TRIUMPH SPORTS CAR CLUB
OF SOUTHERN AFRICA

DX ro. BOX 29252
MAYDON WHARF
4057

SABRINA
AUGUST 1980 VOL. 5, NO. 4

CLUB OFFICIALS

TRIUMPH SPORTS CAR CLUB OF SA

PRESIDENT : ANDREW SWAN (Oll 472787 H).
CHAIRMAN : ALAN GRANT (011 411585 H).
GENERAL SECRETARY : RENE DE VILLIERS (0ll 680-3124 H).

MEMBERSHIP SECRETARY : GRAHAM CHEETHAM (031 255411 W, 031 728942 H).
EDITOR : GRAHAM CHEETHAM (031 255411 W, 031 728942 H).
REGALIA : JOHN DOBBINS (011 664~4531 W, Oll 679-2954 H).

e TRIUMPH SPORTS CAR CLUB OF NATAL

- CONTACT : GRAHAM CHEETHAM, BOX 29252, MAYDON WHARF, 4057.
(031 255411 W, 031 728942 H).

TRIUMPH SPORTS CAR CLUB, JOHANNESBURG CENTRE

CONTACT : RENE DE VILLIERS, 207 ORDINGLEY ROAD, MONDEOR, 2091.
(011 680-3124 H).

TRIUMPH SPORTS CAR CLUB, CAPE TOWN CENTRE

CONTACT : HINCKE NIXON, 46 THIRD AVENUE, CLAREMONT, 7700.
(021 614833 H).

BORDER TRIUMPH SPORTS CAR CLUB .

CONTACT : TREVOR HALL, 11 PLYMOUTH DRIVE, NAHOON MOUTH, EAST LONDON, 5201.
(0431 23131 W).

TRIUMPH SPORTS CAR CLUB, PORT ELIZABETH CENTRE

CONTACT : ROUX VAN DER MERWE, 68 AMSTERDAM HOEK, PORT ELIZABETH, 6210.
(041 662021 H, 041 5311~363 W).

' SPARE PARTS FUND COMMITTEE

CHAIRMAN : JOHN ROETS, BOX 141, CARLETONVILLE, 2500. (01491 3545 H).
SECRETARY : DENE DE VILLIERS, 207 ORDINGLEY ROAD, MONDEOR, 2091.
. (011 680-3124 H).
MEMBER (TRs) : RICHARD BAKER, 5 ORCIVAL ROAD, ORMONDE, 2091. (01l 836-5853 H).

MEMBER (SPITFIRES, GT6) : PETER BARNES, 136 MOWBRAY ROAD, GREENSIDE, 2193.
(011 411872 H).

X TR’s « SPITFIRE « STAG + GTé » ROADSTER




EDITORIAL

Although I enjoy the use of my TR3, I also drive Helen's Mark 3'GT6,that
little car thet is based upon the Spitfire but has 2 fixed head coupe body with
opening tailgate. The car originally ceme from Rhodesia #nd I was fortungie.
enough to do a trade-in for e VW 1300 (plus a2 cash adjustment). The car had
done about 75 000 miles and was not in very good condition. Anywey, I liked
the idea of having 2 sparde Triumph thet I could use to work,but that I could
lock up whenever I left it parked in the street. So the GT6 was =dded to
the "family" end eventually became Helen's two yesrs sqo. I cannot say that
"the car has given me a trouble-free time, because I heve had #1l sorts of
problams. = Initially, I had over-heating problems, which were partly solved
By fitting the dorrect Triumph 2000 fan blade, &nd then by fitting an electric
fan from & Peugeot. Then I not problems with the differentisl - it broke up,
or rather the carrier broke up leaving the crown wheel and pinion in reason-
able condition. On stripping down it was found that the unit is not like the
Spitfire, 2000 or TR, except that the carrier from a Spitfire is Simia}r.\ We
found a Spitfire diff. and machined the carrier up to the GT6 dimensions (this
was most fortunmate) to take the larger bearings and seals. The only bit not
available locally was the propellor shaft seal which I had sent out from the
UK. The next thing to go was the gearbox. When eventually we got it
stripped I had to replace the cluster gear, reverse gear and several ether bits
and pieces and the cost was considerable - £150 in the UK.  About two months
after the gearbox was put back in the car the sngine in the TR3 blew up, so I
took. the TR3 off the road.and have been using the GT6 ever. since. (with the wife's
permissian, of course.) :

The TR3 rebuild has been most frustatipg a8 snyone will know who has carried
out one. It has taken me nearly 9 months (and two panelbeaters) to strip the
car down, sandblast and prime it, and re-weld new inner and outer sills. Alas,
no amount of gentle persuasion seems to get the job done. Meanwhile I have
collected masses of new parts and had others rebuilt completely (engine and
head,. gearbax .and ouerdrive, starter and generataor, . uphalstery, etc.). I just
~-wonder..whan.on earth. the.car will.be.on.the. read.agein... .. .Promises, promises. .

