Some information on SVA for Locost at Watnall Test Station

Nottingham, 6th June 2001

We had loaded the car up the night before and set off from Reading at 4 O’clock, arriving at Watnell just off the J26 of the M1 at 07.30, including a stop for breakfast.  Some early bird told us where to park and off load and to put the car in Lane 1, but the tester wouldn’t be there till 8 O’Clock.

About our choice of Choice of Centre : We were quite open that we had chosen Nottingham because of the short waiting time (2 1/2 weeks when we booked) and because of their familiarity with the Marque.

Nick Wright the tester walked out at about 08.15 and Julian, John and I all introduced ourselves.  We asked if it would be OK with all three accompanying the test and he said “no problem”.

I am sure that it is very important to present the car, clean, tidy and workmanlike.  If the first impression is good the tester automatically starts to make assumptions about the build and his checks are not as stringent.  In our case the test took less than 2 hours.

Leave the SVA manual on the passenger seat and the better thumbed and grubby it looks the better.  Nick asked how we got on with it, to which we said OK, but some bits need 3 or 4 reads to get to grips with.  His response was “well perhaps you’d like to give us an hours tuition then”!!  This guy was definitely human.  

He gave the car a quick walkround, then asked for the bonnet to be removed so he could take down the VIN No.  He then checked security of steering, wiring etc. in the engine bay – general pulling, pushing and prodding.  He didn’t want the nose cone off even though we offered.

He then checked and noted each of the 4 tyre types / serial nos etc.

He assessed lighting positions and angles of visibility and obviously thought the fog lamp might be a bit low, because this was the only thing he put a tape to.  (It was OK).

He then drove the car into Lane 1 of the covered section, via the weighbridge where he weighed each axle.  He had a gizmo to hand for the assessment of the driver visibility angle, but he didn’t use it saying that for some cars it was obvious there wasn’t a problem.  Likewise the 30o cone for determining the floor line, from the manual this appears to be quite small, it is in fact about 1m high.

Then onto the ramps.  I was in the car pumping the brakes at Nick’s request and repeatedly using the handbrake.  He did a fouling check for full lock in both directions and more prodding and poking underneath.  He found one loose trailing arm bolt and I mean loose, the nyloc was off the nylon thread and probably only half threaded.  They had definitely all been tightened, but I admit I hadn’t checked within a week of the test and we’d been doing quite a bit of testing over the last week.   I think we may well drill and lock wire all of them.  Anyway, he told Julian to get a couple of spanners and let us tighten it up.  No tutting and no ominous note writing.

We then did the headlamp alignment, which I’d already said we wanted to adjust, which we did with no problem.

Then on to the brake test rollers.

This was pretty involved on a very uptodate piece of kit consisting of a pair of rollers, a display screen, computer,and remote control unit used by the tester to log information and a foot pressure pad linked to the remote control unit.

The test went something like this : Test each wheel separately, then each axle for total brakeforce and cross axle imbalance, the parking brake is also tested, this is all done without the pedal pressure being measured.  All wheels locked which was fine.

The tester then puts a pressure transducer on his foot (he showed me the old slipper that they used to use, I’m not sure how you even got in the car, let alone got it anywhere near a set of sevenesque pedals) which is connected to the remote unit he uses to control the system and rollers from the car, then for each of 5 increments  of foot pedal pressure he tests each wheel of each axle individually.  I have a set of the printouts if anyone is interested and wants me to fax them.

We then all had a tea break while Nick fed the whole list through the computer, it was probably about 9 O’clock by now.  After about 10 minutes he came out with the printout showing a comfortable pass.

For the record, and after all the discussion on these pages last week, I had the following brake set up, having taken AWM’s advice (thanks) and switched the large master cylinder to the front.  I kept my options open here by making the final connection to each masters by a longish length of flexible, which would let me swap between cylinders with no trouble.

