher-echelon work is being
handled by unit mechanics. Ask
the reason why and invariably
you get the answers: "Man, we
need all the damn vehicles we
got — if we send them away to
a higher-echelon shop, we don’t
see them again for a month.s

Another popular answer is,
*What the hell’s the use? When
T get the job back, it ain't
no good anyway and I gotta do

DEPARTMENT

it sooner or later.v

Still another: I get a
job that's broken down. The
3rd-echelon shop is 50 miles
away. What t’hell am I sup-
posed to do— tow it 50 miles?
Nuts on that stuff — I fix it
myself. Oh, sure - it's okay
for a division that’s got it’s
own 3rd-echelon outfit, but us
un-divisional guys get the
dirty end of the stick.s

11 this by way of intro-
ducing a statement from the
head office of the Army Service
Forces (ASF #30):

LACK OF PREVENTIVE VAINTE-
NANCE: Drastic action will be
taken immediately to improve
present status of preventive
maintenance of motor vehicles
and all other mechanical equip-
ment. PROPER WAINTENANCE IS
A CONYAND FUNCTION OF ALL
ECHELONS WHICH WUST RECEIVE
CONTINUOUS PERSONAL ATTENTION
OF ALL COWWANDERS. Observa-
tions during maneuvers and
inspections indicate a lack of
first-echelon maintenance.
During training in U.S.,
prevent ive maintenance must be
overstressed so that later,
under combat conditions, all
echelons will take care of
their equipment properly as a
matter of routine procedure.
THE TENDENCY OF SECOND ECHELON
YECHANICS ATTENPTING TO DO
THIRD AND FOURTH-ECHELON WORK
RESULTS IN THE NEGLECT OF
SECOND- ECHELON ¥ AINTENANCE .
Continued neglect of first
and second-echelon maintenance
may reduce the Life of a ve-
hicle by one-half.

What's it all mean to you?

(Continued on page 96)
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Come 0

Here’s the inside story on five modifications

that will help keep ’em on.

Do you have track trouble?

Are the tracks on your
half-track vehicle constantly
slipping off on cross-country
jaunts? If so, you can do one
of two things about it. You
can gripe about it, or you can
look over your half-track for
possible modifications to the
suspension system that will
prevent track loss

he half-tracks were orig-
inally designed to be used
only as light personnel and
cargo carriers. And when used
as such, they worked 0.K. But
the War Dept. soon discovered
more and more uses for these
versatile vehicles. First,
multiple machine guns, then
Light artillery and even me-
dium artillery were mounted on
them. With all this additional
weight, things started to
happen. Bent idler posts, bent
tie bars, chewed-up bogie
wheels, and tr.ck: coming off
were quite common.

Since the half-tracks hed
to continue to carry the heavy
loads, the Ordnance Dept. did
the only thing that could be
done — modified the suspension
system to e the extra
weight. The five modifica-

tions they made areas follows:

Spring Loaded Idler

(FSMWO GL02-W14)

Flanged bogie roller

(FSMWO G102-¥26)

New type track guides

(Factory only)

Stronger volute spring

(FSMWO G102-W23)

Machined tie bar

(FSMWO G102-W23)

If you're having trouble
keeping the tracks on your
half-tracks, look for these
modifications. If they're
not there, notify your Ord-
nance Officer.

SPRING LOADED IDLER

The first modification,
the spring loaded idler, pro-
vides for a powerful double
coil spring (Fig. 1) to keep
the idler wheel pressing
against the track atall times.
But the idler wheel can also
move toward the front of the
vehicle whenever a strain more
powerful than the spring is
put on the track.

Whena half-track is bound-
ing over rough country, it’s
possible for a rock, a log, or
somebody’s tin hat to bounce
into the suspension system.

The track, like a conveyor
belt, will carry the obstruc-
tion along with it toward the
The first thing you
know the tin hat, or whatever
it is, will squeeze between
the track and the idler. This
has the same effect as length-
ening the distance between the
sprocket and idler wheel with-
out enlarging the tra
Something has to give. With
the old-type fixed idler, the
giving resulted in bending in
the idler post or by breaking
the track. In either case the
track came off.

But with the spring loaded
idler this can’t happen. As
soon as the object tries to
squeeze between the idler
wheel and track,
spring compresses,
mitting the idler wheel to
move forward and allowing the
object to pass through without
damage to the track (Fig. 2).
The idler wheel moves forward,
relieving the strain on the
idler post

The spring loaded idler
also functions in the opposite
manner. When a half-track is
operated at high speed over a
washboard terrain the bogies




have a tendency to bounce off
the track, thus leaving slack
in the track. You know that
slack in a track means you'll
soon be confronted with the
problem of putting it back on.

Well, if the vehicle has a
spring loaded idler, you can
concentrate on Mabel instead
of replacing tracks. Because,
when the bogies get bounced
off the track, the idler wheel,
under tension of the spring
(Fig. 3), moves back to take
up the slack.

So, the spring loaded
idler modification actually
provides a two-way action for
the idler wheel. If an un-
usual strain is placed on the
track, the idler can move
forward to relieve the strain;
if the track develops momentary
slack the idler moves back,
thus keeping the track tight
at all times. But, like all
other equipment, the spring
loaded idler can't protect the
track and the idler post from
damage unless its adjustments
are properly maintained.

There are two types of
spring loaded idlers on our
half-tracks. Both operate on
the same principle, but require
slightly different preventive
maintenance procedures.

The first type (Fig. 1),
is the spring idler installed

NCRMAL POSITION
F 1o

LER IoLER SPRING
1

IDLER WHEEL MOVES FORWARD TO
PERMIT ROCK TO PASS THROUGH.

NORMAL POSITION

I\um SPRING

IOLER PUSHED OUT
BY SPRING TO TAKE
UP SLACK.

Fig. 3

at the factory.
coil springs, one inside the
other. There are two adjust-
ments necessary to maintain

It has two

ADIUSTING NOT

S
N
,’!‘ RING

this type. The first adjust-
ment, the coil spring adjusting
nut, puts tension on the track
by compressing the spring that
preloads the idler wheel. The
tighter this nut is screwed
against the spring, the more
tension is put on the track.
‘How tight should it be?' you

ask. Good question - and a
very important one. The an-
swer is found in a recent

teletype sent out by Brigadier
General S. E. Reimel to all
organizations using half-
tracks. It states that all
previous instructions on ad-
justing track tension on ve-
hicles equipped with the double
coil spring loaded idler,
should be disregarded and in
their place the following
procedure should be used.
When adjusting track tension,
the adjusting nut (Fig. 1)
should be tightened enough to
compress the coil spring to a
distance of 14 inches from the
outside of the front flange to
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the inside of the rear flange
as shown in Figure 4.
the spring is compressed to
this distance, there is enough
tension on the track to keep
it from slipping off, but not
enough to overload the track
or idler post. Remember that
these instructions apply only
to half-tracks equipped with
the double coil type spring
lc&ded idler.

ou can see, this ad-
Justment fu the key to whethes
or not you're going to keep
the tracks on your vehicles.
So at least once a week, check
the distance the spring is
compressed. Then, using a
wrench, make sure the adjusting
nut and the lock nut are tight.

Incidentally, we've just
received word of an advance
OFS Technical Bulletin which
informs us that some of the
ndjusting nuts are larger than
the opening on the 18-inch
crescent wrench that comes
with the vehicle. If this is
true of your wrench, enlarge
the jaw opening of the wrench
by grinding the jaw surfaces.
Just a word of caution: "t
grind the wrench more than
necessary and don't let it get
too hot while grinding -- it
will lose its temper.

The second adjustment
which requires your attention
is the sto crew mounted
behind the shackle (Fig. 1).

This screw is provided to
provent the idler from flying

under tension of the coil
:prlnu if the track should
break or come off. That spring
has a kick worse than an Army
mule. So if the track breaks

To prevent this, keep the stop
screw adjusted to leave a
distance of 3 inches between
the end of the screw and the
shackle. Another thing, if
the stop screw should become
loose and screw in toward the
shackle, it will keep the coil
spring from pushing the idler
back to its extreme position.
This means you'll have a loose
track, But by tightening the
locknut at the same time you
tighten the coil spring ad-

justing nut (every week), the
stop screw won't give you any
trouble.

The second type of spring
loaded idler is installed in
the field. It is located in
the same place on the vehicle
as the factory type but it
contains only a single coil
spring (Fig. 5). The track
tension is maintained by the
adjusting nut; the tighter the
nut is screwed against the
coil spring, the tighter the
tension on the track. The nut
should be tightened enough to
compress the spring toa length
of about 19 inches. Then
check this adjustment by the
old sag method. The old sag
method calls for putting o
150-pound weight -- like a
man -- on top of the track and
measuring the deflection. If
the adjustment is correct, the
track will deflect 3/4 of an
inch. After the spring is
adjusted properly, the locknut
should be tightened uglinl(
the sdjusting nut 20 a1 to jam
it in positi

Unlike lhe (nctﬂry«type
spring loaded idler, the single
coil type doesn’'t have a stop
screw. Though this stop screw
is highly desirable, it was
not considered practical to be
installed in the field.

