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EDITORIAL

It is a fact that the Editorial has to be written a few weeks before
the publication of Sabrina and because I wrote the November Editorial at the
beginning of November I forgot to wish everyone a Happy Christmas and a
Prosperoue New Year. Well, because of our deadlines, I am actually writing
this Editorial for the February edition on New Year's Eve so I can
appropriately wish all our members a Happy Christmas and a Prosperous New
Year. o

I wonder what sort of year 1980 will be for the Triumph Sports Car. Club?
A new decade will br1ng with it new members, new cars and new activities.
What a pleasure it is to meet an enthusiast who really cares for his car
- you know, someone who is really proud of it and uses it every day. Or
someone who has carried out a prodigious re~build. To these pcople I take
my hat off to.

There is one area of our activities that has been worrying me for a
_long time. Whay spares should we put into stock for our Spitfire, GTé and
Stag owners? For without adequate information on what wears out and what needs
replacing we cannot obtain or order spare parts. The TR owners do not do too
bad, or should we improve our coverage of spares for TR4s, TRAAS, TR5s and
TR6s?

To help us solve the dilemma, we would like you to complete the enclosed
form and return it to us, so that the right spares can be ordered and put into
stock. - o

Ba31cally, we would like you to tell us what problems you have
encountered over the last year or two on your car, and what spare parts you
have had to purchase. Then we would like you to tell us what pieces of Triumph
sports car you think should be kept in stock. Remember, agents exist in the
UK for TR spares, Spitfire and GT6 spares and Stag spares, but unless we
know what you would like us to get we .cannot. help you 12" S0 please help

us to help you,

Changing the subject slightly. When I came to this country 7 years ago
(all white and pimply) I met a charming young lady who owned a Mark 2 GT6.
This car she had brought with her from the UK and sported wire wheels and
tellow paintwork. Unfortunately the said 1ady walkeéd out of my life and I
never saw her or her car for a long time. Then about 2 weeks ago the.yellow
GT6 was spotted again ~ still with the ND number plate. It really 1s
interesting how cars turn up again isn't it? a

Another GT6 has also appeared in Pietermaritzburg. A Mark 3 with wide
rims and also yellow paintwork. There must be about 30 of these desirable
little coupes about. : :

All for now,

Graham Cheetham.
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THE SIMPLE TALE OF A SUCCESSFUL REBUILD
I can only thank John Musty for the follow1ng story about his TR3
rebuild. I cannot possibly put the whole epic into this copy of Sabrina so

other editions of the magazine will contain later parts of the story. It is
a fascinating and informative commentary of John's work to bring back to its

 former glary a forlorn looking TR.

"Tread warily lest ye travel the same dark roads"

Someone once said that "a thing of beauty is a joy forever", and it is
pretty obvious that he was looking at a TR chassis at the time. For there
can be no doubt that a clean and shiny undercarriage, with frosty sparkle
of wire wheels, and cradling a newly assembled motoe , has the right sort
of look about it. Something you don't find in today's motor car, and probably
one of the highpoints of a rebuild. Anyone who has a TR is urged to find this
out for themselves, but before attempting to do so, may be intesested to
learn of some of the cras mistakes made during the resurrection of TS 53248.

A friend once said to me that the worst thing about working on a car,
is that owing to lack of foresight one sometimes has to do the same job twice,
eg install starter motor (see text). I disagree. The worst thing for me is
having to do it three or even four times!

Stipping the car is no problem, unless you try it Without the use of
penetrating oil. Most of it will come apart with a 7/16 spanner and a chisel,
but before you disappear under the bonnet with flailing arms, you should
know that a TR comes to many pieces and for the next year o} 80 you are going
to- need somewhere to store them. I would estimate that 15 m” of shelving and
20 skyhooks are adequate. Panels and cables and such like may of course be hung
up on the walls.

First jobniscdhe body..:dnbave tried:éngine out befove body offcamd:body
beforesengine, and finduthat the:latter.is slightly easier. Four people can take
a body off very easily, whereas the engine needs a block and tackle, and the
more access you have when moving it the better. Added to which, you cai move
the engine about very easily when it's in the chassis, and this is the time
to use this facility and wheel it outside and drain the oil on your
neighbours pavement. Teach him to let his dog fertilise your lawn. We have
found that, by and large, engines are easier ta strlp if they are drained of
oil, and the lmpOSSlble task of undoing a sump plug is sometimes p0551b1e
when the body is removed.

Naturally you have to disconnect all sorts of odds and ends before the
body comes off, If you're like me and leave all the nicest food till last, I
suggest you start by undOLng the water temperature sender unit. This will give
you a feel for whether you are in for a rough time or not. (This only applies
to the Bourdon tube type). I have found that a simple incision with a hacksaw
at the bulkhead enables you to remove the body with the sender still in situ
- the incision welds up very easily, is not structurally vital, and allows you
to get at the sender with freeer access when the body is removed. (An electrlc
- TR4 type was used to replace the orlglnal)

By now, you will have probably decided that a new w1r1ng loom will be
fitted, and will have destroyed the old one in the prosess of disconnecting
it. Beware. The new harness is not supplied with any wiring ahead of the
generator, so all the spaghetti under the apron will have to be re-used. It
will probably suit you to make up a new loom for this area yourself, This
can be done using wire from your old main harness, but not if you have destroyed
it, as there are only just enough lengths of some of the colour coded sections.
Additionally, your new harness has no instrument 1igﬁts, probably not enough
snap connector sheaths, etc., etc., To obtain new wire of the correct marklng
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is impossible as far as I have found, it is unnecessary as R10 will get you
two harnesses from a scrapyard with everything you-need = :all-British cars
of the -era had similar conventions and even:if you have a new loom it's

~ always handy to have more wire around.

If you ‘intend to re-use the existing harness, then the ends should be
marked in such a way as to confound the likes of a panel beater in Phalaborwa
who sent my body back with all the wire and associated marklng tags sprayed post
office red. . ; :

A few comments like ''goes under the steering column here” etc. written
in your manual are invaluable when it comes to puttlng the loom back, and for
the 3 and 3A ownera who, like myself are fooled into believing the 2 diagram
in the manual (which was never revised) take heart from the- following :-

(a) Wlndscreen wiper motor : Top spade green, bottom spade black W1th
~ green, earth spade black.
(b) Rear lights used to be twin filament, indicator/tail 11ghts w1th
' the stop lamp built into the number plate light only. You new
harness is for this system and will need to be revised to the
usual twin filament stop/tail lamps and separate 31ng1e
filament indicators. :

To some people money is important, and I belong in this group, ‘not
being a "regardless. of expense sort”.. I expect to blow a few fuses during
electrical commissioning, but when it gets into voltage regulators, drastic
action is called for. We had a fairly simple situation wherc changing from
dip to high beam was accompanied by a bang, then lights out. This was. tracked
down to an offset central. .electrode in the high beam warning. lamp which lay
‘agalnsr its casing, and is a consequence of the cheap and nasty stuff. they
give you nowadays to replace the good old over-designed stuff. Comsider
yourselves warned.

Half way through the body stripping stag@ (which, by the way, is much

easier after its removal from.the car), the array of bits and pieces on the floor

was becoming critical and so a system of storing them in labelled brown paper
bags was invented. The bags were kindly donated by my employer. It's a matter
of some regret that the system was.omly used for half the rebuild as many pleces
that were lost need.not have bean. oo

One of the more unfortunate aspects of body removal is that the fuel line
to the tank underside has to be disconnected first. Anyone who has spent lomg
cold winter evenings trylng to get at the brass nut responsible, will bear me
out on this, thatis if you're trying to do it from underneath the car. However,
if you undo the tank straps so that the tank is free, you can lift the tank
suff1c1ent;y to get at the nut Lhrough the boot, which is much e351er and
drastically 1mproves ‘the half life of the nut into the bargain. On re-assembly,
the same applies, and replac;ment of the fuel line is only really possible

~ if both the tank and the line sare completely free to move ~ assuning you don't

want to crossthread the nut. (Before 2ll this, of course, the filler cap

must be d;sconnected) If you plan to replace the sender unit, do it while the
tank is out of the car. I have tried it the hard way (in situ) and was never
eatlsfled about the seal obtained at the sender as a result.

