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The Talbot Fuel System 
 
General Description 

 

The Talbot fuel system consists of a rear mounted tank from which fuel is pumped by 

a mechanical AC pump. Some owners have substituted/augmented this with an 

electric pump, often for carburettor priming or emergency use. They are beyond our 

remit, but for SU pumps the Burlen website carries copious overhaul notes. 

 

From the pump the fuel flows to a carburettor on the offside of the engine. Early cars 

used a Smiths 5 jet carburettor which is not covered by these notes. The majority of 

cars were fitted with a Zenith fixed jet instrument. Smaller and earlier cars used an up 

draught version, later and larger cars downdraught. Both work in exactly the same 

way. Some owners have substituted SU carburettors. These are not covered but there 

is copious information available on these excellent instruments. 
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The Fuel Pump 
 

Description 
 

The AC mechanical pump is mounted on the nearside of the engine block. It is 

operated by a lever activated by a lobe on the camshaft. The lever is attached to a 

rubber diaphragm. The rocking of the lever creates an alternate sucking and pumping 

action, passing fuel through a gauze filter and bowl and onto the carburettor. Most 

pumps have a manual priming lever so as to minimise churning the engine when the 

carburettor is dry. 

Maintenance 

The pump requires very little maintenance and is a remarkably reliable unit. Every 

year it is worth removing the float bowl and filter and swilling these with clean petrol. 

If pump performance falters it is probable that the diaphragm is split or perished.  

 

    
 

 

 

 

 

   
 

 

 

 

    
 

 

 

The AC type A and B pump as 

fitted to Talbots 

Glass bowl and gauze filter 

should be removed and cleaned 

annually 

The original diaphragm held by a 

nut 

New diaphragm on right. Will 

need to be un-riveted from its rod 

New diaphragm fitted 
Later AC pumps can be fitted 

but will need a modified lever 
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The Carburettor 

 
Description 

 

The Zenith carburettor is of the fixed jet type. Fuel flow is controlled by a number of 

brass “jets” with differing diameter holes. These are measured in hundredths of a 

millimetre – hence size 200 is 2.00mm. Most carburettors fitted to Talbots have three 

jets that concern us. The slow running jet, in conjunction with the air screw, controls 

idle speed. It operates independently of the other jets. The main jet, in conjunction 

with the compensating jet and economy jet controls mixture through the rest of the rev 

range. (see Zenith notes for operating principles of the fixed jet carburettor.) 

 

The V1/2 carburettor fitted from the mid1930s to 18hp and above cars is a more 

sophisticated device. Whilst following the same operating principles it introduces a 

number of enhanced features:- 

- A separate starting device in place of the air strangler. 

- An economy jet controlling fuel flow up to ¾ throttle 

- An accelerator pump squirting fuel into the venturi. 

 

Maintenance 
 

The carburettor requires no routine maintenance, other than cleaning the gauze inlet 

filter from time to time. These notes describe how to access the jets and check float 

level. “Tuning” involves experimenting with different size chokes and jets and is 

beyond our scope. A chart of standard jet and choke sizes is included. 

 

Filter 
 

The gauze filter is accessed by removing the fuel feed pipe from the float bowl. 

Withdraw the filter and rinse in clean petrol. Make sure you fit the retaining union 

with both fibre washers to eliminate potential leaks. 

 

Jets 
 

The jets can be reached without removing the carburettor from the inlet manifold. 

Remove the two retaining bolts and drop the float bowl down, taking care not to spill 

petrol over the exhaust pipe! The main and compensating jets are in the bottom of the 

bowl. In some cases these are reached from the inside and in other cases from the 

outside, having removed the brass blanking plugs. The jets are unscrewed using the 

squared end of one of the retaining bolts. Blow through the jets to ensure they are 

clear and remove any debris from the bottom of the float bowl. 

 

The slow running jet is reached from the top of the float bowl. It has a screwdriver 

slot to aid removal. As its aperture is by far the smallest it is the most likely to be 

blocked. If you cannot blow through it , use a piece of fine wire to clear it. The 

interdental “teepee” brush is an excellent modern alternative! 
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On the V1/2 carburettor depress the pump by hand. A squirt of petrol should come out 

of the emulsion tube beak if all is well. The economy jet is behind the blanking plug 

on the side of the carburettor. It has a finer thread than the other jets. 

 

 

  
 

 

 

 

   
 

 

 

 

   
 

 

 

 

 

 

 

 

 

 

 

 

 

Remove gauze filter from petrol pipe 

union and swill in clean petrol 

Brass blanking plugs to access main 

and compensator jets on V1/2 

Removing blanking plugs with 

squared key 
Removing economy jet blanking plug 

Main, compensator and economy 

jets. Economy jet has fine thread 

Slow running jet. Remove with 

screwdriver 
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Float and accelerator pump in 

bowl. Slow running jet on the right 

Needle valve. Fuel level is adjusted 

by changing the fibre washer 

Emulsion tube which projects into 

venturi 

Slow running mixture controlled by air 

bleed screw 
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Loss of Power on a Talbot 14/45 
 

The car would not accelerate past about 2500 rpm.  It felt like fuel starvation.  But lifting off the throttle 

resulted in normal tick over.  The carburettor is a SU HV3 with bronze body. 

Returning home I remained convinced that the problem was a temporary shortage of fuel so the first thing 

was to check that the tank vent was not blocked. All clear and no improvement found. 