FLANGED BOGIE ROLLER

TRACK GUIDES

The next problem the
Ordnance Dept. had to solve
was how to prevent the track
guides from sandwiching between
the bogie flange plates and
the bogie wheels. On the
earlier model half-tracks,
there was quite a gap between
the flange plateand the rubber
on the bogie rollers. Also
the track guides on these
mode 1s were scalloped (Fig. 6).
Under heavy loads on rougl
terrain, the sharp corners of
these scallops would work
their way between the rubber
and the flange plates and then
chew the edges of the rubber
away. This of course was
playing hell with the rubber
on the bogies as well as the
track guides themselves.

The Ordnance Dept. overcame

this problem in short order by
making two modifications.
First, by getting rid of the
scalloped guides and installing
track guides that are flush on
the top (Fig. 7), they avoided
the sharp corners that were
causing the guides to start
riding between the flange and
the roller. Then they de-
veloped a new-type flange
plate for the bogie wheels
(Fig. 8). This flange has a
rim bent around the edges
which prevents any further
chance of the track guides
worming their way between the
rubber and the flange.
Half-Track' Robbie of
Tank-Automotive Center tells
us that the modified track
guides are not available for
field installation except when
the whole track is replaced.
In other words, you can’t get
the new-type guide plates to
install on tracks originally
equipped with scalloped ones.
But when you requisition new
tracks they will have the new

hand,
roller is a field modification.
The installation instructions
are very clearly written in
FSMWO G102-W26.

STRONGER VOLUTE SPRINGS
The problem of supporting
additional weight of guns
other heavy equipment was
met by installing n stronger
set of volute springs. The
old springs which compressed
to 8-inches with a 5000-pound
load would permit the crab to
bottom on the tie bars. This
meant that the whole bogie
mechanism would be stretched
to its limits instead of re-
taining a reserve of operating
clearance for use over bumps.

To remedy this FSMWO G
102-W23 provides for a stronger
volute spring to be installed.
This new spring compresses to
9-1/4-inches under a load of
5000 pounds. is gives
1-1/4-inches more clearance
than the old springs.
addition, the FSWWO prescribes
that the tie bar surface be
machined out (Fig. 9) to pro-
vide even more operating

the
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clearance between it and the
crab.

If you are having any
track trouble at all, first
make sure that youare carrying
out all the usual track pre-
ventive maintenance. And if
you've been a good boy and
have been treating your half-

Fig. 4 - (right)
Adjust coil
spring to 14v.

the suspension system for the
modifications we've pictured.
If your vehicle hasn’t got
them, tell your Ordnance
officer. He'll see to it that
you get them.

But above all, remember
that even though half-tracks
are built to take some rough
riding, they do have their
Limitations.

Fig. 5~ (right) Single coil spring-
loaded idler

. GUIDE PLATES
SCALLOPED

Fig. 6 ~ Old-type track guide plates

TIE oan
AR wac
ZOVIOE GLEunes, 10

——

Fig. 8 - (above) New type bogie wheel
flange plate.

Fig. 9 - (right) Machined tie bar surface
gives greater clearance.
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Spare Parts Kit

A box - full of goodies for your trucks
and motorcycles to carry overseas.

The well-dressed Army
truck or motorcycle wouldn't
think of embarking on a trip
abroad without its chic little
Spare Parts Kit. Not since
15 January 1943, it wouldn't.
The Chief of Ordnance, no
less, directed that from
that day forward "no motor
vehicles are to leave the
continental United States
either for United States task
force use or under Lend-Lease
without the Standard 1st-Eche-
lon Spare Parts Vehicle Kit®.

However, you needn't go
tying jute twine (Federal
Stock No. 21-T-613) around
your fingen to remember that.
You don't even have to yell
for your kits when the time
comes. They are automatical-
sued to alerted organiza-
according to priority,
by the Supply Branch of the
Tank-Automotive Center — with-
out requisition. And the kits
are not available for vehicles
operating within the conti-
nental United States. So stop
drooling, will you, while we
regale youwith further details.

Such as: The Standard
1st-Echelon Spare Parts Kit
was designed to provide every
driver with certain frequently-
needed replacements and sup-
plies, little things that can
be o big help. It was also
designed to occupy a minimum
of space, s0 that it can be
tucked out-of-the-way in each
vehicle. Kit components are
basically the same for all
trucks (10 items) —and for
all motorcycles (12 items) -
with variations as reauired.
Here, take a fast gander at

the list
we mean.

STANDARD SPARE PARTS KIT
FOR TRUCKS

—-and see what

Two (2) fuses of each type used

One (1) st of 1ight replacement
units for markers, blackout,
and tall lamps

Two (2) valve caps (screw-type)

®)

One (1) small box of assorted
cotter pins

One (1) coll of soft wire (1/4 1b
—22 gage), for emergency
fastening of loose parts,
accessorte

One (1) box of valve cor

or equipment

One (1) roll of friction tape
(4 oz. roll), for insulating,
binding, fastening, ete.

Four (4) shear pins for trucks
with wineh

One (1) spark plug with g
for on-the-spot repla

One (1) fan belt set; trucks
requiring two (2) belts get
two (2)

All these tidbits sre
sardined in a sturdy metal
box, which in turn is mounted
in a convenient location -
generally under the dash of
your truck. Instructions for
mounting, with pix of choice
positions in various vehicles,
are included in an Ordnance
Field Service Technical Bul-
Letin (TB) which will accompany
each kit.

There’s no metal box, by
the wa: 1/4-tons. But
the same basic items are
packed in a bag-type kit - to
be stowed in the cowl com-
partment

This bag-type container is

also used for all motorcycle

kits, which snuggle in the
saddle bag. The list, in this
case, stacks up lows:

STANDARD SPARE PARTS KIT
FOR MOTORCYCLES
One (1) tube repatr kit (cold
pateh)

One (1) roll of friction tepe
(4 oz ro1))

one (1) spark plug
e (1) box of valve inserts
®)

Two (2) valve caps (screw-

One (1) double repair link
(rear-drive chatn)

One (1) double repair link
¢

connecting 1inks
(primary chan)
one (1) headlight buld
tatl 11ght repla

One (1) front marker 11ght
replacement buld

one (1) blackout tail-snd-
stoplight replacement

untt,

There you have what it
takes to keep vehicles in the
pink - across the Big Drink.
Mark you, these Spare Parts
Kits are only for use outside
the continental United States.
And they're definitely not
requisitioned. When you get
yours ~ bon voyage!



TIRE-CHANGING CAN BE FUN...ina
pig’s eye - but here’s some tips to make it easier.

ouTER NUT 6

“w

(A) YOU DON'T NEED A JACK to remove an (B) OUTER WHEEL NUTS are threaded
outer dual. You can make it clear the ‘against the torque’ delivered to the
ground by driving the inner dual onto wheels. This keeps the nuts tight. But
a two-inch board. Won't work on single they can get too tight = run them of
wheels or inner duals, of course. and on once a month.

le |

0T

(C) BITS OF CAKED MUD, chipped paint,
etc. between the mating surfaces of

to remove next time. Don't be afraid
they!1L work loose. .. the sume torgue
you're taking precautions aga
The picture sbove, will ¥eep them tight:

. F) IF YOU'RE GOING to take a front side of the wheel opposite the

T o Rt e mece ot meiT (right-hand picture) sedJork 1ike neds
turn or so before jacking up the wheel. the nut will loosen before the wheel
You'L1 have to compate with s spimning can start to spin (inertin - a body at
vhesl 1€ you try to loosen tight nuts rest tends to stay at rest, etc.) Also,
i hithe et 1k e Hemgver A working from the side opposite the nut
the vehicle is aiready jacked up for you're loosening, gives you the benefit
some other purpose, you don’t have to of ndded leverage.

un-jack it. Apply the wrench from the
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[nstallme the Superstructure

IN WOOD CARGO BODIES

A new kit furnishes reinforcement
to keep loads on the superstructure
from tearing up the floor.

Mounting the superstructure (Fed. Stock
No. 41-5-6025) on the steel body of those of
your 24-ton trucks entitled to it, was a cinch
because the superstructure was designed for
the steel body.

Mounting the superstructure on the wood
body of your more recent 2-ton's may lead to
a pain in the rompers. Trouble is that the
wood floor is not strong enough to take the
extraordinary strain of loads on the super-
structure.