. Gettlng the tank out of the body is another crowd pleaser. With the rlght
knack, it comes out in ten seconds, but if you try and force it out, there is
a good chanece you will bend the apron and the boot will never fit properly
again. Llsten to one wgo has tried, : e

-Whilst on the subject of fuel tanks, they seem to be about the flrst

part of the ‘car to rust. This happens-at the bottom and is just about impossible

' to repait in situ ~ I tried epoxies and all failed. The only sensible thing to
do with'your tank, whether it leaks or not, is to sand blast it and see where

N
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the rust is. You will be horrified. Mine went to the boilermaker's shop and
had a false bottom welded in, after which someone said "What about the lead

- lining?" I still don't know the ‘answer to that one, but the amount of rust I
"picked up in the filter s subsequently ‘tells it's own story. After it's first
five mithes the filter was blocked suff1c1enuly to stop the car. I suspect that
once a weld job has been done on‘a :tank, you will always get rust inside it,

so a filter becomes a necessity. I have heard some halry stories about weldlng
tanks - fortunately it always seems to happen to others = but in my own
experience filling the tank with water and then brazing seems safe enough.

One must of course do it in such a way that there are no air pockets directly
beneath the heat surface - these cculd be fuel vapour pocketS..eeeennss

It is further a pre—requ151te that the steering column be removed for
body removal. The obvious knuckle joint on the steering box is inaccessible
and probably won't come free anyway, but you will probably find a couple of
joints somewhére (most remote of course) that will come out, enablzng you to
withdraw it like a piece of apaghetul. The old lags insist that you Hit a
ball joint on the side and out it pops, but TRs are made of much:sterner stuff.
Having finally stripped mine the hard way (isn't this always the case?) I
came across a tool made by Sykes Pickerant which is like a small metal V-sign
with screw attavhed and will free any ball joint in half a minute WITHOUT
destroying it. Cost of tool abc¢t R :

The steering on my car was aluays tlgh* on right lock. Thls was because
the peg which rides the worm in the ‘steering box was badly worn. On the advice
of Andrew Swan, the peg was pressed ocuti (5 tonne bench hydraulic unit),
turned 90 .and replaced. This allowed a set~up of sllghtly stiff at centre of
travel as it should be, and locse at the ende. A1l this in spite of a badly
Worn worm gave a good steering box from a bad one. New upper and lower bearings
were fitted and the end loading was shimmed as per the manual, with odd shims
from other old boxes. It was found that the box leaked after re-assembly on
an overnight drip test and it needed two more attempts before it sealed
properly. Better to find out now han after installation in the car. There is
a bracket mid way up the column that stiffens it all up. My car didn't have
one, so I built one aud found it *odurod qteerlng pzay by about three quarters
of an 1nch (perlohoral) : :

It 1s wortﬁwnlle to StJGy the locatlcn of the grease nipples on your
ballgoxnt before dismantling the steerlng aystem (assuming they are fitted)
because when,you re-assemble, zt ieast two of them will foul on the chassis,
and although nothing can be dome about this, you will find it a matter of
some acedemlc 1nte1est that Lhey ware alright before,

Try not to put any unnatural forces on the silent bloc bushes during
this process, as, if yours are like mine were, at least twenty years young,
all was fine. I replaced mine in ignorance - a job more,trouble than it was
worth, but could detect ne appreciasble difference between old and new.

If ‘you do decide to replace them, mark the tie bar 'top" and "bottom"
. before 'so doing ~ you won't know-they are fitted upside down until everything
"is back togebher and you find you have a very restricted steering lock.
Befdré'phliing off this pé ticular stunt, I would poeint out that I 'had. .
" consulted the picture in tne spare parts manual, and it. looked:as if :it was
tnat way round......5. = ‘ SoE 1u.ftdg. o

_ The body will only ltft off the cha sis if you ‘have undone all ‘the
mountlng bolts.AND the two long/two short bolts that’ 1ocate ,the rear bumper
irons. Just a small poinc, but it would have °dved a lot of bad language if
.SOmeone had told me that. < i '

Once the body is removed and denuded of all its panels, etc° (Good luck
with the door hinge bolts, an impact screwdrlver 1s the only uay), a qulck



—-6-

sandblast will .put you in the picture. This can be expensive if you go.to a
-small yard. My luck was .to know someone running a constru¢tion site where att
the steelwork was blasted before painting. Admittedly, the'gfit,waéjdﬂ,the
coarse side, giving minor hassles later on, but well worth it. It took a
- Saturday morning to de 1} bodices (including wings,’etx‘)’&ndthéféfterﬁgbn to
prime them. It is vitdl that primer is applied within 3-4 hours of blasting
as even a winter highveld climate is not enough to keep rust away.

Gererally speaking, the industrial chaps who sandblast as .a part -of
their production (eg rubber lining and fabrication shops). are far more:
approachable than the sandblasting experts and a whele. lot cheaper: The
pundits may carry on about warping panels and so forth by blasting, and, if
_true in part, it certainly caused no major problems on my car. It is possible

>;,that}machines with bigger more flexible panels (eg Healeys, Vintage cars, etc)

may suffer problems but I doubt it. A friend off mine did an Austin Healey
Sprite bonnet, which is about the size of a girl guide's tent (but not ag
strong structurally), and it now fits the car better than most of the originals
did. ’ S o

So much for the sandblasting. A simple method of remowing ALL rust,
so that you know exactly where you stand, with regard to building new settions. ™
Leave your grommets in the bulkhead, and the woodwork, and leave the spare
wheel staps in as well, as these come up beautifully during the process.
- Don't be surprised to.find large leaded areas around the cackpit and doors
= all part of the way TRs were made. ’ _

One thing to note while the body is in this state, is thatthe wooden
‘arch under the dashboard weakens with age, and becomes reliant on the
‘cockpit trim for support. In a careless moment I stood on the scuttle when the
trim was detached, and the wood cracked in half. It was later noted that:
all the holes in the wood into which the tonneau fasteners g0, had rotted
and were not much use. These were filled from a hyperdermic syringe full of
wood ‘glue and thereafter gave no problem. - : : :

. There are four feet under the body which are attached to the innmer sills,
These locate on pedestals on the chassis and are responsible for carrying the
bulk of the body weight. I have now come across two cars on which thwse
were missing, and the weight was taken by the floor pan. I mention this
because if ‘your car has none, you wouldn't m&ss them until the chassis came
up through ‘the floorboards. Fabrication of new ones is simple and absoluely “
vital, o5 o : : : ‘
~ Around about the time this was going on, my little world was full of
corrosion protection at work, and the rule of the day was : wire brush the
surface to Swedish Standard SA 2}, then wuickly follow up with 25 microns
—of'sé1f4¢tbhiﬁ§'chromatéwepoxy,primer. This was discussed at length; the old
‘"lage didn't like it because they were reactionary, and young blood didn't
seem keen due to adverse reports. Anyway, I can say that the paint on that
particylar job I was: working on:iscmow a shambles, that the sezcep on my
-gutters is not looking too hot and the car is primed with good old red oxide
Auto Primer.- There id a lot of talk nowadays that straight'galvaﬁigihg‘is
cheaper inthe long.run and of course, infinitely better but’ this involves
~dipping in a zinc bath at 400°, and that, for panels, definitely IS.Qﬁt;:.
although the basic shell would probably stand it. Cost on'a chassis, would
be about R75, for something which would never, ever rust, but hhen on the
other hand, has anyone ever seen a seriously rusted chassis in South Africa?

Once the body has been primed, it went to the panel beaters to have
everything made to fit pooperly, and all the dings were removed. More primer
was put on at this stage, .after which the panels were bolted on. .I have, at
‘an earlier stage of my career had panels finally sprayed, and then tried to
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assemble them on to the car, with disastrous results. I'm now convinced thet
the only way is thoroughly priming, then assembling, and then doing thespray
~filler and final coats. It is possible to have all the panels in place but
not tight, for the final spray, after which the stainless steel beading is put
on., New sills were required and these were internally rubberized before

being welded into place. The rest of the concealed body surfaces and floor
pan were also rubberized.

