Engine transmission diagram

General Motors is an innovator of automatic transmissions , introducing the Hydra-Matic in
Through the s, all makers were working on their own automatic transmission, with four more
developed inside GM alone. All of GM's early automatic transmissions were replaced by
variants of the Turbo-Hydramatic by the s. The Turbo-Hydramatic was used by all GM divisions,
and formed the basis for the company's modern Hydramatic line. The basic rear-wheel drive
Turbo-Hydramatic spawned two front-wheel drive variants, the transverse Turbo-Hydramatic ,
and the longitudinal Turbo-Hydramatic A third variant was the light-duty rear wheel drive
Turbo-Hydramatic used in many European models. The next-generation transmissions,
introduced in the early s, were the electronic Hydra-Matics based on the Turbo-Hydramatic
design. Most early electronic transmissions use the "-E" designator to differentiate them from
their non-electronic cousins, but this has been dropped on transmissions with no mechanical
version like the new GM 6L80 transmission. Today, GM uses a simple naming scheme for their
transmissions, with the "Hydra-Matic" name used on most automatics across all divisions. Ford
led the design of the speed transmission, as well as filing the design patents for said
transmission. According to an official report by the SAE Society of Automotive Engineers the
design of the speed gearbox is essentially all Ford, while GM was responsible for designing the
9-speed 9T transverse automatic gearbox. As part of their joint-venture, Ford will let GM use the
speed transmission with rights to modify and manufacture it for their own applications.
In-exchange for Ford's speed transmission, General Motors will let Ford use its 9-speed
transmission for front-wheel drive applications; Ford ultimately declined use of the 9T. From
Wikipedia, the free encyclopedia. Wikipedia list article. Ate Up With Motor. Retrieved SAE
International. Retrieved 20 March Archived from the original PDF on General Motors. Platforms
Transmissions Hybrids Vehicles. William C. Category Commons. Categories : General Motors
transmissions Opel Lists of automobile transmissions. Hidden categories: CS1 errors: external
links Articles with short description Short description is different from Wikidata. Namespaces
Article Talk. Views Read Edit View history. Help Learn to edit Community portal Recent changes
Upload file. Download as PDF Printable version. Add links. GVWR rating. How does the funny
"H" pattern that I am moving this shift knob through have any relation to the gears inside the
transmission? What is moving inside the transmission when I move the shifter? When I mess
up and hear that horrible grinding sound, what is actually grinding? What would happen if I
were to accidentally shift into reverse while I am speeding down the freeway? Would the entire
transmission explode? In this article, we'll answer all of these questions and more as we
explore the interior of a manual transmission. Cars need transmissions because of the physics
of the gasoline engine. First, any engine has a redline â€” a maximum rpm value above which
the engine cannot go without exploding. Second, if you have read How Horsepower Works ,
then you know that engines have narrow rpm ranges where horsepower and torque are at their
maximum. For example, an engine might produce its maximum horsepower at 5, rpm. The
transmission allows the gear ratio between the engine and the drive wheels to change as the car
speeds up and slows down. You shift gears so the engine can stay below the redline and near
the rpm band of its best performance. Ideally, the transmission would be so flexible in its ratios
that the engine could always run at its single, best-performance rpm value. That is the idea
behind the continuously variable transmission CVT. We'll talk about that next. A continuously
variable transmission CVT has a nearly infinite range of gear ratios. In the past, CVTs could not
compete with four-speed and five-speed transmissions in terms of cost, size and reliability, so
you didn't see them in production automobiles. These days, improvements in design have made
CVTs more common. The transmission is connected to the engine through the clutch. The input
shaft of the transmission therefore turns at the same rpm as the engine, which improves both
power output and fuel economy. CVTs became common in hybrid cars because they are
considerably more efficient than both manual and traditional automatic transmissions, and their
popularity skyrocketed from there as automakers competed for the best possible fuel economy
ratings. The CVT does have its downsides ; most notably, it can be sluggish to drive, since it's