To brace the wood cargo and keep it from
ripping up when loads are placed on the super-
structure, an ‘Installation Kit' (Fed. Stock
No. 41-K-109) has been made available. The
kit contains material which creates a solid
foundation in the wood cargo body to which the
superstructure may be anchored. Thesematerials
are:

2 U-bolt; i
2 frame filler blocks
g:::;he-d bolts 2 floor filler blocks

2 sill filler blocks

6 lockwashers S.nalla

6 flatwashers

The two hex-head bolts are used to anchor
the rear part of the superstructure (Fig. 3);
the U-bolts are used to anchor the front.

Fig. 4 (opposite page) shows how the hex-
head bolts are anchored simply to the body
member at the tail gate, but the U-bolts at
the front of the superstructure are a slightly
more complicated proposition.

The U-bolts (one on each side) pass on
down through the wood floor of the cargo body
to the chassis frame members (Figs. 1 and 2).
To make sure these U-bolts are well-rooted,
“filler blocks’ are used to close up the empty
spaces: a block of wood is set into the ‘chan-
nel’ of the frame member to keep the flanges
of the member from buckling; a *sill filler
block’ is set into the space between the frame
member and the sill; and ‘floor filler blocks’
are nailed into the space between the floor
and the top of the sill.

Before this can be done, however, a U-bolt
which is already holding the floor sill to the
frame must be moved. This original U-bolt is
moved forward as shown in Fig. 2, at right.

If you have already installed a superstruc-
ture in the wood body of your 2%-ton truck,
without the benefits of the ‘Installation Kit,’
requisition the kit by the Federal Stock No.
noted above and do the job right. Our pictures
on this and the page opposite will help. Super-
structures issued in the future will come
complete with the installation kit.

supeRsTRUGTURE FoOT

st
FueRsiooe— {|

@wwm
cHasis FRAE
FILLER BL0GK

@i
Fig. 1

W sour@mm
= noon
-sousren

a0 FILLER BLocK BETWEEN
FLoon 8 Ton oF S HELD W
PLAGE wiTh £ WAL ToROUG
Floon (2 rLoon riLen
L00KS 8.4 KANS INKT)

~ Sectional view at ‘U’ bolt

Wlﬂ NIIE

Worm's-eye view showing how the
original U-bolt is moved forward to
make way for one of the new U-bolts
that comes in the ‘Installation Kit.’
The other new U-bolt (not in }ucture)
is placed just lLike this one.

of vehicle is to the left.

Fig. 2 -




WO0D FILLER BLOCK BETWEE!
FLOOR AND TOP OF SILL (21N KIT)

[ [ ] smpem

Pig. 3 - The superstructure, mounted in the
wood body of a 24-ton truck,is an-
chored firmly byassorted bolts and
blocks in anew "Installation Kit."

4 - Details of how the superstructure is
installed in an 80x1uu-inch (24-ton
GNC) wood cargo body. ALl the bolts,
nuts, blocks, nails and washers you
need are in the new kit.
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Up at the front where a high state of
hysteria and emergency is the normal order
of things, there’s nothing like traveling
light on mdintenance equipment and re-
sponsibilities.

This is the reason for the echelon
system of maintenance — and none of your
lip, Murphy. The echelon system stream-
lines maintenance - what can't be done in
a hurry up front is bucked on back where
a more leisurely air prevails.

Army Regulations 850-15 (basic law
on military motor vehicles) specify five
echelons of autemotive maintenance. Each
echelon is furnished certain parts, per-
sonnel, and equipment — and does all the
work it can do within the limits of its
Parts, Tools, Personnel, Time, and Mili-
tary Situation.

ALl other work is passed back to the
higher echelons.

Skills (personnel) are authorized by
the Tables of Organization.

Tools and equipment are authorized
by Tables of Basic Allowances, Tables
of Allowances, and, simplest of all,
Tables of Equipment.

Parts are authorized in Ordnance
SNL's (Standard Nomenclature Lists).

od many motor transport vehicles
still have old TM-style Parts Lists, but
you'll see fewer and fewer of these as
time goes by.

The Military Situation is a matter
of opinion and you better judge for your-
self unless you have orders from higher
authority.

A bird’s eye view of the echelons at
work is shown on the opposite page. This
illustrates what happens to a vehicle in
an Infantry Division ~ the echelons through
which it passes and the work each eche lon
does on it.

Almost the same plan holds for the
other types of division, except the Armored.
Someday, if you're real good, we're liable
to give you a picture of how the echelon
system works in an Armored Division.

In the meantime, study the chart
on the next page, and find out where
you stand.



' Echelon System of Maintenance ?

FIRST ECHELON
(COMPANY)

A vehicle in combat service receives
prescribed daily and weekly preventive
maintenance from the driver and assistant

SECOND ECHELON
(COMPANY)

g

h more thorough preventive mainten-
ance monthly from the company mechanic,
who also makes minor repairs and adjust-

SECOND ECHELON
(BATTALION OR
REGIMENTAL)

81
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Semi-annually it receives preventive
maintenance from the battalion or regi-
mental mechanic, who has more equipment
and a little more time to use it.

THIRD ECHELON
LIGHT MAINTENANCE
(DIVISIONAL)

If major repairs are found necessary, a

the division bivouac area for replacement
of the defective unit.

THIRD ECHELON
MEDIUM MAINTENANCE
(CORPS OR ARMY)

FOURTH ECHELON
HEAVY MAINTENANCE
(ARMY)

If time and facilities here are not enough
for the job, a recovery truck from the

troops) hauls it back to a larger medium
maintenance semi-mobile repair shop. Here,

it assemblies may be replaced and small
accessory assemblies may be overhauled.

If the vehicle's condition is very bad,
a recovery truck from the Ordnance heavy

those of other disabled vehicles in a
process called ‘cannibalizing,’ by which
serviceable vehicles are created.

FIFTH ECHELON
(MOTOR BASE)

Finally, the faulty a placed by
third and fourth echelons are shipped to
the motor base in the commnications zone
or zome of the interior for precision
production-line rebuilding. They will
then be sent back to the third and fourth
echelons for repair of other vehicles.
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bolt upright in the middle of
the night thinking they heard
strange noises in the room,
are now in the Army. In the
Army, they sit bolt upright
on the seat of Dodge trucks
and hear strange noises in the
transfer case.

Noise — don't make a
mistake — is often asure sign
that something is wrong some-
where. But to grab a handful
of tools and tear down an
expensive and
assembly just becau
got a buzzing in your ear
well, you'd be better off
wasting your time on something
more important.

Although some of the
sharp-eared citizens who've
been detecting noises in the
transfer case of the 3/4-ton
Dodge merely and mistakenly
attribute it to the ‘angle of
power delivery’ to the transfer
case, others have been known
to take more forthright and
harmful action.

To lay the ghost of noises
in the Dodge transfer case,
and put an end to unnecessary

Transier-Case Noises

A couple of the boys have been hearing
bones rattling in the Dodge transfer case
But that’s all right — it’s only the gears

gnashing each other’s

tampering,
tion recently issued a tech-
nical bulletin.

What's all this mystery
about the transfer case, it

the Fargo Corpora-

asks. When the truck is
driven by the rear wheels
alone, the power comes from
the engine, passes through
the transmission and inter-
mediate propellor shaft, and
goes directly without inter-
ruption or contribution through
the transfer case to the rear
axle.

What’s inside the transfer
case? Inside the transfer
case are three helical gears
(see Figure): the main-drive
gear (A) which is in constant
mesh with the idler gear (B)
and the lower or drive-
(C) to-the-front-axle which is
free tomove ona splined shaft.
When the going gets rough and
requires all-wheel drive, the
driver moves the transfer-case
lever up in the cab, the
shifter fork,which rides on a
shifter rail nudges the front-
axle-drive gear into mesh with
the idler gear — and the front
axle is engaged. The truck

«

teeth.

takes the rough going in its
all-wheel-drive stride.

Well, what’s all the furse
about? the bulletin asks.
The furse is all about the
noises in the transfer case.

There are noises — but
they’re natural noises.

Vibration - torsional
vibration - sets up in all
internal-combustion engines.
This is due to ‘power pulsa-
tions'. As the fuel explodes
in the respective combustion
chambers, power is delivered
in ‘fits and starts’ to the
crankshaft and these are in
turn transmitted along the
power train.

At higher speeds, the
effects of the fits and starts
are smoothed out and the
‘jerkiness’ is not so pro-
nounced. But at lower speeds,
the fits and starts are more
pronounced: they run out of
the engine, down along the
power train and into the
transfer case. Because there
amount of clear-
ance between the teeth of the
main-drive gear and the idler
n the transfer case,
these fits and starts from the
cause the gearsto

If the front axle is not
engaged, the idler gear is
being rotated by the main-
drive gear without load and,
lacking the dampening effect
that a load on the gears would
have, the rattle is at its
loudest. By the same token,
when the front axle is engaged,
a load may be placed an these



gears taking out the backlash.