Scattered all over the body are numerous holes, to take tonneau
fasteners, door handles and the like. At this stage it’'s a good idea to know
which of these you intend to use, and which can be filled in. This saves the
embarrassing situation when you clear out the holes on the front apron that
take the TRIUMPH letters, as I did. The process caused slight chipping of the
paint (fimal coat by now) around the holes as would be expected, but this
would be covered up by the letters. Said letters had been purchased new
from THE TR place in Britain, so obviously would fit - you can probably spot
the error immediately in such a trend of thought - of course, they were
Spitfire letters (the only type now made), and wouldn't go near my set of
chippes holes. Back to the panel beaters. What had really confused me was that
the apron was purchased from a guy in the Cape, who sent with it a set of old
Spitfire letters, which I naturally assumed would fit.

Similar drama can occur with the bonnet and boot hinges, which are
identified in all respects except that two are left hand the other two right
hand and the bolt spacing on the boot is different .to that on .the bonnet, to
avoid fouling the sealing rubber strip on the boot. (Or should do ......).

So much for the body. At this stage, mine went back om to the chassis,
and the whole lot was taken to the panel beater for it's final spray. I had,
of course, got my planning out of phase, and the engine was not in the chassis
at the time of body replacement, which just made it that lot more difficult
when the engine did go in. After the engine, of course, came the radiator and
front shroud, after which, naturally enough, was the time to find the water
pump was stuffed, but more of that later. I would suggest that the fromt

" body-to-chassis bolts on the suspension stay are not tightened until the

shroud and wings are fitted.
Most TRs have wrecked front suspension, and yours will be bo exception.

" Why should I suffer alone? It's a long tame now since mine was done, but one

of the things that caused much concern during re-assembly was the job of
jacking up the lower wishbone pan and spring into position. Normally not too
bad an operation, as dear old mother earth lends you some gravitational pull
against which you can compress the spring and bolt everything up. Gloom and
despondency therefore whén the whole front thing lifted and no compression
occurred. This was attributed to the fact that the chassis at the time lay
naked without even an engine to assist in pushing. o :

It is, I found, really essential to have a completely mobile chassis
from this stage forward, so the springs had to go in, and it would have been
a whole lot easier if I had done the suspension before taking the engine out.
JHB Centre now has the appropriate Churchill tool for hire which of course
takes the sweat out of it, but six years ago and thirty miles from Phalaborwa
was a different story. Eventually the spring was compressed in a doorway
using a jack, wired up in its compressed state, then fitted to the car and

 bolted up, after which thewires were cut and everything sprang to attention.

This technique requires a lot of nerve as the spring tends to have built in
resistance to being javked down in doorways. Such a masterful feat of
nineteenth century engineering was if fact so engrossing that the seating
rubbers top and bottom of the sprangs were completely overlooked and the
whdle process had to be done again....... Diassembly can be a sim§larly hairy
operation. I therefore hope and urge you before you pull the engine out,

to first consider your front suspension. If it feels OK when you wiggle it
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- don’t worry, this merely implies that all the joints are in a state of
. semi-seizure, as the greasing in this area is largely for disvlay purnoses
only. The only way to check it is to strip it and sece. Yhilst messing about at
the front end, I had a :couple of new Teleflo shocks fitted to try and keen
‘both front wheels on the ground at the same time. 15 200 miles later, said
Teleflo's hac come down to roughly the same resistance as some old Cakriels
I picked up - these bteing set down to softest, In vent the Gakriela on medium
~ and I was now akle to out-corner Fillman Minxs.

‘In common with all good TRs, mine bad the modified idler arm fitted or
the tie-rods, vis, oodles of nlay, and it was necessary to restore it to ite
original condition (for roadworthy rather than concours nurposes). This was
done by wachining the top of the body in such a wav as to allow the idler to
screw in one. turn further - it also involved taking the arm off its splines
in order to turn it past the body, I have beepr informed, however, that this
is not the way to effact a permament cure - the answer is in fact rebushing
- although it helpee a lot. Don't ha migled hy the fact that a worn idler,
when placed in a vice, and yanked hard, will show very little movement.if: any
at all, It shtould he stiff and tight.

This is the end of the first part of this enthralling account ard will
be continued in following editions of fatrina. Ed.

~a£ :fquAuI’mS : IART RACING o -

ueprlnted from Thoroughbred and Classic Car wagazine, fovember 1“‘7n

It seems amazing that a Eritiszh production car that only went out of
- production two years ago has already acheived collectahle status. Yet just
this has happened to the controverszizi Triumph F*ag ‘some 25000 having bheen
buxl between 1370 and 1977.

ow Stag owners can benefit from a garage well situated in Central
Londor: that specialises in nothing tut, and they've never bzen husier!
Hart Hacing Services of 73-77 Zrittansa Road, Fulham, Londom, 8% & {(01~731
3287/9) probably deals with about 100 Stags a menth and this includes the 1774
editorial example. ' ‘ '

#

Anthony Fart told me that he got into the Stag buulﬂeSb almost hy accident.,
ile had initilally Gteen involved in the preparation of historic racing cars,
Aston Martins, Ferraris and the like, Then a friend of'His'purchased a Srag
with a noisy timi;g chain. Unfortunately the engine went bang before Anthony

_could get to it so he fitted a replacement short motor. This was ﬁollowed un
by another example with similar problems and an advertls".ent in "Exchange
and iart” dad the rest. Soon anthony had outgrown his cramped I ﬂmars.lt
premises and in May of 1278 moved to his present address.

o

. The Btag, says Anthony, is a reliable enough car nrov1d1n9 it is
;erv1ced regularly, the prescrizad intervals being every three months or
3000 nmides. Another vital task must %e carried out at 25090 is the fitting of
new timing.chains. This costs about £100 but if you leave them, the timing
jumps: (the reason for the aforementioned “ang ') and the valves meet up with
the plstons and the outcome could set you “ack about £900, Tﬁe old rhalna
,tend to stretch unduly proaaoly ‘&cauae they . 1ave 31ngle rather than doukle
lynas. fle keeps a rather grisly ' ‘Blacic Museum” on his counter of plstons with
pieces of v“lve emdedded in them to show what Hanpens uhen the chain is 1°ft
for toe .long. Other 1ﬁnortant P cints rmlating to the running of the Stag
include stopping the moment it hoils and using athnfreoze with an aTumlnLum
inhibitor. If the latter action isn’t adhered to the water . Da sages in tbo
Head start .tc corrode and befors you know where you are you're 10091ng coolant.
In view of the fact that engine problews can. occur if the umit isn't rpgularly
mlnl,tered to, LIRS have a uppartsent that reconditions the 3I-litre V3 on the
premises. You can therefore buy exchange cylinder heads for £140 each, short

2l
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motors are £255 while complete exchange engines are £595.

Although Hart Racing Services no longer prepare customers cars for
competition, the name being an inheritance from the days when Anthony was
involved in historic car racing, the company does have its own racing Stag
that first appeared this season in the Modsport championship. He had made two
appearances this year and next year it is planned to campaign the car in the
BRSCC championship round. The garage-also sports a pick-up truck which, of
course, is a converted Stag although thlS is customlsed and sompthlng of a
head turner.

At present the Stag spares situation isn't too bad but HRS are sensibly
stockpiling parts, both new and second hand for the days when they'll be harder
to come by. It certainly seems that the time won't be too far off when they
start regularly restoring Stags. For interest in the model is such that HRS
have recently received examples from Belgium and Switzerland that have to be

"sorted”., Other services are to include special gaskets to resurrect overskimmed
cylinder heads and blank main bearing caps which they say will "smooth up your
big end". :

it seems that HRS is going to be kept busy for many years to come. Clearly
< British Leyland's loss is Anthony Hart's gain!