· 0.625 dia master to back

· 0.75 dia master to front

· Cortina calipers and discs front

· 8” Escort drums back

· 19mm dia rear slave cylinders (these were the standard on the Mexico)

· Single pressure stop switch acting on one leg of front brake lines

· Dual master pedal box from STMS with full front bias(double lock nuts with the outer one roll pinned)

As was demonstrated last week, I do not profess to be an expert on this, but this set up works for SVA and in practice seems to give very good braking on the road.

One thing you need to be careful of is what rear slave cylinders you get, because there are at least 4 that I know of for 1980 Escort MkII variants


17.8 mm Sport / Ghia


19.0 mm Mexico


20.6 mm Base model 1300


22 mm ????

Small changes in piston diameter can make significant changes to piston area.

Back to the test

We then had a chat about the two spherical testers that he has use of, although he didn’t want to use them on the car.  He showed us how they worked, demonstrating the plunger on the head form (165mm dia ??) for protrusions in the cockpit, and also the knee form (smaller 75 mm ??) which they use round the front suspension.

He told us about one he’d failed the previous day on protrusions on the dashboard.  He also demonstrated the exempt area of 127 mm larger than the steering wheel and everything to the right.  We had a large Granada steering wheel on, about which Nick commented “I don’t suppose that ****ing great thing will be staying on for long”.  They have recently been allowed to relax the regulations and use the larger sphere for contact testing in the footwell (instead of the smaller knee form).

An interesting point on these to remember is that you do not necessarily have to cover the sharp edge with padding, but position it such that the sphere cannot contact the sharp edge.  i.e. on the front steering arms the use of large plastic nut covers can protect both the nut and a sharp edge immediately adjacent, and remember the front suspension parts are only tested from the front.

Anyway, he told us all about this but didn’t actually use it on the car.

Nick then asked for the car to be driven out onto the apron where he did the noise test – all OK at 99.6 dBA  (101 dBA limit).  This was with a Robin Hood Stainless silencer modified for the L.H. exit X-flow exhaust, with the microphone about 1m and 45o aft of the exit pipe in the middle of an open tarmac area.

Mirror test next.  For good measure I had mounted a pair of Italian sports mirrors from Merlin Motor Sport (not actually E marked, but demonstrating the same characteristics) on 4” long blocks sticking up and out at 45o from the outside scuttle corners, they looked ridiculous but gave a no quibble pass, with Nick in the car and me moving the cones and poles to the designated positions.  I think those mirrors would be OK without the plinths and certainly I Gray gets them through without.

Finally, the emissions test, and where we nearly came unstuck.  Firstly their main gas analyser was Donald Ducked and they were using a portable, actually that may have helped him give us the benefit of the doubt.  Although we’d had the car rolling road tuned and it was generally performing well, it wouldn’t idle and was running rich, low down.

You are allowed to run it up above idle for the HC test if the CO passes at idle, but the problem is that unless you can hold the revs without fluctuation any movement of the throttle produces excess unburt HC until it stabilises.  Anyway, after a couple of unsuccessful runs Nick told us to drive it once round the block, do whatever and come back in five minutes.

We cleared it through, re-set the idle right up to 2000 and went back, he quickly did an analysis, chose an appropriate result and told us to get it back on the trailer pronto. 

 IT HAD PASSED.

10-nerve racking minutes later, while we worried he might change his mind, we had our bit of paper and it was only 10.15.

I asked him about MOT’s and he was definite about there being no need for an MOT immediately, but could not confirm whether you would need one after one or 3 years.

Looking back now, with the benefit of having done it (and having passed) it was an enjoyable experience, but I’m sure I will be in the same state of apprehension beforehand, when I do the next one, God am I thinking of doing it all over again?

However, the most important thing I think for anyone going for SVA is that First Impression.  I am sure the testers use the principle of “If it looks right, it is right” and you immediately avoid yourself major aggravation by presenting the car in as good a state as possible.  There is no way the tester would have been “flexible” on the emissions if there had been a catalogue of niggling things throughout the test.

We may have had some luck on the day and we definitely got a tester who was knowledgeable, and friendly, but you make your own luck.

If anyone wants any more advice, please contact me on pat.puxley@taywood.co.uk.