At any rate, since the
engine passes through the
lower, ‘critical’ speeds upon
speeding up, gear rattle may
occur upon acceleration as
well as upon deceleration.

Now if you've got your
thinking cap on, a lesson is

when you've got to
run your vehicle at a lower
speed, shift into a lower
gear - your engine won't lug
and the rattle of the gears
won't be excessive.
ome people have been
blaming the bearings for the
noise in the transfer case.
They take them out and find
looseness or evidence of only
partial contact of the bearing
rollers on the races. But the
loose fit of the bearings and
slight markings have nothing
to do with the noise you might
hear. The bearings were meant
to be a free fit in the case.
And to replace them just be-
cause you find traces of partial
contact, is a wasteof critical
material and is guaranteed not
to stop the noise of the
transfer case.

Even if the cups are so
loose that they're rotating
in the housing, they’'re still
not responsible for gear noise.

(Although in this case, you’ll
want to replace the bearings.)

Is heat responsible for
transfer-case noise? Some
people creep up to the trans-
fer case after a particularly
hard grind and apply a scien-
tific finger to the housing
Ouch! It's hot. The natural
thing then is to consider the
heat excessive and blame it
for the noise in the transfer-
case.

But in the first place,
you can’t accurately gage the
transfer-case operating tem-
perature with your naked
finger. The only reliable
method is to place a thermo-
couple (which of course, you
don’t have) in the drain-plug
opening.

In the second place, no
machine is 100% efficient,
that is, there's a certain
amount of power loss. The
power loss is dissipated in
the form of heat. In a compact
little unit like the transfer
case, transmittinga tremendous
amount of power, the power
loss may run the temperature
up to 300° depending on the
load and the air temperature.

But, says the Fargo Bulle-
tin, tests show that complaints
of excessive transfer-case

heat are usually unfounded and
certainly, the temperature
doesn't affect the operating
noise one way or the other.

What it all boils down to
is simply that the normal
noise in the transfer case
of the 3/4-ton Dodge is caused
by the torsional vibration and
the backlash between the main-
drive gear and the idler gear
(remember these gears are
constantly rotating even when
the truck is in rear-wheel
drive alone). And it's times
Like these, when there’s no
load on the idler gear that
the noise is loudest. When
the truck is shifted into
all-wheel drive, the output
gear in the transfer case
engages the idler gear and a
may be placed on the
idler gear. Immediately then,
the noise should be reduced.

Now there's a check for
you: listen for the noise
of the transfer case to change
in character when you shift
from rear-wheel drive to all-
wheel drive. If the sound is
very pronounced and doesn’t
seem to change in character
when you make the shift, then
it's possible that the noise
is abnormal and the bearings
may need replacement or adjust-

load

(A) Main-drive gear, (B) Idler gear, (C) Front-axle drive gear.
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ment. Make the following checks:

Be sure you've got the
right lube in the transfer case
(we use 90 0il) and that the
lube is at the proper level
(from the filler hole to 1/2
inch below the filler hole when
cool; never below the bottom
of the filler hole when hot.)

2) Check for loose bearing
adjustments: throw the truck
out of front-wheel drive, put
the transmission inneutral and
release the hand brake. Get
out and get under, and grab
the companion flange and try
to move it up and down. If
you find you've got clearance,
see first whether the companion-
flange nut is loose - then
decide whether the bearing
clearance is excessive.

If you decide that the
transfer-case bearings need ad-
justment, the 3rd or higher
echelon will have to pull the
transfer case off the truck.
A good way to have the Fargo
Corporation blow its top, is
to let them hear you say the
job can be done on the truck.

The correct procedure for
making the bearing adjustment

is in the Dodge 3/4-ton manual.

At any rate, our final
word to the people who hear
strange noises in the transfer
case is simply this: 1) The
normal noise of the transfer
case is due simply to vibration
from the engine and backlash
(which you or nobody else can
successfully remove) between
the main-drive gear and the
idler gear and 2) the sound
will change somewhat as the
truck is shifted into all-wheel
drive and may disappear when a
Load is placed on the idler gear.

Deal withany other strange
noises in the transfer case
by following the procedure
outlined in our article.

From the Holabird Ordnance
Depot Daily Activity Report
comes the big news that ‘tests

and conferences on special
service tools have been com-
pleted and a report has been
drafted recommending elimin
tion of over 50% of such tools.

Reasons given are: 1) Gen-
eral purpose tools will do the
wotk just as satisfactorily,

a great many instances. It
i betisyed fare that & gamers
al educational program on the
uses of tools is all that is
required to save considerable
quantities of metal and, at
the same time, reduce the size
and weight of special service
tools to be carried.

2) 4 number of the present
special service tools actually
do not fit, owing to changes
that have been made in the
vehicles since the tools were
designed.

Host of the tools were
designed in peace-time, when
metals were not critical.

Keep your shirt on, Buck,
don’t start unloading your
special service tools — the
report is just on its way to
the TAC. Any action to be
taken — if any — will be loud-
1y disseminated to the field.
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Overflow

Cursing, thedriver shifted
to a still lower gear. Those
blistering, shifting sands
were tougher to fight than
the Nazis. He glanced at the
heat indicator. It looked bad.

ealizing how little of
his reserve water supply was

left, he stopped the truck to
cool it. He climbed down from
the cab. Then it happened.

first a rurbling, gurgling
noise followed by water gush-
ing out the overflow pipe. He
looked under the truck just in
time to see the irreplaceable
liquid disappear into the
parched sand.

.K. — you can relax now;
it's only a yarn. But for you
fellows whose vehicles don’t
have them, that's why radiator
overflow tanks have been in-
stalled on half-tracks, scout
cars, and some Dodges, and
(in the future) on GNC's and
1/4-ton jeeps. Not all the
Dodges, GNC's and 1/4-tons are
to be modified, but more on
this later.

After reading the Desert
Cooling System Kit modifica-
tion work orders for these
vehicles, we couldn't see why
any mechanic should have
trouble making the modifica-
tion. In each case it means
changing the fan assembly,
radiator cap and fan belt,
and installing an overflow
tank which is hooked up to the

tank helps to keep your precmus
coolant in your radiator. Here’s how fo use

radiator overflow pipe. On
the Willys and Ford 1/4-tons
the modification also requires
installing a larger radiator
core.

As anyone who has driven
in hot climes knows, when
coolant gets hot it expands.
And if no place is provided
to receive the expanded cool-
ant - it will flow out the
overflow pipe to the ground.
If this happens in an area
with a scarcity of water,
somebody is going to be mighty
thirsty. But on vehicles
equipped with the overflow
tank, this doesn’'t happen.
The cooling system is sealed
by a positive seal cap on the
radiator and by tubing running
from the radiator overflow
pipe to the overflow tank.
The tank has a pressure cap.
When the coolant expands from
heat, the water that would
ordinarily run out the over-
flow pipe is conducted into
the overflow tank.

When the temperature of
the coolant in the radiator
decreases it forms a partial
vacuum in the line between the
radiator and overflow tank.
This partial vacuum causes
the coolant in the tank to
flow back into the cooling
system — if you have kept the
cooling system good and tight.

Any air leaks in the cool-
ing system, such as loose hose

Desert Cooling
System Kit

connections or a vented radia-
tor cap, will break the vacuum
and prevent the coolant in the
tank from returning.

Tf the coolant level in
the radiator is found low, the
overflow tank should be checked
for trapped liquid before any
additional water is added. If
there is water in the tank, it
should be drained into a con-
tainer by using the petcock
and poured back into the radi-
ator. But the presence of
coolant in the tank after the
radiator has cooled, is a sure
indication that the system
isn't working right

Tn such cases, check for
proper installation of the
kit, check all hose connec-
tions for leaks, and check the
radiator cap to make sure some
one didn’t slip you a vented
onc. (A vented one will break
the vacuum in the radiator te
overflow line). But if the
water in the radiator is low
and it isn't in the overflow
tank, you can start looking
over your cooling system for a
water leak

Now if you follow these
few simple rules your desert
cooling system kit will work

‘Where and when do T re-
quisition the desert cooling
system kits for the GMC's, 1/4
ton jeeps and 3/4-ton Dodges?’
The answer is you don’t requi-
sition them. They will requi-
sition you. When your destiny
is decided — that is, when it
is known you are going to a
water-short area, you will be
given the desert cooling
system kits.
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0il,”
States, *is ammunition.
the big idea
against the enemy —not to
shoot the guts out of our own
trucks and tanks. And if you
don’t think oil and grease can
do a pretty fair job of that —
well, brother, read on.
Lubricants can actually
promote wear, rather than
reduce it, if they're not
stored and handled carefully.
ALL you have to do is leave
them alone for a spell — ex-
posed and unprotected. Every
speck of dust absorbed, every
tiny morsel of so-called for-
eign matter, becomes a punish-
ing abrasive that can raise
hell withanyvehicle you name.
And don’t depend on your naked

as they say in the
' But
to use it

eye, or even the one in uni-
form, to tell you when a lub-
ricant is contaminated., Maybe

you can't see
a vehicle sure can feel

Remenber, too, that per-
fectly pure water can make a
mess of perfectly good oils

it!

and seriously
their lubricating value
Some greases, for

instance,
can pick up enough water to

change their color, soften
them up, and shift their chem-
ical balance. When that

happens, the grease causes
corrosion in the lubricated
unit and tends to run out

prematurely, leaving the poor
unit with its lube down. En-
gine oil, when contaminated by
water, promotes corrosion,
among other things, in the
crankcase.