Stop Press : If you want to join the Stag Owners Club write to June
Armstrong at HRS,

TRIUMPHANT PROGRESS: THE CARS AND THE MEN WHO MADE THEM

The very first Triumph car was sold in 1923, and sporting versions of it
followed almost at once. The best way to get any MG enthusiast really annoyed
is to remind him of that, Although it was the MGs which took much of the glory
in pte-war years, it was indeed the Triumph which was born first. Further, the
Triumph car evolved in a company which was already famous for its flne v
motorcycles, at which craft they were already national leaders. '

Triumph., effectively, have undergone several important changes in -
ownership since that happy event of more than 50 years ago, yet it does not
seem to have affected the pedigree of their cars. Until 1939 they were proudly
independent. Financial problems then threw them into the care of Thos. W.

Ward Ltd of Sheffield for the duration of the Second World War, though to all
intents and purposes they were moribond. Standard bought Triumph in 1945, were
themselves taken over by Leyland in 1961, and became just one part of the
British Leyland ,mere in 1968. A steady process of ratlonallsatlon has been
going ahead ever since.

So far as the sporting cars were concerncd however, there have been
only two distinct strains - those built up to 1939, which were often
developments of the middle-class saloons for which Triumph were noted, and
those built since 1945 at Coventry, which in evry case except the styting of
the latest TR7 have been completely conceived by Standard.

They. have already, as it were, had several heydays. There was the
"Donald Healey' period of the 1930s, when that legendary character was

. Triumph's technical director; there was the era of the "classic” TRs in the

19508; and there were the enormously innovative 1960s when the TRs were joined
by Spitfires, GT6s and finally by the plush and technically exciting 2+2 Stag.
‘With remarkably few exceptions, however, a sporting Triumph has always

offered excellent performance and vahue for money, and was as simply
engineered as the performance lavel allowed. It was not so much the
specification of the 1960s TRZ/TR3 which appealed as the ease w1th which 1t
'could be bought and maintained.
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In terms of nimbers built, the pre-wae sporting cars make little impression
on our story, but in interest they certainly do. The first 10/20 sports was
notable only for its styling, but the Super Seven of the late 1920s developad
into the supercharged Gnat and was fast enough to compete with honour at -
Brooklands. There were two types of Southern Cross - the 1932/34 variety stemming
from the Coventry-Climax powered Super Nlres, and the 1934/37 machines from
the elegant Glorias. But these were both completely overshadowed by the splendid
and now nearly mvthlcal Dolomite Straight Eight,

For decades it was widely assumed that the Straight Eight was an
unauthorised copy of the Alfa Romeo’s 8C2300, and that it did not go into
production because of legal action by the Italian firm. Now Donald Healey has
assured us that he did the Job with help and understanding from Alfa, and that
they in turn were interested in building Triumph motorcycles!

It was Triumph's own financial problems (they had no Lord Nuffield to keep
_their loss-making sports cars afloat, as MG did) which caused the Straight Eight
to be cancelled, and the same thing ensured that their engines would neverbe
thoroughbred or unique. But the Dolomite Roadster of 1938/39 was a fine rally
car AND controversially styled into the bargain.

After Sir John Black's Standard concern had bought the wreckage of Triumph
in 1945 he looked on his acquisition as something of a potential ' ‘ego trip", if
we may use modern idioms. The 1800 Salocons and Roadsters were definitely personal
designs, and the sportsng Roadster had a dickey seat because the 1939 Dolomite
had used one, while its tubular frame and light-alloy body were cleverly arranged
to pick up the expertise Standard had amassed during six years of ‘war. There was
absolutely no carryover of parts from pnre-war Triumphs. Not even the spares had
been rescued as part of the deal.

Sir John was more concerned with beatlng Jaguar at their own game in the
1940s (they had now purchased their engine plant from Standard, who ysed to build
SS engines on their behalf) than in attacking the mass market. It was only after
courting Morgan in 1951, and having been rebuffed, that Sir John authorised his
designers to develop a two-litre two-seater. Unlike the previous "Standard”
Triumphs, this one was to be light, small, and with good performance. Not only
Morgan, but MG (with their dollar~earning TDs) had to be beaten. But the envisaged
production rate was tiny (only 10 cars a week was Sir John's original target) and
the limits on capital expenditure were so ludicrously low that a properly
integrated design was 1mp0551b1e.

From such unsatisfactory beginnings the TR series developed. The. orlglnal
car's chassis was based on a 1930s Flying Standard design, its mechanicals were
variously lifted from the Standard Vanguard and the Triumph Mayflower, and its
simple pessed-steel body shell was composed mainly of single-curvature pressings.
Predictably enough the first car was not a success, but after a crash developement
programme featuring Harry Webster and Ken Richardson, the TR2 evolved Jn a matter
of months, :

Sales and production figures then rushed inexorably upwards. In 1954 the
TR2 won its first major rally (the RAC International), competed with honour at
LE Mans, and crowned everything by taking BOTH three-car team prizes in the Tourist
Trophy race. Before long no self-respecting British Rally driver or club racer
was without his TR, anfl the opposition (particularly MG) suffered badly.

Over the years the TR was refined -~ with more power, front disc brakes (a
British "first" on productdon cars), was given loads of options and was then
re-bodied by Michelotti to become the TR4, Before this, however, Trlumph
developed their own twin-cam 2-litre racing engine, produced two series of
Special Le Mans endurance cars, and raced at the Sarthe circuit three times; in
1961, against all predictioms, the three glass-fibre-bodied prototypes won
the Team Prize.
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From TR4 to TR6 was a period off transition. The TR4 had its new body, the
TR4A a new all*lndependent chassis, and the TR5 a powerful fuel-injected six
cylinder engine. With the TR6é another re-style brought the cy&le to a close, and
the last of all these cars was built in 1976.

With the gports cars tradition well-and-truly established at Coventry,
Triumph's new masters, Leyland, then commissioned a small relation of the TR.
From the autumn cof 196&, the little Spitfire, prettily styled by Mlchelottz, and
with much of its engineering borrowed from the Herald, went on sale ~ and is still
with us, Five "Marks", three engine sizes and well over a quarter-million
examples later, the Spitfire continues to be built in large numbers. Spitfires,
like TRs, werse 3p1end1d potential competition cars. The factory honed a handful
into Le Mans racing AND European rallying machines in 1964/65 - a 1965 Le Mans
Spitfire could lap Le %ans as fast as a 1961 TRS!

The Spitfire 3100 gave rise to the smooth and technically intriguing GT6,
which looked and even sounded like an embryo E-Type when it was first announced
in 1966. The fast-back top, with iys big loading door, was advanced for the period
(but was designed before the Le Mans carsadopted it for their aerodynamic
purposes); the six-cylinder 2-litre engine was powerful, and the all-synchromesh
gearbox a pleasure to use. But the first series had doubtful handling because
of swing-axle rear suspension, and it was only in 1968, with the wishbone i.r.s.
Mk 2 that the €T6 came of age. It was & compact little car, agtonishingly high
geared and economical if overdrive was specified, but was killed off at the end of
1973 in the face of burgoening United States legislation.

In the meantime, however, Triumph's inventive dps1gners, urggd on in the
later stages by Spen Klng, had married the 2000s chassis engineering to a brand
new vee-8 3-litre engine (itself a relative of a@he Dolomite slant four unit),
and another Michelotti style. This spacious 2+2 car, with its T-profile roll
hoop, was the Stag, which was built until the summer of 1977. In philosophy the
Stag was gunning for Mercedes-Benz, Alfz Romeo and Lancia sales, but it was
handicapped by Triumph's adsorption into the British Leyland complex, and the
parents preoccupation with other models. The engine never gave complete proof
of its vast potential, but it is a tragedy that similarly-engined saloon cars
were never produced for sale. :

The latest sports Triumph, and the most successful of all in terms of
sales, is theé TR7. Conceived by Triumph in Coventry, but with styling inspired
by the Austin~Morris team at Longbridge, the TR7 is a completely new breed of
TR. Much of the new car's engineering is inherited from the Dolomite, or from
Rover's 3500 saloons, and like the first TR2 it has reverted to being a strict
two-seater 2-litre machine.