"I hope that this edifion of Sabrins will det to you & bit ‘earlier than the
May edition. Many apologies are made for the lateness, but the transfer to
JHB.. for printing and sending.out created .a.few hassles. . As the sesying goes,
we can only do our best. ' .

‘Incidently, I have received 9 years copids of Stenddtd<Triumph Revieuw
(1956-1965) which cover Triumphs from the TR2 to TR4A and up to the Mark 2
Spitfire. . There are many.interasting srticles which I hope to include in
future issues of Sabrins. ‘

Anyway, that's all from me. Enjoy your Sabrina.

Graham Chesatham
NEW MEMBERS

We welcome the following new members to the Triumph Sprots Car Club of S.A.
‘367 CHRIS BELCHER, 5 Mosega St. Sasolburg, 9570. TR3 ‘ ‘
368 ROY HAUPTFLEISCH, Box ""58, Pretoria. 00071 TR4A
369 L.A. VISAGIE, Box 6297, Oberholzer. 2502 Spitfire. _
370 J0HN AUSTIN-WILLIAMS, 2 Sirdar St., Kensington B, Randburg. 2194 TR2
371 GEOFF CHAPMAN, 2 Hamilton Crescent, Gillitts. 3600 TR6
372 PHILIP RANDAL-SMITH, Box 67177, Bryanston, 2021. TR6
373 DeH. McINTOSH, 3 Ernestine Court, 28 Tully St., Turfontein, 2190. GT6
374 DIETER MOLL, 7 Partridge Place, Yellowood Park, Durban. 4001 Spitfire
375 PETER CARRALL-WILCOCKS, Box 187, Mooi River. 3300 TR3
376 COLIN WILLIS, 84 Zeezicht, Doonside. 4125 Spitfire.
377 ALEXANDER EWING, 104 Kelvingrove, 113 Howard Ave., Benoni. - 1500 GT6
378 < PETER DE JAGER, 7 Pommern Ave.,, Robindale Ext.1, Randburg. 2194 TR3A
379 CHRIS TUCKS, 67 Empire Rd., Parktown. 2193 TR3A



-2 =

LETTERS TO THE EDITOR

This letter is taken from the current TR Action, andegiscusses-the igsud over -
Full Membership for TR7 ownerss :

(To be read in Texan accent)
Dsar Mr. Clarke,

Howdy, I recently visited your wunnerful country, and:obtéihed a copy of
this publication from a shopping bag on a pram, (I was etealing the child's
candy at the time). I would like to express my opinion upon the debate

_curréntly raging amongst your members. ‘

My niece Lucy owns a soft top TR7, and I think it's having a serious effect
on her integrity. The other day she declared she had thres speeding tickets
whilst driving it; is this possible in a TR7? Would you open your ranks to
this sort of member? If you want to humour TR7s by achnowledging them socially
then I think the majority of your members who own real TRs wouldn't object.
After all, whilst catrying the prestigious TR badge the TR7 is not recognizabls
as being "fathered by any other TR. (I know plenty about parentagc). The TR7
is mainly bought by people who if they know anything of the TR heritage seem to
offer very little towards preserving it. . After all, the TR register was form
to preserve the TR herditage and there's plenty of time for the TR7 to improve
and became part of that legend. Healthy progress and development in rallying
and racing against good competition will provide a good stepping stone towards
this end. .

Speéking of énmpetition, ma pah Jock said it was high time I bought baby
John mah son a cowboy outfit. I'm glad to say my bid for the MG plant fell
through because my front man was unsuccessful.

J.R. Ewing, Southfork Ranch, Dallas, Texas, USA.

Dear Graham,

I have a need for some advice on my TR, and decided to étart with the front
of TR wisdom in SA, to wit, Cheetham, in the hopes that you could help, advise
or direct me to someone who can.