Vehicles are naturally the
highest-priced victims of lube
contamination -- but they're
not the only ones. ALl your
lubricating equipment, too,
can easily be damaged by dirt
and water in the lube. Grease
gun and pump mechanisms become
corroded, leathers deteriorate,
check valves and plunger shafts
get stuck, wears out
everything too fast - so if
you've got the idea that lub-
ricants are an unmixed bless-
ng, you're right — provided
the lubricants areunmixed with
dirt or moisture. Otherwise,
you might do just as well with
maple syrup or suntan oil.

Getting down to preventive
measures, let’s start with the
lube containers. Chief reason,
of course, for providing stand-
ard small-quantity containers
is to reduce the danger of
contamination. The l-quart,
S-quart, and 5-gallon cans of
engine 0il — and the 25-pound
pails of gear lubricants and
greases — can be readily iden-
tified and emptied with a
minimm of exposure. Dust and
moisture have little chance to
do their dirty work. However,
it's still important to keep
full containers tightlyclosed,
well covered, and as clean and
dry as possible. Ditto for
measuring cans, which should
always be rinsed out with
solvent or gasoline before

Beware of Luhe
" Contamination

“Keep it clean!” Warns the Society for
the Prevention of Cruelty to Vebhicles.

using.

There are plenty of other
things you can do to save lub-
ricants — and lube equipment —
and vehicles. Clean your
grease guns thoroughly before
and after use, being careful
not to wipe dirt into the
nozzles. Remove dirt from the
swivel and threaded joints, so
it can’t sneak into the opera-
ting mechanism or the lubricant
container tube. Wipe grease
fittings clean before applying
a grease gun. Wipe filler
plugs and the areas around
them. Before using a grease
gun, squirt a little grease
through the nozzle to remove
any accumulated dirt. Do the
same with an oiler. Before
connecting an air hose to a
grease gun, send a short blast
through the hose to blow out
dust and whatnot. Clean the
outside of lubricant-container
tubes before sticking them in
grease for a refill. Do like-
wise for the nozzle on suction
type guns. Keep cover-clamps
tight on bucket pumps. And
never, never lay a grease gun
on the ground!

Even that isn’t all. But
you'll do a bang-up job of
conservation —-and a vital
one — if you guard your lube's
purity at every possible point.
Which is exactly the point of
our story. As OFSB 6-10 sums
it up, ‘Regardless of condi-
tions under which troops are
operating, extreme care must
be exercised toprevent foreign
substances from contaminating
lubricants in use or in stor-
age.' Extreme care, d'va hear?




Dear Ed,

Corporal Morgan and the
writer have discovered some-
thing which we are sure could
save a great deal of time, and
possibly many an oil line (in-
let to filter) on the 1/4-ton
Willys M.B.

In removing the fuel pump
of said vehicle, we have dis-
covered that it is impossible
to remove the front bolt that
holds the fuel pump to the
engine, as presently arranged,
because of the position of the
oil line. You've got to remove
the oil line to get at the
bolt. With the cold weather
we have up here it is nearly
impossible to complete this
job without breaking the oil
Line in the removing. = Solu-
have slotted these
bolu on all our vehicles.
Result: We find it very easy
to remove the bolts with a
screwdriver, thus eliminating
the necessity of removing the
0il line. In so doing we have,
in our estimation, saved
several oil lines. Formerly,
every time we removed the fuel
pump before we slotted the
bolt, it called for a new line.

the
Alcan Highway

(Ed. note— Although it is of
course, possible to remove the
oil line without breaking it
Sgt. Segledi being up in the
cold country has possibly
found the o0il Line brittle and
hard to work with. However,
the Willys Corp. points out
that you can’t very well pull
a fuel pump into place with a
screwdriver alone. What you
need is a hex screwdriver that
you can put a wrench on to
pull the screw up tight. Where
you gonna get a hex screwdriver?
Well, if you're in the same
kind of spot Sgt. Segledi’s in,
we say get a higher-echelon
shop to make you one for your
organization.)

Dear Ed,
I've enjoyed your ideas
and want to contribute one

myself, if someone hasn’t beat
me to it.

The GPW 1/4-ton Ford rear
seat has three indentations
for strength. Water collects
there during rain and dampens
the waterproof seat and stays
there, ntold rust.
To prevent this, drill a hole
in the center and forward part
of the indentation and, presto!
the water is

Also, keep the seat cush-
ions up and hold them up with
the safety strap during the
rainy season to keep the sit-
ting end of the driver dry.

Lt. Eugene R. Kroeck
501st Q.M. Car Company

Dear Ed,

You know those little lock-
pins on the light switches of
Army vehicles - WOW, what a
headache we did have with them.
The little nipple peaned over
the washer that holds the lock-
pin inside the switch would
break and then blooey — you
have to exchange the entire
switch assembly. That isn’t
bad, but waiting a month and
more for the new switch is
what burned us. Here's what
we did with the broken pins:

Grind smooth the broken
end. Use a No. 36 drill
(.1065+) and drill to a depth
of almost 3/8+. Take a 6/32¢
tap and run a thread inside

the lockpin.

cut a screw and run a
thread on it with a 6/32 die.
The sketch below gives the

s
GRIND OFF BROKEN END

LOGKPIN WITH SCREW

dimensions of the screw and
a view of the finished product.
No doubt you will appreciate
the saving in time, dead-
lined equipment, metal, and
unstrung nerves afforded by
this neat little trick.
Clemens Berzowski
Ist Lt., MAC, 36th
Med Amb Bn.
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Dear Ed,

Gripe No. 1.

Why, in the specification
of truck bodies, is not more
space left for expansion of
the bows in the cargo body, or
dump bodies. Moisture gets in
around the bows, they expand
mnd ‘the driver can’t get them
out. So he pounds on them and
the first thing the bow is

re bows are broken

renoving and installing, han
are ever broken in service.

see in your Wood Bodies Tl

of last Sept. that plenty of

space is left in the floor in

case of expansion, due to cold

or wet climates — yet on the
new wood bodies, the bows are
just as tight as ever. This

specification ought to be
changed because we in the
field just have to plane and
then paint the planed parts of
the bows in order to get them
on and off the trucks.

Gripe No. 2.

Why aren’t the pioneer
racks an intexnl part of a
truck - t why aren’t
(b cackn mstulled at the fac-
tory? When the truck reaches
the field, conditions are
sometimes such that it’s very
inconvenient to install them,
especially for a 2nd-echelon
shop.

WSgt. Bill England
340th Engrs.

idea for another prac-
tical use of the 1/4-ton jeep
windshield cover came to me
the other morning. It had
rained rain during the night
and also soot from the smoke
stacks of the hesting plants
of the camp. The seats of the
jeeps were a terrible mess,
wet and dirty, and the floor
was full of water. In an effort
to clean up the mess, I raised
the seat and noticed the wind-
shield cover canvas lying in
the water. I removed it to
dry it out - and discovered
that it would fit over both
front seats with the seats
folded up against the back.
The closed part of the cover

has two openings, one in each
corner. After the cover is
installed over the seats and
pulled down, the remaining
upper part can be folded back-
ward - the openings will be
downward and no water will
enter.

Keeping the seats dry and
clean by this method, not only
puts the windshield covers to
additional use, instead of
allowing them to deteriorate
under the seat, but also adds
to the maintenance of good
health - why subject a man to
a cold wet seat, not to mention
the ruination of a newly
cleaned and pressed uniform
or coat? The idea is very
well accepted here at Camp
Atterbury and has been put to
use by almost allof the units.

John G. Kemen
Automotive Advisor

Dear Ed,

I have just completed a
division course of instruction
on the mounting of tires, the
instructor of which had been

to find out and also in accord-
ance with training films on
the subject, the beadlock on
1/4-ton jeep tires has to be
inserted with tire irons.
However, in the course of our
practice work, I discovered
that the beadlock can be easily
inserted with the use of one
(1) foot. I'll attempt to
explain.

Place ring inside tireover
valve stem being careful not

APPLY PRESSUR
WITH HEEL, DOWN-
WARD 8 INWARD

Lock

to insert to center (see fig.),
leave largest part on top so
bottom will clear tire bead
when pushed, then kick ring
with foot (heel) down and into

tire.