At the time of writing there is only one basic model, but since we now live
in an age of detail product planning and complex cross-pdllination of model ranges
this is surcly only the tip of the iceberg. Sixteen valve TR7s have been rallied
with increasing success in the last two seasons, private firms have already
started to sell Rover vee-8 engined cars, and sneak previews have already been
pubiished of convertible versions.

- Triumph, you see, are nothing if not inventive, and clearly they have been
encouraged by Leyland Cars to make the most of this interesting and modern design.
Even so, the centre of gravity of Triuwph sports car production is on the move
again. Whereas the TR2 to TR6 series were always assembled in Coventry, the TR7
family was completely built in Liverpool until, on 15 February 1978, it was
suggested that the Speke factory would pe closing down. No matter -~ the pedegree
and the continuity behind all this work, continues to be in Coventry, where the
Triumph motor car has always been based. By 1978, at the very latest, the MARQUE
should Bhave even more jewels to its crown.
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NEW MEMBERS .

314 CLIVE HUNT 29 Anne Arbor Place, Glendowpr, Edepvale, 1610 Spltflre.
315 BRIAN MAGGS, 17 Leeuenhof, Pinelands, 7405, TR2 (TS 7864, TR 88).
3156 D.S. %CCOLVILLE 4 Ceres Qoad Milnerton, 7405. TR3A (TSB 27035, TS 28195 E).
317 J.A. MCCOLVILLE, 4 Ceres Road, Milnerton, 7405. TR3A (TS8 27035, TS 28195 E)Q
318 DES POLLARD Little Vines, Withycombe Close, Constantla, 7800. TR3A D
(TS8 30134 TS 31045 L). 1
,319 PETER SMALL, 13 Vlctoria Road, Camps Ray, 8001. Associate.
320 ROB ELLIOTT, 8 Adelaide Avenue, Bridgemead, Port Elizabeth, 6001. TR3
(1S 15357 E).
321 CLIFF RANEMEYER, 18 Elsmere Road, Kimberley, 8301. TR3..
322 LESLIE HUTTON Palm Villa, Carp Road, Zeekoevlei, Grassy Park, 7800. Stag. .
323 KONRAD DOVER, 23 Cotswold Drive, Westville, 3630. Spitfire.
324 HARRY FAIRLEY, 3 Elizabeth Road, Oberholzer, 2500. TR2.
325 EUGENE LOTTER, 36 Zotha Street, Mount Pleasant, Port Elxzabeth 6065,
TR3 (TS 17081, TS 88947 E}. .
326 MICHAEL NEL, Box 2371 Newcastle, 2940. Spitfire.
327 CHRIS HANSEN, Box 47356 Greyville, 4023. TR4,
328 PHILIP DE KOCK, Box. 173, Benoni, 1500. TR3A (TS 61281, TS 28178 E)
329 DAVID PREISS, Box 441, Empangeni, 3880. TR2 (TS 8333, TS 30910 E TR 154)
330 J.J. STRYDOM, Box 731, Welkom, 9460. Stag.
331 ARIhUQ LINDSAY, 279 Ashden Road, Mondeor, 2091. TR4.

AGM WEEKEND AT VAN REENEN

The AGM of the Triumph Sports Car Club of SA will be held for the second
time at the Green Lantern Inn at Van Reenen over the weekend of 22/23/24
February:'1980. Members living in the Natal-Transvaal-OFS area will be fairly
near to this venue so should be able to get to the AGM quite ea311y. The Inn
has been booked in total and Des Schroeder and Dennis Cheetham: are 1ook1ng
forward to having us back again. The cost of the Weekend 1nc1u31ve 1s Q18
per person. : : ‘ '

PLEASE BOOK YOUR ACCOMMADAIION THROUGH GRAHAM CHEETHAM AT THE uLUB
ADDRESS AS SO0N AS POSSIBLE.

Facilities at the Hotel include bowling, tennis, swimming and table
tennis. There are two bars available and horse-riding can be arranged close
by. Petrol w111 ‘be available up till midéay on Saturday at two garages in
Van Reenen. ;

The Agenda for the AGM will be as follows :

1. Apologies.

2. Matters arising and conflrmatlon of the minuted,
3. Chairman's Report.

4. Financial Report.

5. Election of officers.

6. Any other business.

There are 9 rooms with own bath and 12 rooms w1th shared bath, so we can
accommadate 21 families.

John and Peggy ledelow spent a night at the Green Lantern on their return
from the Wigwam in Rustenburg just after Christmas and confirm the food is
just as good as they were last year. . :

S0 come on chaps, get on the btlower now to get your rooms booked up.
(Cheetham can be contacted at Durban 358131 (work), or 726416 (home)).
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REPORT FROM JOHANNESBURG CENTRE (INCLUDING SPARES NEWS) - -

Not much has happened on the social scene since the November issue apart
from the two events I touched on already viz our year end noggin and the Tit Car
Club show day. Taking the events in date order which luckily allows for the
continuity of my report here is what happened on 10 November :

About 8 Triumphs (yes, it is no longer only TR events in this neck of the
woods) showed up and we set off on the new (well, nearly new) highway to Heidelberg.
Up ahead were about 5 MGs of the TD and TC variety .which we were gaining on slowly
(the slowness being entirely due to the spedd restrictions, you understand).
Unbeknown to us a batch of about 6 Big Healeys were creeping up on us. We.
happened to collect just outside Heidelberg and presented the local yokels with
an impromptu procession they are not likely to forget soon. At the museum the
faithful were gathering in strength, Neil Harty (of TR3A fame in: the process
of rebuild these past 5 tears and wearing his TCC hat and T-shirt for the day)
together with his cohorts all similarly attired soon has us slotted in on the
lawns, roads and everywhere they could find a place to park. The Triumph Club
presented a rather dashing stand with each car wearing a red rosette and every
- Triumph child sporting a yellow sunshade with our name stencilled thereon. My
thanks to the Grant's and Roets's for their help in preparing these items. Our
flag fluttered in the breeze and we were set. What a day! With prizes in many
classes, a free lunch of excellent quality, a fabulous museum and many, many
classic cars all beautifully preserved or rebuilt. "Tit Car" of the day was a
chocolate brown 3.8 Jaguar saloon. The Triumph Club reaped in at least 3 awards.
The slightly weak PA system was not helped by the riotous assembly of TR owners
and Healey boys in the North-West corner with the result that we do not know who
won exactly what. We believe John Roets got a third in the sports car section
and Alan Grant was awarded the enthusiasts trophy for the day. The oft raced jet
black 3 with wires and aeros still looks magnificent and was worth the award.
The Healey boys picked up a case of beer for an award no one is quite sure what
for, least of all Bruce Caw who took possession of it. Yours truly was not
judged at all as he very cleverly left his judging forms under the tonneau -
not that it would have helped any because the standard of cars around me has
suddenly improved about twofold since last year. For the sake of interest a
carefully restored 3/3A should fetch around 4 Gs today (or even more). A day
well organised and very worth every minute.

At cur last noggin for the seventies Chairman Grant reported on progress
on the spares fund. A few hurried calls to Harberson Road earlier that morning
confirmed that tha spares were "on the water". No one knew exactly what was
coming or when it was due. He also reported that the work on the name tags and
metal club badge was progressing. We sold about 10 new waterpumps at R20,00 each
(a real bargain as these things are about R47,00 off the shelf if you can find
them). We parted with good wishes all round for the festive season.

