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In the last issue, Milton Salazar of 
Colombia sought advice on setting up the 
triple Weber 45 DCOEs fitted to his 1968 

SI½. I fitted triple Webers on an original Lynx 
manifold to my 1968 SI½ in 1989, probably 
for the same reason as Milton, to get rid of 
the emission-spec twin Stromberg set-up 
and give the car the performance it should 
have had. My set-up was supplied by the late 
Ron Beatty of Forward Engineering (Picture 
1). I had visited Ron during a trip home from 
Massachusetts; I was seeking triple SUs on 
an original 4.2-type inlet manifold, but Ron 
persuaded me to fit Webers instead. However, 
once you have changed the spec of the car 
from original, particularly with something 
as crucial as the induction system, you soon 
find out that if there are problems, you may 
be on your own. 

One of the great things about the 45 DCOE 
is that all the metering items can be changed, 
which means that a single model can be used 
on many different cars and so can be jetted 
and choked for those cars. Unfortunately 
that also creates problems. Unless the buyer 
is aware of this, the carburettors are often 
delivered with a standard factory set-up that 
is unlikely to be what is required for the E-type. 
This led me to a crash course in carburettor 
tuning (as opposed to just setting the idle 
etc), much reading, talk of ‘bore washing’, 
the consequences of weak mixtures and 
the purchase of every conceivable variation 
of jet and choke until I got the performance 
right (Pictures 2 & 3). 

The carburettor/manifold system fitted 
easily enough, though since I wanted to keep 
as much as possible of my car as standard I 
had to fabricate an interface plate to connect 
the Series II-type 3-bolt thermostat housing 
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to the 4-bolt Lynx water gallery snout 
(Pictures 4 & 5). Lynx informed me that they 
never actually fitted the thermostat to their 
performance cars.

Once I got the car running, I was getting 
a lot of spitting back and indications of a 
weak mixture. Living just outside Boston, 
Massachusetts and effectively on my own 
as far as help was concerned, I struggled for 
some weeks with test runs before getting 
the nerve to start removing and checking 
the many removable jets, emulsion tubes, 
chokes, venturis etc. After many telephone 
conversations with various ‘experts’, I 
determined that few if any of the jets that 
were fitted were correct.

After determining that the original ‘as 
supplied’ set-up was useless, I started a 
trial and error process, doing many ‘plug 
cuts’ on a nearby Freeway. The simple 
part was fitting the correct chokes and 

venturis – and remember that there are six 
each of these. Then, with as near a correct 
set-up as I could determine and having also 
purchased a collection of jets and emulsion 
tubes, I began my regular Sunday afternoon 
‘plug cuts’, shutting down the engine at 
different revs as I approached a tourist lay-
by on Route 495, which is an outer ring road 
around Boston, Massachusetts. This used to 
bring bemusement and curiosity to holiday 
makers parked up for a break in their RVs, 
trailers (caravans) and campers on their 
long drive from the south of the US to New 
Hampshire, Maine and Canada. Then I would 
remove the spark plugs, note the colour and 
condition, fit a spare set and set off to do the 
same again at different revs.

Eventually, via this laborious process, 
I settled on the set-up recommended in 
the chart in the back of the Haynes Weber 
Carburettor manual, which lists the required 
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components as follows:
Choke = 38, Venturi = 3.5, Emulsion Tube 

= F2, Main Jet = 1.65, Air Corrector Jet = 
1.90, Idle Jet = 0.65 F8, Accelerator Pump 
Jet = 0.40, Accelerator Pump Inlet Valve with 
Exhaust Orifice = 0.50, Needle Valve = 
2.00.

Of course there are two of everything per 
carb, with the exception of the Pump inlet 
valve of which there is one per 45 DCOE. It 
can be expensive if the correct set-up was 
not supplied. I see that Milton mentions that 
he has “size 40 Venturis”. I suspect that he 
is actually referring to the chokes and, if so, 
40 is incorrect: they should be 38s. This is a 
common ‘as shipped’ size error. The correct 
venturis are of course 3.5s.

When I eventually brought this car home, I 
had it checked on a rolling road and the very 
experienced tune-up man could not improve 
on the Haynes set-up for general fast road 
use, though he did recommend, and I did fit, 
a Red Top fast road fuel pump (Picture 6). In 
addition, this gentleman told me that the air 
bleed screw on the underside of each barrel, 
which is meant to allow a little air to enter the 
cars when coasting with the throttle shut, is 
better to be closed up to prevent a ‘popping’ 
from the carbs under those conditions. And 
finally, he advised that I re-fit the ‘trumpets’ 
which I had removed when I fitted the K&N 
deep air filters.

Once I was back in England and I had 
converted my car from LHD to RHD, I 
had to decide how to fit the Series II-type 
header tank, which is normally fitted to the 
bulkhead. This is because the K&N filters 
obstruct the normal position. I decided to 
fabricate a special top for the original drum 
air filter, to which I fitted a special mounting 
bracket to hold the header tank. I could then 
use the drum as a storage facility for a spare 
litre of oil (Pictures 4 & 7).

I suspect that with triple Webers, Milton is 
not going to get a nice running engine with 
the low idle revs used with the triple SU set-
up and he will have to tolerate slightly higher 
idle revs. But one thing is for sure, the sound 
of an E-type accelerating when fitted with a 
triple 45 DCOE set-up, especially when paired 
with a tuned six-branch exhaust manifold, is 
fantastic. 

Eventually in 2005, after 15 years use, for 
reasons of originality I removed the Weber 45 
DCOE set-up and fitted a set of restored triple 
SU carbs on the correct 4.2 manifold, which 
I had actually acquired 15 years previously. 
Because I had the Webers working well by 
the time I got hold of the correct SUs, I had 
left them in place. But I do miss the roar.  

I hope this experience is of some use. 
For more useful reading in addition to the 
Haynes Weber manual, I suggest that Milton 
obtains Weber Carburettors 1 Theory by John 
Passini and Weber Carburettors 2 Tuning and 
Maintenance by the same author.
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