Your Air Conditioning System- The Compressor

Your AC Compressor is component that has a simple

description, simply to PUMP REFRIGERANT. But

the demands make that job more complicated than

it’s job title suggests. You have the variables of temperature and humidity, empty-to-full coach capacity

variable, plus window and door seals, insulation, and

the list goes on. Early mornings you may need 2 tons

of air conditioning, and that afternoon 6 or 7 tons!

Your compressor has to run along at engine speed regardless, and is expected to stay together and support

both extremes of demand. . . sound tough? It is...

The 05G Carrier, either 37 c.i. or 41 c.i. is a 6 cylinder

radial design, with provisions to UNLOAD

(literally stop pumping) the outside two banks of

cylinders. This is done either with PRESSURE unloaders,

or with ELECTRIC unloaders using pressure

switches to operate them. (We prefer pressure

unloaders... if for no other reason to simplify installation

and maintenance.) The only real advantage of

electric is, they can be operated by high and/or low

pressure switches.  It is a necessity that unloaders be installed and operable because of load changes of the system. Early mornings, late nights or when it’s just not hot, the system simply cannot use the capacity of the compressor; if not unloaded, the evaporator coil will

probably freeze over. The temperature control system

also must operate properly to reheat; the operation of

this will be covered in a later article.  An infrared non-contact thermometer can be used effectively to check compressor operation; when pumping good, the top head is hot almost all over, but the side heads will have at least 25º difference from top of head to bottom of head. Broken valves or unloader failure is indicated by less differential or same temperature.  The 05G compressor is a good design, though it’s been around for quite a few years, but has some limitations... the unloaders in my opinion are not the very best design, although generally dependable, they will fail too often. The crank-shaft seal assembly must be replacedperiodically, is straight-forward and not difficult to do. Very early models had a clutch mounted directly on crank-shaft, and was much improved with the hub-mount later. Rarely does one of the older type show up, and the hub can be added to older compressors in order to use the late-type hub mount clutch.  It does require a new seal to be installed.

The CLUTCH and hub are necessary of course for

operation, and should be installed correctly. The

pressure switches operating clutch should be correct

according to refrigerant used. Common switches are:

for R-134A, low pr - 10-25, high pr - 350-250. This

means, low switch turn clutch off at 10 PSI, back on

at 25 PSI, high off at 350, on again at 250. For R-22,

low pr 25-80, high pr - 450-350.  One note; most clutches fail because of OTHER PROBLEMS in the AC system; not for clutch failure itself. Low refrigerant or a stopped-up-filter-drier for instance will cause clutch to cycle, and a dirty,
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corroded condenser or faulty condenser motor will

allow high pressure switch to cycle clutch, often

causing clutch failure. Just imagine heat build-up

with clutch continually cycling off and on!

The 05G should NEVER be charged using liquid

refrigerant at the compressor, nor should it be operated

with oil above 1/4 the sight glass; both of which

can break valves. Anytime a compressor or clutch is

replaced, the system should be checked over carefully:

most often failure is caused by problems other

than compressor or clutch!

Call and BUY Something Today!
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