With the Chairman of the Spares Committee on leave my name and address had
been given as contact address and mid-~December I got notified by mail that our
spares had been shipped at Southampton. Qur company has the luxary of a Senior
Shipping Officer whom I called on in haste. A few well placed phone calls later
and we knew the '"SA Heidelberg" was docking in Durban on Christmas Day and that
the de-containerisation would take about two weeks. Various complex foems
appeared from the drawers of said Shipping Officer and after a few "sign here
and here and here" the matter was taken out of my hands. A week or two later 1
was imformed of the make-up of Myriad Shipping fees in total and on Wednesday
9 January 1980 three boxes were delivered to my door at work. Roets and Baker
plus wives needed no begging to come and help unpack (Barmes I could not reach).
It was like Christmas all over. A new trunnion or medallion or window rubber or
Dzus clip is a beautiful thing albeit sometimes pricey. Those who ordered are
being informed accordingly and the new spares situation after all orders had
been filled is listed hereunder. Please let me know what you want and I will
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post on cash first basis. If you want goods ordered from Cox & Buckles please
inform John Roets at P.0O. Box 141, Carletonville (in writing).

We bemoan the fact that John Musty has left sunny SA. He could be called
on for assistance at any time and his absence will be felt. However, the fact
that the red 34 has been left in a local showroom indicates that the severence

is not peranent (or so I think).

Finally : Our register of specialist services and suppliers of spares.-
We decided to check our facts with the businesses concerned before publishing
these - their answers are now trickling in and I will publish the full thing

in the next issue of Sabrina.

 See you at the AGM at Van Reenen 23/24 February.

Greetings

RENE DE VILLIERS

NEW SPARES IMPORTED FROM COX & SUCKLES ~ JANUARY 1980

ITEM

Sets of stone guards

Cap & ball sets (steering box)
TR2 loom (TP 20c)

TR3A loom (TP 26c)

‘Upper screen seal

Lower screen seal

Boot rubber

Spare wheel seal N
Medallion (front apron for TR3A)
Bonnet Dzus clip '
TR3 grilles

TR3A grilles

Handbrake gaiters

Pedal rubbers

TR3A front bumpers

Top ball joints

Gasket set (head)

SM carb. needles

Headgaskets

Bonnet hinges

Engine mountings

Inlet valve guides

Exhaust valve guides

TR3 trunnions

Suspension bush kit

Steering column rubber

TR4 lenses (white)

TR4 medallion (apromn)

Rear axzle rubbers

Horn brush

Small steel clips,K (no. 608604)
Screen rubbers (rear)

Deck seal

Inner oil pump rotar

OTHER NEW SPARES ON HAND (SOURCED LOCALLY)

QTY

QTY LEFT

IMPORTED AFTER ALL
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0il filters (felt type, TR2/3/3A/4/4A)

Water pumps
Pinion shaft oil seal

ORDERS ARE
TAKEN
4~
8
3
NIL

)
PN WMHAEAENDWWEN

o

RETAIL
PRICE (R)

© 56300

10,00
57,00
57,00

9,00
3,00
19,60
11,20
28,00
2,25
89,60
64,26
22,40
2,50

112,00
43,00
37,50

6,30
22,00
28,00

9,60

3,60

3,60
42,00
46,20
11,76

11,42
28,00

- 10,50
8,00
2,25

36,00
14,00

35,30

LESS 259
FOR SPARES

 FUND MEMBERS

42,00
7,50
42,75
42,75
6,75
6,75
14,790
8,40
21,00
1,68
67,20
48,20
16,80

1,87

84,00
32,25
28,12
4,72
16,50
21,00
7,20
2,70
2,70
31,50
34,65
8,82
8,56
21,00
7,87
6,70
1,58
27,00
10,50
26,47

—
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SPITFIRE AND GT6 PRICES (INC. VAT) FROM SPITFIRES (UK) SALES LTD.

Part » Mkl Mk2 Mk3 Mké 1500 GT6
Brake pads 2,93 2,93 2,93 2,93 2,93 3,18
Brake shoes . 5,12 5,12 5,12 5,12 5,12 4,65
Front flexi brake hose 2,98 2,98 2,98 2,98 2,98 2,98
Rear flexi brake hose . 3,16 3,16 3,16 3,16 3,16 3,16
Brake pad pin set 561 ,61 ,61 ,61 ,61 s 65
Disc caliper seal kit 4,10 4,10 4,10 4,10 4,10

Front shockers 10,34 10,34 10,34 10,34 10,34 10,34
Rear shockers 9,91 9,91 9,91 9,91 g,91 9,91
Wheel bearings (front) 5,3 5,36 5,36 5,36 5,36 4,75
Front trunnion repair kit 2,32 2,32 2,32 2,32 2,32 2,32
Top ball joint (pair) 9,51 9,51 9,51 9,51 9,51 9,51
Front suspension overhaul kit 17,02 17.02 17,02 17,02 17,02 17,02
Universal joint 3,20 3,20 3,20 3,20 3,20 3,20
Fan belt 1,16 1,10 1,10 1,10 1,10 1,65
Radiator cap 0,89 0,89 0,8 0,8 0,8 0,89
Thermostat 1,15 1,15 1,15 1,15 1,15 1,15
Contact points 0,56 90,56 0,56 0,56 0,56 1,15
Condensor 0,62 0,62 0,52 0,62 0,62 0,62
0il filter : 2,10 2,10 © 2,10 2,10 2,10 2,26
Air filter : - 1,70 1,70 1,70 1,70 1,79 1,75
Decoke gasket set 5,62 5,62 © 5,62 5,62 5,62 8,68
Sump gasket set 4,31 4,31 4,31 4,31 4,31
Radiator top hose 0,57 0,57 0,57 0,57 90,57 1,02
Radiator bottom hose 0,78 0,78 0,73 0,78 0,87 1,05
Timing chain 3,02 3,02 3,02 3,02 3,02 3,02
Clutch slave cyl. repair kit 1,62 1,02 1,02 1,02 1,02 1,02
Clutch master cyl. repair kit 1,15 1,15 1,15 1,15 1,15 1,15
Clutch pressure plate 12,40 12,40 10,47 10,47 18,98 11,35
Clutch centre plate 10,06 10,06 7,77 7,77 14,16 10,47
Clutch release bearing 6,01 6,01 5,61 5,61 5,61 5,55
Voltage control box . 7,27 7,27 7,27 7,27 7,27
Solonoid o 2,73 2,73 2,73 2,73 2,73 2,73
Alternator _ v 37,67 37,90 37,9
Dynamo 15,81 15,81 15,81 15,81
Water pump 12,75 12,75 12,75 14,28 14,28 '
Speede ceble 2,39 2,39 2,39 2,39 2,39 2,392
Rev. counter cable 3,63 3,08 3,08 3,08 3,08 3,08
Flasher vnit 1,24 1,24 1,24 1,24 1,24 1,24
Wiper blades ,%6 1,9 1,90 1,90 1,90 2,05
Wiper arms 3,05 3,05 3,05 3,05 3,05

Soft top (zip window) ’ 52,27 52,27 52,27

Frame (soft top) 67,50 67,50
Carpets 23,47 23,47 23,47 23,47 23,47

- Alternator (exchange) 20,63 20,63
The suspension kit comprises of the following ccmponents :

1 trunnion assembly (right and left), 4 nylon bearings (trunnion assembly),

2 o0il seals (trunnion to vertical link), 4 dirt seals (lower trummion and
wishbone), 4 water shields (inner trunnion), 4 water shields (outer trunnion),

2 bolts (trunnion to wishbone), 2 nuts (trunnion to wishbone), 2 washers
(trunnion to wishbone), 2 distance tubes, 2 rubber bushes (lower dront damper),
2 bolts (front damper lower attachment), 2 nuts (front damper lower attachment),
2 washers (front damper lower attachment), 8 rubber bushes (upper and lower
wishbone), 4 bolts (top wishbone attachment),4 nuts (top wishbone attachment),

4 bolts (top fulcrum bracket to lower wishbone), 4 nuts (fulcrum bracket to
lower wishbone).
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Ahuge range of parts not listed - prices on request. Also comprehensive stock
of second hand parts available at 50% or less of manufactuers recommended
retail price. Add 10Z for handling and packaging.

“All the above prices are in pounds sterling (£) and include VAT (the
same as GST in South Africa and which does not have to be pa1d by us when we
purchase)

_ The address of the above compaqy is Spitfires (UK) Ltd., Tiger Service
Station, Stonesby Avenue, Leicester, England (tel. no. (0533) 831679/831028).