engineered for efficiency rather than fun. However, as many drivers choose to move away from
the manual transmission, which results in fewer manuals being offered , the CVT continues to
increase its presence. The CVT also works best in small cars with small engines, which is why
most trucks and large SUVs continue to use traditional automatics. You can read How CVTs
Work for even more information on how continuously variable transmissions work. Now let's
look at a simple transmission. To understand the basic idea behind a standard transmission,
the diagram to the left shows a very simple two-speed transmission in neutral. Let's look at
each of the parts in this diagram to understand how they fit together:. The picture to the left
shows how, when shifted into first gear, the purple collar engages the blue gear to its right. As
the graphic demonstrates, the green shaft from the engine turns the layshaft, which turns the
blue gear to its right. This gear transmits its energy through the collar to drive the yellow drive

shaft. Meanwhile, the blue gear on the left is turning, but it is freewheeling on its bearing so it
has no effect on the yellow shaft. When the collar is between the two gears as shown in the
figure on the previous page , the transmission is in neutral. Both of the blue gears freewheel on
the yellow shaft at the different rates controlled by their ratios to the layshaft. Four-speed
manual transmissions are largely outdated, with five- and six-speed transmissions taking their
place as the more common options. Some performance cars may offer even more gears.
However, they all work more or less the same, regardless of the number of gears. Internally, it
looks something like this:. There are three forks controlled by three rods that are engaged by
the shift lever. Looking at the shift rods from the top, they look like this in reverse, first and
second gear:. Keep in mind that the shift lever has a rotation point in the middle. When you
push the knob forward to engage first gear, you are actually pulling the rod and fork for first
gear back. You can see that as you move the shifter left and right you are engaging different
forks and therefore different collars. Moving the knob forward and backward moves the collar to
engage one of the gears. Reverse gear is handled by a small idler gear purple. At all times, the
blue reverse gear in this diagram above is turning in a direction opposite to all of the other blue
gears. Therefore, it would be impossible to throw the transmission into reverse while the car is
moving forward; the dog teeth would never engage. However, they will make a lot of noise.
Manual transmissions in modern passenger cars use synchronizers, or synchros, to eliminate
the need for double-clutching. A synchro's purpose is to allow the collar and the gear to make
frictional contact before the dog teeth make contact. This lets the collar and the gear
synchronize their speeds before the teeth need to engage, like this:. The cone on the blue gear
fits into the cone-shaped area in the collar, and friction between the cone and the collar
synchronize the collar and the gear. The outer portion of the collar then slides so that the dog
teeth can engage the gear. Every manufacturer implements transmissions and synchros in
different ways, but this is the general idea. The automated manual transmission is perhaps
better known and more accurately described as the dual-clutch automatic , and it is an
increasingly popular option. Though the dual-clutch automatic transmission became popular on
high-end performance cars, such as Porsches and Audis, it is increasingly available on more
mainstream models. The dual-clutch automatic operates via two clutches, which are controlled
by the car's computer network and require no input from the driver. As we discussed, when the
clutch in a manual transmission is engaged, it disconnects the engine from the transmission to
enable the shift. The dual-clutch automatic operates two different gears at once, which
completes the shift while bypassing the power-disconnect stage. That allows a dual-clutch
transmission to complete shifts much more quickly, since there isn't a "pause" while the engine
and transmission try to match back up. The car is faster since there is no interruption in power,
the ride is smoother since it's all but impossible to pinpoint the moment of the gear change, and
fuel economy is better because there is no power lost to inefficient shifts. You can read about
dual-clutch transmissions in more detail here. It's worth noting that some cars with dual-clutch
automatics offer a manual shifting mode, usually via steering wheel-mounted paddle shifters,