If done properly it tokes
only a very few seconds and is
simple to do. It proved so
easy and successful that it
was recommended for use in our
entire division. I hope it
might be helpful to some other
struggling tire changers.

Pvt. Robert D. Leach

Ha. Btry 102 Inf. Div.

Arty.

(Ed. Note - This is recommended
by TH 31-200, ‘Maintenance and
Care of Pneumatic Tires and
Rubber Treads.’ Be sure the
one (1) foot is clean so that
dirt or stones don’'t get in
the tire and lead to a flat.)

Dear Ed,

Here’s an idea: on Duty
Roster Form W.D. AGO #6, we
are using a ‘T’ for our tire-
rotation record. We rotate
tires every 1000 miles by the
speedometer.

We have recently been as-
signed used vehicles and find
tires full of nails, glass,
tacks and also treads injured
to the point of distress.
We've found tires on vehicles
6. 8, and 10 months old, with
more than 6000 miles on the
speedometer — and a brand new
spare, dry and weather-cracked
from being on the spare and
never flexed.

Believe it or not, we're
glad to get used and abused
vehicles for training - they
make it easier to point out
the necessity for a perfect
Preventive Maintenance opera-
tion in all echelons.

Allen Lovercheck
Automotive Advisor
671st Engineer Co.

Dear Ed,

Having spent most of my
life in the Automotive Trades,
it makes my already tired bones
ache to see the boys doing a
Lot of needless work to correct
troubles in their vehicles. I
am thinking of several in-
stances where they have removed
and dismantled transfer cases,
opened and adjusted differen-
tials, gone into the transmis-



sion and clutch,
a backlash of the drive shaft
that occurs when the veh)cle

to correct

is being slowed down. Thi
has only happened on new
vehicles and those that have
been in storage. In each in-
stance the lash has been caused
by a drive-shaft-type parking
brake dragging slightly, a
drum rusted or band not proper-
1y adjusted.

n your apt phraseology
will you tell the boys to look
for the simple troubles first
before dismantling a perfectly
good unit.

L. R. Allen

Automotive Adv.
(Ed: ‘Boys, will you look for
simple troubles first before
dismantling a perfectly good
unit? 2nd-echelon boys:GIssy#e
don't tear down units — it's
out of your echelon.’)

door, slip the gage into the
clips and there is no excuse
for the cry, +I've lost my
tire gage.» And the spare key?
Just Grill » 3/16 hole in the
glove-box door, insert a 3/16
x 3/4 stove bolt, tighten the
nut, put the key on the bolt
and fasten it in place with a
wing nut taken from an ammuni-
tion box. The same idea may be

used on any vehicle except the
nmphxb)ln which has no glove
compartment.

S. J. Freema
WSgt. 387th Inf.

Dear Editor,

Upon receiving some new
GMC, 24-ton, 6x6's we noticed
that four of them were already
forcing grease past the right,
front-wheel, axle-shaft, inner
grease seal on the split-type
axle.

Dear Ed,

Here's a couple of ideas
that keep our tire gages and
spare keys anchored and in
plain sight too.

T/4 Benny Pilara, our shop
foreman, is the pappy of the
following: knock out the

second rivet in each of the
data plates on the glove-box
door of the 1/4-ton, make a
spring clip for each end of

o

BoLTTy =

showed that
the mir vents, located on the
upper left side of the dif-
ferential housing, had been
clogged due to heavily applied
paint. Furthermore, all other
trucks oot theowing grasss vare
found to have Tee vents.

These ai. vents.should be
one of the ‘musts’ in the
original lnlpecums -=u
as routine check-
paint-fouled vents e Lad

LOCK BEFORE PLACING WING NUT

REMOVE

STRAP WHEN
lnulsnzn

SECOND RIVET

! !:f DRILL FOR RIVET OR NAIL

the tire gage from the metal
bands taken from any packing

outline of the gage on the

cleaned out by a small wire or
sharp instrument until air can
be blown through easily.
Lt. Harold D. Jarvis
503 Ordnance Co. (HM)
(Tank)

Dear Ed,

Enclosed is a photograph
(below) of a solution to the
difficulty of mounting the
extra fuel can on the 2%-ton
truck. With this mounting,
the can does not project past
the body, as in the case when
the bracket is mounted on the
running board, nor does it
interfere with care of the
battery, as it does when
mounted below the frame.

The only modification re-
quired on the truck is to move
one cleat.
This solution was worked
out by the Motor Officer of
the 48th Engr. Combat Regt.,
Lt. James C. Ebeling.

K. S. Anderson, Colonel

48th Engr Combat Regt.

a couple of thoughts
on nh brakes:

Have you ever noticed
£ compressor continuous -
1y operating? Have you ever
wondered why it should con-
stantly pump air even when you
use your brakes but very little?

Your trouble is at your
air brake ‘nose’ - the air
intake strainer, the little
gadget mounted on the compres-
sor with two bolts.
only source of air getting into
your braking system. Service
it often inordinary operation;
service it oftener in dusty
operation.

2) So you're losing air
pressure, eh? Sounds like it's
coming from your trailer relay
valve? Well, the leak could
come from there, from your
tractor-brake relay valve, or

(Continued on page 96)
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“HAtr-MAST MSCANICKS

Oa estron @e;n‘.

What Half-Hast doesn’t know youcould put in a gnat’s

r and, by the same token, what a gnat
ut in Half-Mast's ear.
1, he’' 11 answer all those questions —

doesn’ t know you |
Half-Mast is the answer |
technical,

| procurement, procedure — that have you up a tree. Write
‘Dear Half-Mast! Preventive Waintenance Unit, Holabird |
ance Depot, Baltimore, Maryland. |
J

Dear Half-Mast,

There's been a lot of talk
about lubrication and nobody
seems to care except the fel-
lows who keep'em rolling. Our
systen is to have two men from
our Maintenance Section as
greasers along with the driver.
The boys have taken the nozzle
and flexible hose from our
pressure gun (the compressor
never came) and attached it to
our Lincoln hand gun. They
also have an adapter welded to
an extra grease-gun nozzle
which can be screwed on for
universal joints on 1/4 tons,
etc. They never have to move
the vehicle while greasing and
nothing is missed.

(Motor) Sgt. K. E.
North Africa
P.S. Your duty roster ‘used
to keep PM records’ (in the
Oct. issue) has worked swell.

Dear Sarge,

r spirit of “keep'em
rolling™ is fine, your idea of
making up for an absent com-
pressor sounds good - but what
T was especially interested to
see, was your P.S. praising
the use of the duty roster as
a PM record. Coming as it did
from the North African battle-
front, it kinda represents a
trial by fire. A lot of people
in damning paper work are too
inclined to damn all paper
work. But I say - and a lot
of hardheaded motor officers
and sergeants agree with me
- that s little paper work
used strategically goes a long
way toward organizing a guy's
method of operating. I suffer
as much as anybody else from
some of this &%$?! paperwork
— but there are some pieces
of paper I wouldn’t be without.
(By the way, Sarge, since the
big new Work Sheet program

(see April ARMY MOTORS) has
doubled the importance of the
Duty Roster, we reprinted the
October story in last month’'s
issue with a couple of addi-
tional notes.)

s

Dear Half-Mast,

They issue us vacuum gages
to use in our 2nd-echelon kits
in our Battalion set-up. But
it's really a waste of timedue
to the fact that the 1/4-ton
jeeps have no place to hook in
for a reading on the manifold.
If there is a place on the 1/4-
ton for such Iwould appreciate
very much hearing about it.

T suggest that we take the
drain plug out of the floor
and tap the manifold to fit.
This would make the vacuum
gage useful to us.

What do you think of this
idea?

Lt. R. J. M.

Dear Lieut.,

Since they didn’t put a
fitting in the manifold of the
Looks like
they thought nothing would ever
€0 wrong with the engine. But
it was only an oversight and
it's been corrected on later
models which now have a hole
tapped for the vacuum gage.
For this reason, I see no ob-
jection to your tapping the
manifolds on your present 1/4-
tons and installing a 1/8-inch

pipe plug.
Weas¥

Dear Half-Mast,

There have been several
cases in this division of
trouble with the transmission
on the 1/4-ton Ford. The
trouble is that the transmission
seems to lock when shifting
out of first gear and cannot
be shifted into second or high.
The Ordnance 3rd-echelon Shop
has replaced several of these
units, but has not found the



cause for the trouble
Recently I disassembled
one of these faulty trans-
missions and believe I found
the cause of the trouble.
When the transmission case is
boltedup tight to the transfer
case, the side of the trans-
mission is distorted so that
the holes that the low and

reverse shifter shaft slides
in, are not in line. This
misalinement causes the shaft

to bind so that when the shift
lever is moved from first to
neutral the shaft does not go
all the way into the neutral
position. The poppet ball
cannot move the shaft this
small fraction of an inch into
the neutral position because
the shaft is binding so tightly.
Consequently, the shifter-shaft
lock plunger will not allow
the second and high shaft to
be shifted.