   

Thought it would be a good idea to check the fuel filter at the tank end and decided to replace as it was many 

years old even though it looked OK.  Checked fuel bowl for sediment but this was clean.  Still no 

improvement. 

  

So next decided to check fuel flow rate from the Facet fuel pump at the SU.  I spoke to Burlen and 

established that fuel flow rate for my car would be more than met by a rate of 1 pint per minute.  The 

measured amount was 1.125 pints per minute. So my assumption of petrol supply problem effectively 

evaporated.  Checked the float in the SU was set at the correct height. It was. 

The next task was to check the timing.  This was exactly the same as when the advance curve was set up.  

Checking in the distributor cap all looked OK with no trace of any tracking.  However noted some deposit on 

the rotor arm centre electrode and a funny regular pattern on the centre fixed carbon electrode.  

 

        

 
                                                                                    

Clearly some arcing had been occurring between the two.  Detailed measurements proved that there was a 0.035” 

gap between rotor arm centre contact and carbon central contact.  Pat Durnford confirmed that this was something 

he often saw and varied from each combination of rotor arm and cap.  This was reset to ensure proper physical 

contact.  There were no deposits on the end of the rotor arm but there was some minor oxidation of the brass studs 

for the plug leads and that was gently removed.  At last I thought I had found the problem - a loss of sparks under 

load due to these faults in the distributor cap.  Road test showed some improvement in that whilst there was some 

reduction in the loss of power from 2500 rpm the car would go on to 3250 rpm and then the power would come 

back in full measure. 
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    A plug reading showed good plugs on two pistons the rest showed very sooty plugs. 

 

 

It was at this stage that I began to suspect the problem lay in the movement of the SU piston in the dashpot.  

Lifting the piston by finger and then releasing resulted in it falling with a thunk when it met the jet bridge so 

that appeared OK. 

I then made a manometer to fit to a spare dashpot sealing cap so that as the piston rose the coloured water in the 

manometer would rise.  The manometer was calibrated to show maximum theoretical piston rise.  The whole 

was then installed in the car next to a passenger and the car road tested.  This showed that the piston did in fact 

rise to the correct amount under load so piston weight was satisfactory. These early carburettors have no spring 

in the dashpot and are often referred to having “heavyweight“ pistons. If the piston proves too light you can 

either add lead weights to the top of the piston or a dashpot spring of suitable strength may be added to ensure 

that the piston very nearly reaches the top at maximum power. 

Talking to a local Rover 2000 specialist garage they confirmed that they had often seen my symptoms on the 

Rovers they maintained and invariably they found the cause to be associated with sticking pistons and that 

thorough cleansing and removal of any high spots cured the problem. 

 

Stripping down the piston and dashpot and cleaning I then carried out a piston drop test by inverting the 

dashpot, removing the dashpot closing plug, blanking the hole from the underside of the piston to the inside of 

the piston shaft with gaffer tape and timing the fall of the piston.  The time should be between 5 to 7 seconds.  It 

was observed that the spec was met sometimes whilst at other times the maximum was exceeded.  Carefully 

moving the piston in and out by hand revealed that sometimes a slight scratchiness could occasionally be felt.  

The outer diameter of the piston was then coated in engineers blue and the piston reinserted and gently spun 

and eased in and out.  On removal there was evidence of a few blue spots on the inside of the dashpot.  These 

were gently removed using 1200 worn wet and dry lubricated with thin oil.  This was repeated until there was 

no evidence of contact between piston and dashpot. Repeated drop tests then showed consistent results. Road 

testing showed a marked improvement with clean acceleration almost every time with the very occasional 

momentary power loss around 2500 rpm. 

Carrying out a plug reading showed a much better set of plugs with just the right coloration.  

 

 

  1     2     3           4           5      6   

I now felt that I was on the correct path.  
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The occasional momentary loss of power could be due to the action of pulling down the dashpot onto the main 

body of the carburettor causing some slight distortion. The bottom face of the dashpot was coated with 

engineers blue and the dashpot without piston mounted on the body and rotated. This showed that first contact 

was made between the fixing dashpot lugs and the fixing area on the bronze body. Use of a straight edge 

showed that the dashpot lugs were slightly proud of the circumference of bottom of the dashpot. This suggested 

that it might be possible for the dashpot not to pull down square as the two fixing screws were tightened, 

causing distortion of the dashpot leading to interference. 

The next step was to place the dashpot on a flat surface with worn 600 wet & dry oil lubricated and the dashpot 

gently rotated whilst held down to the abrasive  and ensure that the whole of the bottom face was flat.  The 

dashpot, without piston, was then assembled and rotated to carefully check for a good fit over the whole 

perimeter.  I then cleaned and reassembled with the piston face blued and repeatedly raised the piston to the top.  

Inspection of the inner dashpot surface showed no blue had been transferred locally. Repeating the drop test 

showed that the times were repeatable and within spec. 

 

Final road testing shows that the problem had been eliminated.  I suspect that the problem was caused by some 

dirt getting embedded onto the piston surface and causing some pickup between piston and dashpot.  This 

results in a mismatch between airflow rate and fuelling level due to "incorrect" piston height hence intermittent 

power loss. So whilst my first thought was wrong much of the problem was down to incorrect mixture strength 

for an entirely different reason!  ! 

So now I am a little wiser and will try to keep a more open mind when trying to understand the causes of 

problems. Certainly regular cleaning and inspection of carburettor and distributor must be added to my routine 

maintenance. 

 

Gordon Higginbotham 

1/4/2016 
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