but the experience is not the same. Some performance enthusiasts may bemoan the loss of the
"row-it-yourself" experience, since manually shifting is an enjoyable skill to practice and
perfect, but if speed is the ultimate goal, it's hard to argue with the results of an automated
manual transmission. As of late , only 5 percent of new vehicles were sold with manual
transmissions, according to U. That's down from a peak of about 25 percent in Even if you're
among the rare car buyer who prefers to drive a manual, you'll have a hard time finding one the
next time you go to a dealership. Some manufacturers keep the manual around as an excuse to
charge more for an automatic or CVT, but the flip side of that is it's difficult to get a
well-equipped car with a manual transmission. If you want options such as engine upgrades or
all-wheel drive , those features often come only on models or trim levels that do not offer
manual transmissions. Sports cars, which used to be surefire ways to get manual
transmissions, are also turning toward faster and more efficient automatic options. Automakers
say that automatic transmissions are simply better in every way, especially the CVT and
dual-clutch options we covered on previous pages. Actual interest in owning a car with a
manual transmission is on the decline, as well, especially as American drivers spend more time
sitting in heavy traffic, where constantly feathering a clutch pedal can get tiresome. News
reported, "as drivers encounter more of these excellent modern automatics, fewer are
interested in learning to drive a manual. Today's car transmissions come in standard, manual,
CVT and even automated manual. Where Have the Manuals Gone? Continuously Variable
Transmissions. A Very Simple Transmission. The green shaft comes from the engine through
the clutch. The green shaft and green gear are connected as a single unit. The clutch is a device
that lets you connect and disconnect the engine and the transmission. When you push in the
clutch pedal, the engine and the transmission are disconnected so the engine can run even if

the car is standing still. When you release the clutch pedal, the engine and the green shaft are
directly connected to one another. The green shaft and gear turn at the same rpm as the engine.
The red shaft and gears are called the layshaft. These are also connected as a single piece, so
all of the gears on the layshaft and the layshaft itself spin as one unit. The green shaft and the
red shaft are directly connected through their meshed gears so that if the green shaft is
spinning, so is the red shaft. In this way, the layshaft receives its power directly from the engine
whenever the clutch is engaged. The yellow shaft is a splined shaft that connects directly to the
drive shaft through the differential to the drive wheels of the car. If the wheels are spinning, the
yellow shaft is spinning. The blue gears ride on bearings, so they spin on the yellow shaft. If the
engine is off but the car is coasting, the yellow shaft can turn inside the blue gears while the
blue gears and the layshaft are motionless. The purpose of the collar is to connect one of the
two blue gears to the yellow drive shaft. The collar is connected, through the splines, directly to
the yellow shaft and spins with the yellow shaft. However, the collar can slide left or right along
the yellow shaft to engage either of the blue gears. Teeth on the collar, called dog teeth, fit into
holes on the sides of the blue gears to engage them. Shifting Into First Gear. When you make a
mistake while shifting and hear a horrible grinding sound, you are not hearing the sound of gear
teeth mis-meshing. As you can see in these diagrams, all gear teeth are all fully meshed at all
times. The grinding is the sound of the dog teeth trying unsuccessfully to engage the holes in
the side of a blue gear. The transmission shown here does not have "synchros" discussed later
in the article , so if you were using this transmission you would have to double-clutch it.
Double-clutching was common in older cars and is still common in some modern race cars. In
double-clutching, you first push the clutch pedal in once to disengage the engine from the
transmission. This takes the pressure off the dog teeth so you can move the collar into neutral.
Then you release the clutch pedal and rev the engine to the "right speed. The idea is to get the
blue gear of the next gear and the collar rotating at the same speed so that the dog teeth can
engage. Then you push the clutch pedal in again and lock the collar into the new gear. At every
gear change you have to press and release the clutch twice, hence the name "double-clutching.