It's about my wheels and the fact that I have just about reached the end of
the road with my car as a result of said whesels. You will recall that I was
having this problem at Bloemfontein, and now, two years and hundreds &f hours
amd rands later, it's still with me. I have 8 wheels in all (nine, actually)y—
five bashed ones, like the car was, that came with the car, and four from
another car, somewhat (but not much) better. With Rob Elliott's help, the
latter 4 were sent to Guestro, who managed to true up the flanges, and remove
major dings. Tim and I then sat douwn with a surface guage, and selected the
four best from the nine, for eccentricity, which, Tim elaims is the problem,
as balancing doeanit help. After some fiddling on my own, and swopping of
wheels, tyres, stc., I got things a lot better - almost driveable. Then 1
spent a whole bloody day with a guy from the MG Car Club, who runs a big tyre
retailer, and has a very fancy solid state balancer with digital readout,
blinking lights, and all. The nett result of all this is that the car is now
virtually undriveable from about 53 mph Wpwards. There are two wheels involved
(I think) becuase if you drive on a long level stretch the amplitude increases
and decreases, over about 4-5 minutes. When at opposites, vibration is at a
minimum.

Now, what to do? I can see two options, short and long term (and a third
sell the bloody car, and I'm hearing that rather rapidly, as I can't currently
afford the time to fiddle). : !

Option 1: What in your opinion are my chances of getting two GOOD wheels
(discs) anywhere? That run true, and are round, not eccentric?
. Do two NEW TR whesels lurk somewhere in a Leyland bin?
Option 2: Could the Register import four wire wheels for me (or otherwise ob-
tain?) I believe the original’ equipment was 48 spoke, and as
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I don't race or hammer the car, these should do. I have the original rear
axle with wire hubs, and sst of front splined hubs, which I assume can be
fitted to my existing drum-braked fronts., Do I assume right? UWhat would
be the approx. cost landed here?

Graham, that's the problem. It IS now serious, as my once boundless
enthusiasm for TRs is taking a knacking (this has been an uphill rebuild
all round - my paintwork is now cracking due to my friendly Spraypainter
having screwed that up), and for starters, I can't (or won't)drive the car
to Verwoerd in October if I can't sort this out.

On the brighter side, mechanically the car is running very sweetly indeed,
and it seems a shame to be stymied by a problem like this.

Thanks for the latest Sabrinas, read with avid interest as ususl. Re
spares, Shatterprufe Safety Glass Co., (Plate Glass Industties are their rstail
outlet) advise me that they have 5 TR2/3 windscreens in stock, part no.5101.
These should be ordered via PGI by anyone who wants ona. They also havexthe
patterns and moulds, and have promieéd it will not be destroyed, so that if
necessary, another batch of screens could be manufactured.

Locally, Rob Elliott is proceeding with his rebuild, as is Barry Dix-Peek,
Both are really major jobs, and will be a long time yet. Cars on the road
are still few and far between, howsver.

Graham, I should greatly appreciate hearing from you re. the wheels, and
any advice will be welcomed.

Roux van der Msrws.

Editors Comments: Can anyone help Roux with 2 new rims, or 2 second-hand rims
which are round and not buckled? If so, please contact Roux at the address
given on the title pagse. It would be a tremendous loss if Roux could not
make it to the Nationals for the sake of these wheels, so if anyone can help,
please do.

TURBOCHARGED TRS

You will note from the article by Alec Pringle on the Turbocharged TR8 of

ADA Engineering that the trip to Le Mans in June was not a complete success,
They would like to enter the car in all the major long-distance events in 1981
which count towards the World Manufacturers Challenge, but they require further
"practice" this year to complete their development programme. For this reason
they have written to ub here in South Africa to see if we can get them sponsors,
for them to come and enter the Wynns 1000 at Kyalami on 1st November. They
require £8000 split between a maximum of four sponsors by 31st August. Alan
Grant is trying his best to get the cash in Johannesburg, but if anyone can
persuade Leyland SA to put R16 000 behind the TR8 (remember the same basic en-
gine powsrs ghe Rover 3500 and Range Rover), then contact them, immediately.

In any case, we are gning to try our best, so make a note in your diary to att-
end the Wynns 1000 to see the Triumph TRS8 Turbo in action.

Graham Cheetham.



PRESIDENT'S PERSPECTIVE - AUGUST, 1980

If you were to embark on cleaning your car properly, you might socon despair that
the task you had undertaken was never-ending. You start by doing the 'week-end
job!' of the average (or perhaps it is asbove-average) motorist - squirt and dry-
off with gccasional attention to that resistant circle of guano, By the time

the polishing is over, so is the week-end because this is no ‘'zip-wax' polish,
this is polish plus liberal amounts of elbow-grease which extends round the
corners and into drainags gutters. When the next week-end has been consumed by
the carpets, wheels and tyses, grille and chrome-work and you haven't even

started on the wheel-arches, upholstery and soft-top, the coach~work alrsady

needs anpther 'squirt and dry off', some passing dog has laid territorial claim to
the near-side rear wheel, and you still haven't fixed anything. So you decide