HOODS AND TONNEAUX

I recently sent a letter to Don Hoods in the UK to obtain an up-to-date
picture on the price of hoods and tonneaux. The following details will give you
an idea about price. They have given us a 10% discount.

_Hoods
Spitfire MKk 1 and 2 v . v & « o o o « o o« o o « o .« . o £27,00
Spitfire MKk 3 4 & 4 ¢« 4 4« o ¢ o o o s o o o o 0 s o« o £29,00
Spitfire Mk 3 (zipped rear window) . . . « « + « + . . £354,00
Spitfire MK 4 . . . . . s 6 s o s e s 4 o e s e o+ o £29,00 -
Spitfire Mk 4 (zipped rear window) . . . . . . . . . . £34,00 , N

Herald and Vitesse . . .+ ¢ o« o ¢ o o « o o ¢ s s +» + o £29,00
TR2, TR3, TR3A . . & 4 4 o s o o o s« o s o o o o« o« « o« £28,00
TRA, TREA . & 4 v v v v 4 o o o o o o s o o s o« » . £28,00
TR5, TR6 v v & v 4 4 4 4 o o s o s o s o s o « o o+ » o £30,00
TR5 and TR6 (zipped rear window) . . . + « + + « « » « £37,00
Roadster 1800 and 2000 . & « v o o « « + o o o « « « . £28,00
SEAE & ¢ 4 4 e o s e e e a 0 s s o s e s s o e & o« o £95,00

All these prices are for black vynide hooding and roof windows can be
added at a price of £5,00. o

Tonneaux

Roadster 1800 and 2000 (old tonmneau required for pattern) £21,00
TR2, TR3, TR3A, TR4, TR4A, TR5 and TR6 . . . . « « + . . . £18,00
Spitfire (all models) « o o o o o o o o o o o o ¢ o o o o« £17,00
Herald and Vitesse e e s o o e a s s s s s e s e s« o . £18,00

Tailored Car Carpet Sets

"TR2, TR3, TR3A, TR4 + v + o o o« o o o o « o o+ o « « « « £26,00 _ -
(old carpets must be sent to use as a pattern).

To help out our Spares Secretary would you please advise him of your intention
to purchase a hood or a tonneau or both so that we can get an order off to Don
Hoods as soon as we have generated some cash from the sale of the newly-arrived
spares from England.

The quality of the Don Hood is very good. I have one and I am delighted
with its fit and general finish. Every hood comes with all the clips and brackets
and an instruction sheet to show you how to fit it properly. This is a
wortlwhile venture which should allow a lot of people the oppurtunity to
obtain a good quality hood and tonneau, somrthing which is not available in
thls country.‘
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NATIONAL GATHERING 1980

FRom the last Newsletter you will have gathered that I am organising the
next National Gathering. I originally tried to get something arranged in Port
Elizabeth or East London but when Johannesburg reminded me that it was one
hell of a way to those places I thought I had better try somewhere else,
Fortunately Roux van der Merwe came up with a’very:good idea - why not try
the Hendrik Verwoerd Dam Resort near Colesberg. A quick telephone call to
the AA (they have some uses you know) confirmed that the Resort did have .
sufficient accommadation and woulfl welcome parties. I therefore wrote to them
for further information and I enclose the letter that they sent to me.

As you will note they have provisionally booked the Club in for that
long weekend but I have to let them know how much of the accommadation we
reqiire so that they can let out the remaining chalets and rondavels. I
therefore have to ask everyone to make a decision now about their attendance
at this second National Gathering. Distances from all the main Centres is
evenly divded and in fact Durban members will have to travel the furthest,
so members from all Centres will be able to attend. The dates are the
10311/12 October 1980.

Dear Mr Cheetham,

We acknowledge receipt of your letter dated 15th November 1979 for which
“ we thank you. s

We have pleasure in offering you the following accommadétion and facilities
at the tarriffs quoted next to. : B

(2) 24 x 3-bedroomholiday houses and 16 x 3-hedroom luxary rondavels.
Holiday houses can accommadate six people whereas some of the rondavels
can accommadate up to eight persons. Kindly advise whether members
are likely to share the above accommadation or not. °

(b) Tariff : Holiday houses : R4,25 per adult (12 years and above) ver

day. R2,25 per child (under 12 years) per
day. S
Luxary rondavels : R10,50 for the first two persons -
o afterwards R2,50 per each additional person.

(c) Holiday houses and luxary rondavels are fully equipped - linen, cutlery,
crockery, cooking utensils, electric stove, refrigerator, etc.

(d) Only 24 garages with closing doors, without locks available. At
rondavels only shelters available. _

(e) Camping sites available in the Caravan Park. Tariff - R2,25. per day
§0c entrance fee per motor car on the first day. L

(f) Sporting and recreational facilities available such as swimming, tennis,
golf, horse-riding, and boat trips on:.pleasure hoat, etc,.

(g) Roads tarred all the way except in the pew Resort area (caravan park
‘and at the new rondavels). - : »

(h) Open spaces available for displaying the cars.

In order to fix a deposit, kindly advise whether the Club pays in full
or do members pay individually.

We ahve in the meantime reserved the abovementioned accommadation on your
behalf and would be much obliged if you co@ld let us know precisely how many
of these should be cancelled if members would rather like to share. Being the
long weekend we would 6f course be in great demand for accormadation and would
accordingly not like to waste any availatble accommadation.

Looking forward to hearing from you in due course.
Yours faithfully,

" B. Smit, Resort Manager.
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Hendrik Verwoerd Dam Resort Tariff List

Admission fee : Per motor 50c, Caravan Park: (per night) 2,25,

Hall : For our own purposes : R20,00 (large) 10, 00 (small)

Golf : Per person per day R1,00.

Badminton ' Per player per. evenlng r0,20.

Swimming : Adults per day RO,20, ﬁhlldren per day RO, 10

Tennis : Adults RO,20, children RO,10.

Horse~riding : Half an hour R0O,60.

Boat trip : Adults per half hour 0,40, children per half hour RO,20,

Hendrik Verwoerd Dam Resort Brochure

Where once the waters of the mighty Orange River rushed unchecked to the
sea, the.gigantic wall of the Hendrik Verwoerd Dam stands, bringing the Orange
to rest with its waters extending back as far as the eye can see to form the
largest lake in the Republic.

"Water from this Dam flows through the Orange—Flsh Tunnel = the 10noest
water tunnel in the world - to Sudays River Valley, and becomes the very means of
life and prosperity there.

For those seeking a holiday that is different, the Hendrik Verwoerd Dam
180 km south of Bloemfontein on the N1, is the answer. By yacht, motor boat, or
pleasure launch you can sail past the islands, inlets and bays, above farms and
roads buried under thwe water for ever.

There are facilities for tennis, sw1mm1ng, golf (on a mashie course) and
horse-riding as well, '

_Caravanners and campers are adequately cateréd for, and those who like
their home comforts, there are fully furnished three-bedroomed houses available
for hire, and accommadation at the fully licensed motel. You needn’t bring
anything along as the township boasts a woddern shopping centre. It also has

- a post office and a filling station.

CENTRE SECRETARIES : PLEASE WOULD YOU CANVASS YOUR MEMBERS TO ATTEND
THIS NATIONAL GATHERING AND LET ME KNOW WHO VANTS TO GO AND WHAT
ACCOMMADATION THEY WOULD LIKE. PLEASE NOTE THE COMMENTS THE MANAGER
MAKES ABOUT LETTING THEM KNOW ABOUT OUR REQUIREMENTS,

Graham Cheethan.

CARS FOR SALE

TR3A (1958) : This car has wire wheels, hard top and electric overdrive. All the
wire wheels were recently overhauled by me. The body, unfortunately does
require a lot of restoratiom. I can be contacted at telephcne numbers
833 5950 (work) and 706 2746 (home). Ian Butchison.