The gear shift knob moves a rod connected to the fork. The fork slides the collar on the yellow
shaft to engage one of two gears. A Real Transmission. Most transmissions today has at least
five speeds. What About the Automated Manual? Drivers can use the selector lever or shift
paddles on the steering wheel to shift themselves. Manual transmissions, also known as
5-speeds, have declined in popularity in the United States and in accounted for just 5 percent of
cars sold. Manual transmissions are also known as 5-speeds. Do they still make cars with
manual transmissions? But as of late , only five percent of new vehicles were sold with manual
transmissions, according to U. Is a manual transmission better? Automakers say that automatic
transmissions are simply better in every way, especially the CVT and dual-clutch options.
Actual interest in owning a car with a manual transmission is on the decline, especially as
American drivers spend more time sitting in heavy traffic, where constantly feathering a clutch
pedal can get tiresome. Is it better to drive an automatic or a manual? With an automatic
transmission, the car is faster since there is no interruption in power. The ride is smoother
since it's all but impossible to pinpoint the moment of the gear change and fuel economy is
better because there is no power lost to inefficient shifts. Are manual transmissions still made?
If you want options such as engine upgrades or all-wheel drive, those features often come only
on models or trim levels that do not offer manual transmissions. Lots More Information. Related
Content " ". How Fuel Cells Work. Did airbags make cars deadlier when they were introduced?
How DUI Works. In a front-engined rear-wheel-drive car, power is transmitted from the engine
through the clutch and the gearbox to the rear axle by means of a tubular propeller shaft. The
rear axle must be able to move up and down on the suspension according to variations of the
road surface. The movement causes the angle of the propeller shaft, and the distance between
the gearbox and the rear axle, to change constantly. To allow for the constant movement,
splines on the front end of the propeller shaft slide in and out of the gearbox as the distance
changes; the shaft also has universal joints at each end, and sometimes in the middle. The
universal joints allow the propeller shaft to be flexible, while constantly transmitting power. The
last part of the transmission is the final drive, which incorporates the differential and is
sometimes called the differential. The differential has three functions: to turn the direction of
drive through 90 degrees to the rear wheels; to allow either rear wheel to turn faster than the
other when cornering; and to effect a final gear reduction. A pinion gear inside the differential is
driven by the propeller shaft and has its gears bevelled - cut at an angle. It meshes with a
bevelled crown wheel so that the two gears form a 90 degree angle. The crown wheel usually
has about four times as many teeth as the pinion gear, causing the wheels to turn at a quarter
the propeller-shaft speed. The drive is transmitted from the differential to the rear wheels by
means of half shafts, or drive shafts. At the differential end of each half shaft, a bevelled pinion

gear is connected to the crown wheel by means of an intermediate set of bevel pinions.
Front-wheel-drive cars use the same transmission principles as rear-wheel-drive cars, but the
mechanical components vary in design according to the engine and gearbox layout. Transverse
engines are normally mounted directly above the gearbox, and power is transmitted through the
clutch to the gearbox by a train of gears. In-line engines are mated directly to the gearbox, and
drive passes through the clutch in the normal manner. In a transverse-mounted engine, the
final-drive unit is usually located in the gearbox. In an in-line engine, it is usually mounted
between the engine and the gearbox. Power is taken from the final-drive unit to the wheels by
short drive shafts. To cope with suspension and steering movement in the wheels, the drive
shafts use a highly developed type of universal joint called a constant-velocity CV joint. Some
cars, such as earlier Minis, also have drive-shaft couplings which are 'spider' joints, and do the
same job as universal joints in rear-wheel-drive cars, allowing up-and-down movement of the
suspension. They are usually made of rubber bonded to metal. Some cars, such as VW Beetles
and smaller Fiats, have rear-mounted engines and gearboxes, driving the rear wheels. Power is
transmitted through the clutch to the gearbox, passing to the wheels through drive shafts. The
layout is similar to some frontwheel-drive cars, except that no allowance need be made for
steering movement of the wheels. The Video Course teaches you everything about modern cars.
