Jeff

I realise your original problem may have been eradicated, but the following and images may be of help to others.

A Churchill Cleveland Rigid Hobbing machine was used to cut the camshaft ignition / oil pump gear, hence the use of the word “Hob”

I now realise why you were confused with my statement when I said ……

“The lifter centres on straight lobe engines (S1 Engines) are offset except for No 3 inlet which was positioned different to the others to make it easier to hob that ignition / oil pump gear.”

I should have said ……

“The lifter centre to camshaft lobe centre is offset on straight lobe engines (S1 Engines) by a different amount from their predecessors, except for No 3 inlet. That was positioned differently to the others, in order to make it easier to hob that nearby ignition / oil pump gear. These offsets were completed by repositioning the cam lobes on the shafts, while the lifters are obviously in a fixed position in the block.

In 1998/2000 I spent many days in the R-R archives in particular I studied the EPW six cylinder engines, pistons and axles. At that time I wrote an article on the camshafts that I never published but a few interested owners did receive early copies. I prepared several illustrations, just two of which I have asked David Gore to publish along with these comments, with the proviso that anyone using the data acknowledges the source.

These illustrations were compiled around 2001 from the drawings of nine post war camshafts, (there were at least ten) and the S1 engines alone had four types between 1955 and middle 1957, UE 484, UE 698, UE 3873 and UE 3736. Be careful what you call a S1 camshaft!! 

I have taken the opportunity to illustrate the different cam lobe details for the various camshaft lobes, those on a UE 3736 shaft (latest S1 shaft) are inlet RE 4550 and exhaust  RE 21617.

You will see that far from having the same lifter / camshaft offset, all the UE shafts, (except UE 484) had different lifter/ camshaft offsets than their forerunners. This can be seen by studying the list of measurements David has hopefully attached.

All these post war six cylinder camshafts are physically interchangeable but beware if this is done without either reworking the block bearing edges or replacing the bearings. You have stressed that your cylinder block lifter centres are 1.75 inch, like wise Jason’s block, but these fixed positions alone do not provide you with offsets, you need measurements from a camshaft datum point, in this case, that point is from the front thrust washer face.

As an aside, prior to the UE series, camshafts of the same part numbers can have different valve timing. For example, on a RE 6885 shaft the peak of the exhaust cam leads the peak of the inlet cam by 109’ 48 degrees, on a late RE 19517 that measurement is 111’18. Although the company had previously stated both shafts were the same, except for the number of set screw fixings, this was not true with later batches of camshafts, and of course these are camshaft degrees NOT crankshaft degrees.

I have no knowledge of the Flying Spares version of the UE 3736 camshaft. Altering the inlet cam profile maybe acceptable in a racing environment but any alteration will make the valve gear noisier. The is because on this camshaft the inlet valve is already open for some 304 degrees far more than the likes of Jaguar, Aston Martin of Ferrari, all to reduce the impact seating speed on the valve seats.
When you say “maybe that's why the idle on the car is so finicky to achieve” I am presuming you are discussing the idle on a 4.5 ltr MkVI / R Type engine. Unless the camshaft is severely worn it is very doubtful if that is the source of the problem. My understanding is that you are going to fit a UE 2018 bulge port cylinder block with the matching 8:1 CR cylinder head, if so, you should find the idle issue has disappeared.  