TR3A and TR2 : The TR3A is completely stripped but the bkody has been completely
derusted and restored (R750 spent on panelbeaters). The TR2 comes complete
but I don't know in what condition. Contact Ronald Wichmann at Rox 18,
Hattingspruit, 3081 or phone Ronald at 0344 2204 after 8 pm. -

REPORT FROM THE,K NATAL CENTRE

H

_ In the last edétion of Sabrina Chris de Vet mentioned the formation of
"“at”associaticn for one<make car clubs which would be able to work together in
" dteas of common interest such as insurance and competition events. A response
firom the Mercedes—-Benz Club suggests that they would back the scheme, hut the -
Rover Club officials are a little suspicious still. I certainly agree that in
Natal where the number of sports cars of any one type are qyite small, such an
association would help to foster the interest of the owners of these cars - in
Durban there are Sunbeam Alpimes and Tigers, Morgans, Reliants; TVRs; Marcoss,
Lotuss, Alfas and sports Fiats that I have seen. More comments are needed on
this subject.
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iy TR3, Bluey, has been off the road for some time now and is undergoing
a major rebuild. The reason was that the engine blew up (my dad reckons I broke
the crank) and I decided that I would have the body rebuilt at the same time.
At the present moment the body has been taken off the chassis, has been
sandblasted and primed and is having new bits of metal welded in. My engine
has been rebuilt throughout (2088 cc now, using Vanguard 85 mm pistdns) and an
overdrive gearbox (overhauled completely) awaits insertion into the car. I have
alao been getting my fingers all sticky in attempts to re~do the upholstery. I
am not sure when the car will be back on the road, but it will be before October
as Bluey will te going to the National Gathering.

Helen's GT6 has also received a bit of care. My dad fitted some new carbs
and both performance and consumptlon haVe been transformed. We will be repainting

" the car next Christmas and improving the well-worm upholstery.

But there are a lot of Natal members who have also not been idle. Malcolm
Tait has got his TR3A through the COR after doing a bit of work on the body and
mechanicals. He wants to use the car for a couple of years to establish the
problems before committing the car to a major rebuild. The Gants are trying to
decide where to take the TR3 to get a few dents knocked out and get the car
painted. Malcolm Fish has nearly finished the renovation of his TR3 and according
to John Liddelow he has done a really superb job. Ian Johnson, who's two TRs are
superb has nearly completed the restoration of John Hotchkiss's TR3 and knowing
Ian's ability to produce a good one, I look forward to seeing the white TR3.
Ian Grieg has unfortunately (for Natal) sold his car (TR4), but the ex-Treveo
Pieters TR4 has come to light again painted bright red and owned by Chris Hansen.
Boet Lourens continues to look for another diff. for his Spitfire (try Peter
Barnes, Boet) to replace his noisy one. Selwyn Bass has gone to the UK taking
his father's Stag with him and has sold his TR6 to his brother Derek. Unfortunately
the overdrive unit is giving trouble and costly repairs are required to get the
car back on the road before Derek gets back from the Army. Mike Weston has
completed a front suspension overhaul on his immaculate TR6 and continues to
help the Club by obtaining good sponsership. Geogg and Jean Harvey have produced
a little girl, Candice, and Geoff continues to improve in health after the terrible
problems he went through after the AGM last year. ike Claassen told me that he
has had some difficulties with his yellow Stag in the gearbox and back axle area,
but Tony Parsons and Chris de Wet both constantly use their Stags - Chris to
pull a caravan! (Ye hear Andrew Swan has just bought a Stag, but has to use a
2000 motor until the V8 is resuscitated). Herman Kruger has started to help Mike
Wneeler get his TR3A back on the road whilst he thinks about his own TR3A rebuild.
Mick de Lange still hides his TR3 in the garage whilst across the road in New
Germany Lorraine Johnson has had her Spitfire resprayed and repaired after vandals [
went joyriding. in it. I haven't heard from John Hatfield in a while but if he
rebuilds his TR2 like he rebuilt his (dare I say it ?) MGA Coupe it really will
be a good one. Meanwhile fellow-Rhodesian Don Cruickshank has stripped his TR3A
and is languishing in that unenviable position of having no time to spend putting
it back together again. Tony Cowden has had to spend a bit of time importing bits
and pieces from the UK to get his TRS5 back to strength and Robin Dean has
replaced the head on his TR4A for the decend time - the original one was replaced
by a new head, because of cracked valve seats, but bacause of the hlgh compression
and super performance the old head gave it was eralred and replaced. The black car
is a late production TR4A and is used most days. Paul ¥Wilson and Frank uff are
trying to resurrect John Moore's unbuilt TR3 and Frank is pushing panals back
into place after someone ran into him. John Delport bought Daniel Slabbert's GT6
with a braken side-shaft whilst Chris de Beer bought Chris Bailey's (ex Gordon
Speed) TR3A. Trevor Crozier's biege TR3, I understand is stored in a Durban
garage awaiting delivery to some foreign land. Roy Williams got his TR3 back on
to the road after quite some time rebuilding but managed to drop a bearing in the
motor only a few days ago.
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, I cannot tell you what outer Watal members have been getting up to, so
" Andre Scheepers, Willem Nienaber, Pat Steenkamp and Michael WNel, perhaps you
" should come to the AGM at Van Reenen and tell us what you have been doing.

Forthcoming Events

;3rd'February : Car in the Park, Alexandra Park,’ Pietermaritzburg.
22/23/24th February : AGM at Green Lantern Inn, Van Reenen.
9th March : Gymghana organised by the Healey Club.

Graham Cheetham.

NALIONAL CLASSIC CAR CONCOURS RESULTS

PRIX D'HOWEUR : Campbell Hiller, Trlumph TR4A (Past Wlnners Category)
LONG DISTANCE : Johnny de Lange, Austin Healey 100/6 (Kimberley)
INTER~CLUB : Alfa Romeo Club of South Africa.

CONCOURS D'ELEGANCE

S. Cunninghame Austin Nippy 59 001nts 1st
T. Young MG J2 58 2nd
A. Grant TR3 57 " 3rd
Col. Thomas Jaguar 420 56 " 4th N
J. Tenocever MG M-type 55 F 5th
CONCOURS D'ETAT

K. Moeh} Alfa Club 352 points 1st
R. Field Austin Healey Club 342 - ° 2nd
D. Cronje  Austin Healey Club 339 " ‘3rd
P. Esterhuizen Alfa Club - 331 ¢ ~ 4th
G. Fouche "MG Club ' 331 ° 140
D. Ward Triumph Club 330 " 6th
W. Rossi Alfa Club : 327 " - 7th
H. Wolmarans Klerksdorp Club ‘ 325 7 -~ 8th
T. Young MG Club 322 ¢ - 9th
D. Crawford Austin Healey Club 320 ¢ © -10th
J. Roets Triumph Ciub : - 308 % o “ 16th
E. Steele Triumph Clubk - 305 " 18th
P.Johnson Triumph Club 295 % ¢ 27th
R, de Villiers Triumph Club 271 7 42nd
J. Banks Historics Club 149 7 51st

CLUBS PRESENT

Austin Healey Club, Alfa Romeo Club, MG Club, Triumph Club, Morgan Club,
Sunbeam Club, Porsche Club, Jaguar Club, Historic Racing Car Club, Aston
Martin Club, Mercedes-Benz Club, Klerksdorp Classic Car Club, Lancia Club.

.HOW THE TEAMS WENT ON

From the best two cars : 1lst Alfa Romeo 2nd Austin Healey 3rd MG 4th Triumph
From the best 3 cars : 1lst Alfa Romeo 2nd Austin Healey 3rd MG 4th Triumph
From the best 4 cars : lst Austin Healey 2nd Alfa Romeo 3rd MG 4th Triumph

ODDS AND ENDS

Membershlps are due at R7,00. This includes P3,00 for local membershlp
_(tﬁis money will be sent on to the Centres as it is collected or at the request
of Centres). Where allocations are not taken up the money will be used for
Triumph Club’ activities. Membership is necessary to obtain the Membership: Card
which is necessary for obtalnlng the various discounts offered by the Trade to
the Club.

" All news items about Triumph Sports Cars are more than welcomed. Please help
us with material if you can. Centre Reports are particularly welcome.