Driving through a propeller shaft. In both cases, drive passes from the gearbox to a final-drive
unit. Engine Block 18 minutes. Every part explained There's ridiculous detail on every part.
Clearly and easily explained. All modeled in 3D We've created the most detailed 3D model ever
produced so we can show you everything working. Start watching. Super detailed explanations
in the video course 15 hours of pro-quality, HD content with subtitles. Half shafts, otherwise
known as axle shafts, are fitted in rear-wheel-drive cars only. They give relatively little trouble
during normal motoring, although they are highly stressed components. If your car has a
cable-operated clutch and you find that the gears are difficult to engage, the pedal action is stiff,
or there is any sign that the clutch pedal is reluctant to come back up again, then the chances
are that the clutch cable is damaged. Although they are considerably more complicated than
manual gearboxes, with control and operating functions in addition to the gears , modern
automatic transmissions are less likely to give problems than their manual counterparts. While
installing an engine and trans into a chassis or car where it didn't originally belong isn't rocket
science by any means, there are certainly right and wrong ways to do things. You'll nearly
always want the engine to be located centrally in the car, unless you're building a cramped race
car and need to offset the transmission for driver clearance, for instance. Any carbureted
engine should be mounted with the carburetor base level. But level with what? Level with the
ground at ride height, which means you have to set the vehicle up at its intended ride height
and level it side to side before even starting to mount the engine. Ride height may also be on a
front-to-rear rake so take this into account when preparing the frame, or car if the body is on the
frame. If you don't have the wheels and tires you'll be using, you'll need to know their overall
diameter to ascertain the rake and ride height. We knew what size wheels and tires we'd be
using on the F in this article, however, we set the frame on jackstands 2 inches higher than ride
height to enable the engine crane to fit under the crossmember. We then measured from datum
points on each framerail to the floor and leveled the frame side to side. Additional shims were
required between the frame and the jackstands to get the frame perfectly level, using a bubble
level. Once all this was done, we were finally ready to drop the engine in place and start working
out our mounts. The Roush small-block Ford going in the F fortuitously had a flat bottomed oil
pan, meaning we were able to easily support it with blocks of wood during set up, but we also
fabricated a pair of temporary stays to support the engine in place once we had it level and
where we wanted it, with the transmission bolted to the block, and the carb base level in both
directions. Other factors came into play at this point, such as making sure there was ample
room to fit a fan between the engine and radiator we installed the radiator to check , that there
was clearance between the rear of the driver-side cylinder head and the firewall, and that there
would be room for a steering shaft to clear the oil filter on the small-block Ford. We should
mention here that the pinion on the rearend should be set at the same angle as the trans
tailshaft, so if the latter is 3 degrees downward, the pinion will point 3 degrees upward.
However, as noted in last month's article on shimmy cures, the driveshaft should not be
perfectly straight from trans to rearend, as the U-joints will run dry and fail. Some angle is
advisable in the U-joints, but ensure the pinion and trans tailshaft are at equal angles. Once all
of the above was checked and correct, we used a transmission crossmember and engine
mounts from Chassis Engineering to install our engine and trans. The crossmember is supplied
over-long, and is available in varying amounts of drop. We selected the 4-inch dropped version,
which worked perfectly in our application, and likewise the engine mounts, though they
required some modification to fit our very wide framerails. As we stated at the beginning, such

an installation isn't the most complicated fabrication job, but it's easy to get the measurements,
angles, and geometry wrong. The fun part comes when trying to route headers and steering
through the same space! Here's our subject, a '56 F big window. However, what we're about to
do is the same regardless of the vehicle, as the steps to installing an engine and trans are
identical. Once the frame was set at the desired rake, we measured from datum points on the
side rails to the floor and leveled the frame side to side. Side-to-side leveling required shims
between the frame and jackstand. Ideally a frame would be set up on a frame table, but we don't