The Ford Engineers would
probably have kittens if they
knew that I worked on their
besutiful transmission with a
file and emery cloth, but by
enlarging the holes that the
low and reverse shaft fits in,
the unit was made towork fine.

Perhaps some other method
could be worked out to remedy
this situation. If you have
any information on this please
let me know before I ruin some
more vehicles with my file, as
several others seem to have
the same tendency to lock.

B. F. H.
1st Lt., Inf.

Dear Lieutenant,

Henry Ford wants an auto-
graphed picture of you holding
hand — says

But kidding
aside, the root of your trouble
and the cure is as follows:
there's analinement pin between
the transfer case and the trans-
mission assemblies. In bolting
the two assemblies together,
the heavier transfer case is
allowed to sag placing the
weight on this pin. The cases
are thus distorted, making it
hard to shift ges: ou can
correct the condition by

loosening the bolts between
the two assemblies and placing

it can be properly tightened.
In wneldxng your file, you
inated the

1/4-ton jeeps are not permitted
to operate off the post and
are used only in short runs
around the post. This does not
permit them to attain normal
operating temperatures — which
undoubtedly causes excessive

trouble durxng Al iTsesity
sssembly without realizing it
—enlarging the holes didn’t
do it.

et

P.S. But remember, the dis-
assembly of transmission, is
not a 2nd-echelon job.

Dear Half-Mast,

In the past week we have
run into some trouble with
valves sticking on 1/4-ton
jeeps. We tore a vehicle down
and found the exhaust valves
not only gummed up, but a cor-
rosive action had taken place
about half-way down the valve
stem causing a severe pitting.
There was also considerable
traces of rust on the valve
stem. The condition was only
prevalent on the exhaust valves.

As a corrective measure,
we reseated and ground all
valves and thoroughly cleaned
up the valve guides, removing
all sludge and carbon from the
motor and crankcase. We also
checked the motor thoroughly
for water leaks, but were un-
able to find any. Upon com-
pletion of this work, we
assembled the motor and as
could be expected, we had a
very smooth running motor.

have come to the con-
clusion that this condition
was due to the fact that the

dilution and sludge
and creates the described
condition.

We are wondering if you
have had any similar experiences
and if our diagnosis is correct
and what your recommendations
are in correcting this trouble.

RiP. 10
Automotive Tech.
visor
Dear F.P.L.,

You hit it on the head -
cold crankcases collecting
sludge, etc. — both Willys and
Ford seem to agree with you,
because both companies are
adding crankcase ventilating
systems to their 1/4-tons in
production (so far, it has not
been decided to issue kits for
field installation of the
ventilating system). Back in
January, we carried a descrip-
tion of the ventilating system
to be installed in GMC's which
should give you a rough idea
of what it'11 look like on the
1/4-tons.

However, if drivers are
properly trained, they will
bring the engine to operating
temperature before moving their
vehicle - just plain old Ist-
echelon ‘Engine Warm-up’ will
go a long ways towards cor-
recting your trouble.

Dear Half-Mast,

Why don’t theyusea better
tow-hook idea than they do now
on our trucks? I've seen so
many tow-hooks twisted off and
pulled out of shape that I
just wonder.

M/Sgt. B. E.

Dear Sarge:

The reason that so many
tow hooks are twisted off is
that a lot of drivers and
mechanics were being taught to
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pass the tow chain around one
tow hook and fasten it on to
the other. The result was
force exerted in a direction
in which the hooks were never
built to take strain ~ the
hooks bent, twisted off,
and sometimes the whole front
bumper was yanked out of shape.
You'1l find the whole story in
the December ARMY MOTORS.

gist of it is that you're
supposed to use a spreader bar
- or, not having a spreader
bar — winch out smoothly using
one tow-hool

Dear Half-Mast,

In the course of a year
with the supply platoon of a
medium-maintenance company I
have learned agreat deal about
sutomotive parts, but from time
to time things come up that T
cannot readily understend. For
instance, we had on the dead-
line a GMC model CCKW 352
truck waiting for a transfer
case 4215966 - this number was
in the parts book and in the
master parts book. After
waiting four “ek; we procured
from the depot, a transfer
case 42116208 \vhnch fitted and

why are two different numbers
used on a transfer case that
fits two vehicles alike? Why
should we have lost all that
time waiting for the transfer

case of a particular number

a
this experience, but I wonder
how many people in supply
depots and warehouses know the
same thing;

sgt. N. H. C.

Dear Half-Mast,

have found many parts
stocked by battalions which
are the same but have different
parts numbers. The supply
depots give these parts to the
battalions as part of their
basic allowances — maybe be-
cause the depots themselves
don't realize that these parts,
although they bear diffe-ent
numbers, ase identically the
same. \

Why not have the same part
number for identical parts?
Why not have an interchange-
ability lis¢? It's a shame
with the shortages and all,
that so many parts are hidden
in stock under different
‘umbers.

L. N
lear Guys,

Iget somany letters llkxng
the same question that I'wvi
printed your two to emphasize
the widespread lack of infor-
mation in the field of the
fact that: 1) there is an
interchangeability book; and
2) that Ordnance does give
parts, which'are interchange-
able, the same number. Let me
explain:

The Interchangeability Book
was prepared for transport
vehicles at the time they were
QM. This book - if you explain
that you have a Lot of use for
it - may be obtained from the
‘Part Number Control Section,
Engineering-Manufacturing
Branch, Tank-Automotive Center,
Detroit, Michigan.’ As I say,
it only covers interchange-
ability of parts on transport
vehicles, but according to a
rumor I picked up in the Club
la Trine, it is being expanded
to include combat vehicles too.

n the meantime, parts in-
terchangeable among combat
vehicles are taken cere of by

the Item Stock Number. That
is, all parts which are inter-
changeable with each other,
have the same Item Stock Num-
ber. So in stocking your parts,
they are placed in one bin
bearing this one number. The
Item Stock Number is svailable
from the SNL for your particu-
lar vehicle (we hed & story in
last month’s magazine explain-
ing the SNL system). If the
Item Stock Number is not given
in the SNL that's just too bad
—you'll have to use the
manufacturer’s number or the
Ordnance number to order your

chang

(The Unit Manufacturer’s nunber
—if it is given — is another

tipoff on interchangeability.

The unit manufacturer gives

his part one number no matter

how many vehicles it’s used in.)

M Mas¥

A
%7'?’

There's one less plece of
paper work for Unit Supply Of-

on he.
tothe shipping i

Now, with the appearance of
War Dept. Circular 108, dated
23 April 1943, this little bit
of business 1s out the window.
From now on, Unit Supply Officers
i1l recetve one shipping ticket
for their own files. No dupli-
cate required. In fact, they
can tear up any duplicates that
may be still lying around.

Shortages in shipments re-
ceived, will be reported to the
shipping officer on an Over,
Short, and Damaged report, marked
"Information copy — accountabil-
1ty for this discrepancy will be
adjusted at this .

tion.
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Supply Index
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Maintenance and Care
of Pneumatic Tires and
Rubber Treads

With more pictures and
less wordage than the earlier
edition, the revised TM31-200,
Naintenance and Care of Pneu-
matic Tires and Rubber Treads
(April 1, 1943) is one of the
most easily- undersrnnd ™'s
we've yet run acros

It doesn’t look lxke a T™.
The pages are twice as large
as usual, and almost every
page is fromhalf to two-thirds
photographs, clearly explained
in large readable type. As
rule, each subject is treated
fully on a page, and only on
that page; so there are almost
no confusing references to
other parts of the manual or
to other manuals.

e especially recommend
Section II, Chapter 1, ‘Main-
tenance of Tires on Vehicles,*
where you will find the items
which should be checked in
preventive maintenance sched-
ules and various inspections.

10086, 111 et 125 (1003,
Tire and tube
ond tasue, and tnventory.
ine 1k (dot3), A)'mnol‘ve atenbility
hangs”in procedure.

V05115 (1903), ovor Venieis
Driver end Machantc Avard suthorized
for instructora
WDC 12k (1343), Responsibility for
moitfication of Ordnance mate

5.8, Removal of Vehts

OPERATION

¢ %9 (1983), Descending oteep
graden (nedlim tan
05 T00-k3, 1et-echelon apore perts
kit

There is a new table of air
pressures for artillery car-

riages. Also new sections on
tire identification, types of
beadlocks, effect of vehicle
operation and maintenance on
tires, and authorized tire
tools in sets of all echelons.

The new edition increases
the number of pictures from
151 to 269. This should bring
special joy to the hearts of
the guys who change the tires,
because a large part of the
new photos are step-by-step
tire changing shots or tool
pictures.