have one. Irrespective of how level the floor is, the frame needs to be level side-to-side, hence
the shims. A bubble level was used to ensure the frame was level. We repeated this at the rear
of the frame. The engine was lowered into position. A number of factors will determine where it
can be mounted, namely clearance between the pan and crossmember, clearance for the
steering, and interference with the firewall, unless you cut this out to set the engine back. Once
we determined where our engine would sit, it was supported on blocks of wood. A magnetic
angle finder was placed on the carburetor base and the blocks of wood added or subtracted
until the base was level, meaning the engine itself was angled down toward the rearend by
approximately 3 degrees. We next bolted the transmission, a Tremec TKO five-speed, to the
engine with assistance from a floor jack. We clamped a length of 1-inch box section across the
underside of the framerails, measured to find the center, and used clamps to ensure the
tailshaft of the trans didn't move from this position. Next we measured from the crank pulley
boss to each framerail to centralize the engine. A little adjustment was required to ensure the
engine was both central in the frame and level side-to-side, but once it was We had been a little
concerned about clearance between the steering shaft and the oil filter, but our fears prove
unwarranted, as can be seen. We elected to mount the transmission first, and here's where
access to the Direct-Lift two-post lifts in our Tech Center was invaluable, as we could raise and
lower the body as often as required, with minimal effort. Chassis Engineering can supply
transmission crossmembers in varying degrees of drop or no drop at all. We opted for the
4-inch dropped version, as the trans mounting pad was just slightly below the bottom of the
framerails. The two plates on the left are boxing plates, while the pair on the right are for use if
you wish to bolt the crossmember in place. The crossmember is supplied over-long and needs
to be cut to length. We measured the distance between the inside of the rails 33 inches in our
case , marked the center of the crossmember using tape as shown, then merely measured half
the overall width from the center out to each required cut. With the crossmember bolted to the
trans, and the boxing plates in place but not welded to the tube it was tacked to the inside of the
chassis rails. The plates were slid back along the tubes to allow access to fully weld the
crossmember to the rails The crossmember is now fully welded to both the framerail and the
boxing plate. The finished trans crossmember install. Yes, we'll be boxing the remainder of the
chassis at a later date. Chassis Engineering also supplied these small-block Ford engine
mounts, the rubber cushion set, and chassis brackets. We had to remove a section of steel from
the driver-side mount to clear a plug on our particular block. This was done using a holesaw
and file. We knew the width of our F chassis was going to be a problem when using chassis
brackets designed for cars, deciding to simply add 1 inches to each bracket. We extended the
brackets using inch steel, then sanded them to shape on the Eastwood belt sander in our Tech
Center, prior to sandblasting. As you can see, we added a strengthening plate to the underside
of each bracket, rather than simply butt welding them. From the topside you'd never tell they
didn't come that way! One final check to ensure nothing has moved, and we're ready to weld the
brackets to the frame. Using the optional V supply rather than V, our Millermatic was more than
capable of welding the brackets in place. Note that we used fire retardant blankets from Harbor
Freight to protect the suspension, steering rack, and engine whilst welding. With the engine and
trans mounted, we can now move on to headers and steering, then pull the motor to fully box
the frame. Close Ad. Kev Elliott writer. Share on Facebook Share on Twitter. There's a lot to be
said for building a custom rod with an original engine. First and foremost, it beats yet another
small-block Chevy swap. But there's another big reason that many of these engines don't need
to be given the heave-ho--there's nothing wrong with them in the first place. Most can be made
reliable as an anvil, and many have excellent performance potential to boot. Vintage
powerplants such as Hemis, Cads, Olds, Buicks, and yes, even the venerable Ford Flathead
V-8s and inliners such as Buick straight-eights and Chevy sixes can provide all the motive
power a custom rod will require. The real problem with the running gear in most custom rods
isn't the engine; it's what's behind it. Early automatics were often referred to as slush boxes,
and phrases coined in the day, like "slip and slide with Power Glide" and monikers like
"Dynaslow" were not terms of endearment. For the most part, '50s and '60s automatics offered
disappointing performance, and they haven't improved with age. The only thing that's changed
is they've become much more expensive to rebuild. Of course all custom rods aren't equipped

with automatics; on the other side of the fence are the manual transmissions of the era. And in
some respects they're not any better than the auto-boxes of the time. Back then, standard-shift
boxes generally had just three forward speeds, with syncromesh on the top two cogs only. And
it you think parts for vintage automatics are expensive and tough to find, try coming up with
some of the more rare stick shift components. But look at the bright side--keeping that vintage
engine doesn't mean you have to be stuck with a lousy transmission. Today, there are a variety
of options. Transmission swaps have always been a part of the automotive hobby, but now it's
easier than ever with the wide range of adapters available. When selecting an adapter, there are
a host of considerations to be made. First off is space; is there room for the transmission you
want to use? With manual transmissions, the location of the shifter has to be considered. On
some five- and six-speeds, the shifter will end up under the seat unless the stick can be moved
forward. For automatic transmissions, a custom flexplate may be required, while manuals may
require a custom flywheel. In addition, stick shift adaptations may require pilot bushing
adapters, combining clutch components, as well as special throwout arms and bearings a
hydraulic throwout bearing often solves a variety of problems. And, of course, there is the
starter to be concerned with. In some cases the stock starter will work; in others a substitute
will be required. All these items should be addressed when selecting an adapter. Let the
transformation begin. In a lot of adaptations, everything from the radiator to the driveline has to
be changed. Although many builders prefer to use the same make engine and transmission,
from my point of view, the transmission should enhance the engine just like the induction
system or exhaust. That means bolt in the best transmission for your application, and that often
means adapting a contemporary overdrive automatic. The most popular adaptations are the
various GM automatics, with the R4 being the most common. However, for the purpose of
bolting the engine to the transmission, there is no difference between the or transmissions and
the R4. Another option is one of the modern four-, five-, or six-speed manual transmissions.
Whichever one you pick, keep this in mind--the adaptation of the engine to transmission just got
twice as complex when you go to a manual transmission. The reason is that if it's done wrong, a
manual transmission adaptation is downright dangerous. I strongly urge anyone who is doing a
manual adaptation to do two things: 1. Never use a spacer between the crankshaft and the
flywheel. Buy an "explosion resistant" no such thing as explosion proof bellhousing or, at the
minimum, a scatter blanket. Why the caution? The first time you miss a shift and the tach goes
off the scale, you're going to find out one of two things: 1. You did a good job on buying,
assembling, and installing your adapter, flywheel, clutch, and transmission. You might get to
find out what 30 lbs of steel sounds like exiting the bellhousing at an equivalent speed of about
mph. An automatic transmission is a safer design. The front hub of the torque converter rests in
the end of the crankshaft or in the hub spacer if it is an adapted assembly, and this "captures"
the torque converter. If a failure does occur, it is not likely that the torque converter is going to
escape the bellhousing. If th
iod fuse dodge caravan
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e adapter is a "plate" type adapter, then the flywheel needs to be fabricated for that particular
adaptation. The extra length that the plate adds between the crankshaft and the input shaft
should be made up by the thickness of the flywheel. This doesn't mean that the flywheel is
heavier than stock, just that the contact surface of the flywheel is closer to the input shaft. The
other factor with a manual transmission adapter is the transmission-to-bellhousing alignment. If
the input shaft of the transmission and the crankshaft are not in line or concentric, the resulting
"bind" will cause the input shaft to continue to rotate with the clutch engaged, the transmission
will be difficult to shift, and the syncros will wear prematurely. More importantly, the resulting
bind on the friction disk will cause it to drag and wear at its outer edge prematurely and could
cause a failure to the hub center plate of the friction disk. Close Ad. Ron Ceridono writer. Share
on Facebook Share on Twitter.