There's also more informa-
tion on demounting and mounting
divided-type wheels (split
rins): on storage of tires and

tubes; lnd on emerzem:y tire
nd tube repei
Four :opielnre distributed
by regional AG depots through
channels to every company in
e Army, as well
teniiiges headquarters; so
your outfit should have its
auote by nov.
now on it's going to
be euier to tell which ve-

two of them. One of them is
Standard Military
Motor Vehicles

TM 9-2800, Standard Nili-
tary Notor Vehicles, is the
more complete. It covers 194
standard combat and transport
vehicles of all sizes and
shapes, from the ‘Tank, Heavy,
M6 (Cast)’ down to ‘Scooter,
3W, Motor, w/Package Carrier.’
nm s more military vehicles
han we've ever seen in a
nngle book before, but we
understand it's still not com-
plete and is now being revised
to include all vehicles. Right
now about all we can do is
point out some of its features
because this first edition had
a Limited distribution and i
you don't have a copy now,
there’s no use asking for one
— there aren't any left. Just
be patient for about two months
send for the second

It contains all the infor-
mation you'll need to know
about a vehicle’s performance,
characteristics, outside di-
mensions, armament, load-
carrying ability and applicable
publications. For example,
if you want to know how many
filled 5-gallon gas cans you
can stack in a 2%-ton GMC
6x6, you can turn to page 293
and by a little simple arith-
metic, find it’11 accommodate
the capacity weight (which
amounts to 125 cans) very
Or, if you're coming
to a bridge that’ll support
only 25-ton vehicles, you
can look in Section XI and
discover that the M3 Light
Tanks can make it, but the M3
Mediums will have to swim.
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GIVE YOUR TANKS A BRAKE!
(cmmm from page 66)

you cas y see that there

is no 1Xm1t to the destruction

possibilities.

A general rule to follow
for trucks, tanks, or automo-
biles is to go downhill in
approximately the same gear
used for going up the same
hill. The important thing is
to put the vehicle in the

© gear immediately after
you reach the top of the hill,
or just after you start down-
hill...don’t wait till you've
drifted halfway down, and then
suddenly slam the clutch down
and throw the transmission into
a lower gear. If you do,
you' 11 probably find half the
innards of the vehicle flying
about you.

And use your brakes...
that's what they're there for.
RUMORS

(Continued from page 71)

It recommends strongly
that you 2nd-echelon guys start
doing things the way it is
planned for you to do them on
the other side. Don’t succumb
to temptation and do those
higher-echelon jobs yourself —
send them on up through your
higher-echelon replacement,
repair, and overhaul channels.
You might as well learn the
ropes over here so you won't
be a babe in the woods over
there.

Don’t think we're just
sitting here shooting our mouth
off in complete ignorance of
what some of youare up against.
But there's the law - it was
1aid down to keep things run-
ning as smoothly and ef ficient-
ly as possible. Don't violate
it everytime the wind changes.

CONTRIBUTIONS
(Contnued from page 59)
from the brake chambers when
the brakes are applied. Brake
chambers? Oh yeh, they're
those pancake-looking things
mounted on the axles, one for
each wheel. And the relay
valves and brake chambers have
disphragms made outa rubber.
The same kinda stuff, youknow,
that used to leave a pattern
on the pavement when we had it

on our tires.

Can you do anything to
prevent that hiss, indicating
brake valve or chamber failure?
Well, you certainly can.
can open the drain cocks on
your air reserve tanks to let
out the water and moisture.
How does water get into the
tanks? Everybody knows there’s
moisture in the air and when
condensed, the moisture becomes
water.

Constant moisture will
deteriorate the rubber dia-
phragms. Worse than that,
water freezes when the mercury
drops below 32° F. When the
diaphragms become frozen to
their seats and then crack from
the pressure of a brake appli-
catlon;they. deve lopia chronls
leak. Then you just min't
goma have any beakes until the
d.m.ud parts have been re-
ced. How are you gonna
Geliver that Mobile Operating
Room to its destination on
time, or those Pontoon Bridge
sections, or that load of spare
parts if your tractor or
trailer is in a 3rd-echelon
shop for brake repairs?
those drain cocks twice daily.

Take it from a guy what
knows:

Secyice your comprensor
air intake strainer.

Keep molsture out of your
air brake system by draining
your air reserve tanks twice
daily during operation.

Earle L. Bu
Service Representative
Federal Motor Truck Co.
CONNIE RODD
(Contnued from page 70)
W KW

Do

A coming OFSB reports that
the strap rear door, #B168419,
on the early production models
of 105mm Howitzer Motor Car-
riage, M7, does not provide
sufficient clearance between
the rear door strap and the
towing pintle when the door is
opened.

To provide clearance be-
tween the rear door strap and
the towing pintle when the

INADVERTENTLY

le-eyed readers tell us that we
baked an indigestible upside-down
cake on pages 24-25 of the April

issue. We showed you a couple of

on page 26
11 the lamps are right side up.”

door is opened, cut off the
lower part of the strap,
#B168419, approximately 3-13/16
inches from the bottom. Use
this piece as a c p when
holding the door in closed
position, using the lower bolt
with a lock washer under the
head to prevent the bolt from
working loose.
Sur Gror Ene
There's a bit of an error
on page 26 of SNL G-104 Vol.
I1I, Sec. 20, dated March 1,
1943. The caption calls the
illustrated there, Track
T48. But it's really Track
If you have SNL G-104,
make the correction, if not,
make it when you get it. Anoth-

er thing: the grack shown on
page 31 is not numbered. It
should be TS4E2. This SNL is

the List of ALL Parts for Track
Suspension Group on the Tank,
Medium, M4A1, but it's used
s an SNL for track suspensions
on M4, M4A2, M4A3, and M4A4
mediums as we
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-+ NEWS FLASHES::

The items on’this page include latest mews, revisions, and corrections
verified after the publication deadline.

Long-needed 2nd-echelon unit equipment
tool sets are now authorized for medical units
in infantry divisions under newT/E $-16, 9-17,
and 9-18. Battalion mintenance now gets sets
#2 (23-ton cargo set), #5 (welding equipment),
and #7 (wrecker superstructure) instead of the
#1 set formerly authorized. Each collecting
company and clearing company rates a #1 set
(carried on 3/4-ton weapons carrier).
* . .

If your truck, in Continental United
States, 1s equipped with one of those fancy
batteries that come to you charged but dry,
(the kind that, upon adding fluid, is ready to
deliver juice without being recharged), you're
supposed to turn it in to post, camp, station,
or depot supply. Those are earmarked for
overseas.

. . .

Don't use AC "Series S* or *Series L" oil
filter elements until further notice, except
for administrative vehicles in warm climates.
oOrdnance 1s making some special tests to de-
termine which elements will work best under
what conditions. Results of which we'll give
you in a later issue. Meantime, 1t's 0.K. to
continue using elements (except clay-filled
models), bearing the same stock numbers as the
AC "Series S* and "Series L* models, but manu-
factured by other firms.

Confused about Figures 85 and 86 of the
new "Maintenance and Care of Pneumatic Tires
and Rubber Treads" (T 31-200)? You should
be, if toe-in 1s labeled toe-out and toe-out 1is
labeled toe-in. This 1s & printing error in
the first run and has been corrected in later
runs, Better change them in your copy, 1f it
1s incorrect.
. . .

The 1ist of All Parts for Chevrolet Bomb
Service Truck, M6 is now available in a re-
vised all-in-one volume, SNL G-85, Vol. IV,
Part I. This volume supersedes Part I of the
old SNL ("Parts"), but does not supersede Part
II ("Equipment®). The supersession note gives
you the idea that the new book supersedes
Part II, but this is not correct.

. * .

From now on, the War Department will be
publishing the Table of Organization and Table
of Equipment for your company bound together
in a single pamphlet, so it will be easier to
keep them together. The new publication will
be called "Table of Organization and Equip-
ment,” and (l1ke the old T/E's) will be used
as a basis for requisitioning equipment.

. . .

No excuse now for not knowing the latest
SNL on your vehicles. Effective 1 May 1943,
Ordnance began a policy of revising and re-
1ssuing OPSI (the Ordnance Publications for
Supply Index)every month.

. . .

Instructors of drivers and instructors of
automotive mechanics are now eligible to re-
ceive the Driver and Mechanic Award, same as
the drivers and mechanics themselves, according
to W. D. Circular #119 (11 May 1943).

. . .

Automotive disability reports hereafter
can't contain "lack of parts" as an excuse for
deadlining vehicles unless action has been
taken to obtain the needed parts. So says
W. D. Circular #114 (5 May 1943).

NEWS FLASHES -



* Except, of course, when necessary to avoid "lugging®
the engine in heavy going or on up-grades. See page 85.