to leave the exterior till the end, and concentrate on the inside which, to your
sudden desperate realisation, also includes the engine.... When one enters for.
a concours event, the cleaning progremme also has to cater for a trip to Pisonder-
waterfontein to get that original screw that holds the number plate light cover

in placs. . —

Thus it is that our congratulations (and thanks) are extended to all those who
represented the club at the recent National classic Car Concour in Benoni. It
really is a case of 'it matters not who won and lost, but how you played the game!,
and just to be entered and get there is an achievement of the firs{ order. How
Campbell Miller has managed to achisve the top award three years fthe average life
of a plastic) in a row, defies comtemplation.

These sort of activities are unfortunately beyond my reach at the moment = our
triplets (all girls) were born on the 19th June, and would leave a 'charrin-up
rebuild! standing, in terms of man-hpurs of attention end Johannesburg's black
population combine cars and scooters with aleohol to pravide more fractured bones
than a budding orthopaedic surgeon can handle in more- khan 100 hours per week.
"If I had enough time to take the battery out to charge it, I could at least go
round the block in the TR,

The sad news on the ilnternational scene is that the TR8 failed to race at Le

Mans- defeated by a lack of time and money and the qualification regulations.

It seems that the main problem was a gearbox/transmission vibratiom which preventes—
the car from being driven over 170 m.p.h. Although the engine would have taken

it way beyond that. .

The insurance proﬁlem is still being researched so therse is little to report in
this issue axcept to say that the insurance companies believe in 'safety in
numbers' and-we might be able to combine with other one-make clubs for a rsalis-
tic group policy. '

Andrew Swan, 25 Northwold Drive, Saxonwold. 2196 Tel.Nos 472787
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THE SIMPLE TALE OF A SUCCESSFUL REBUILD (PART 3 GONCLUSION)

The saga continues.

Bear in mind the fact that you are going to fasten your oil breather and
clutch slave tie rod in with the sump bolts, and that these jobs are far, far
easier done on the bench than under the car. The voice of experience talking
againl!! My car had a blanked off o0il breather on the block. This again was
the Vanguard motor, which had been originally very carefully put together with
its high port head and hot cam, so I assume that the breather trick was not
done willy-nilly, and that I won't blow too much o0il out elsewhere. With the
car still at low mileage, it is difficult to say.

Some engines have an o0il feed pipe to the distributer and rev-counter drive,
mine of course did not. This seems: 1like a good idea to me - I'll be wiiting
in a few months time a post mortem on what has brokenj this is the sort of thing
that might get featured. ‘

Fan. Don't put the fan on until the engine is in the car. It is nothing
short of an infernal nuisance, and can get damaged as well as in the way during
the operation, Unless you are an originality freak, don't put the TR fan on
anyway. There are two reasons for thiss- _

(a) When you bottom the car at 60 mph at the bottom of Bezuidenhout Street,

and the fan lurches into the radiator, a metal fan does & lot of damage.
(b) A TR fan has no aerodynamic structure whatscever, and is about as much
©+  useras ah umbrella in the Karoo.

, Your overheating problems at noon on Market Street stem from the fact that un-
like just about every other car on the road, the TR fan on the end of the crank
turns at engine speed and instead of working the water pump at the correct speed

is in fact not able to rotate the pump fast enough. My car has a Cortina fan

of 12 blades which helps a bit, but general consensus is that the asymmetrical
BMW fan is easier to fit and much more efficient. My first attempt was a Mini
fan which has several million blades, but those are designed to push the air back
whence it came and therefore less use than a TR fan in this instancs.

If you can stand the sight of fhoae razzy buttons on your dashboard, then a
Kenlowe fan beats all; if you drive a TR6 you probably have one anyuway.

Water Pumps. What you do here is leave well alone. As long as it is lined
up with your other pulleys before, and those have not been moved, do not tamper
with it, just treat it as a sacred area and put it back. For someone gave me a
brand new one in its S/T packet - right part no., the lot, minus pulley. I took
the pulley off the old one, using a puller and it turned out to be about 3 thou
bigger that the shaft of the new one. I put it back on the old one and sure
enough, it was now 3 thou too big for first as well, and did it rattle! So I
packed and shimmed it and stuck it back on the new pump and tightened the front
nut down hard. In so doing this altered the clearance at the back of the pump
(should be 85 thou betwsen impellor and backplate).

The first time I ran the engine, water flowed copiously from the gland - nippy
swesties, So now to remove the pump - not so easy with the engine in the car,
and wondering if, just by pulling the pulley off the old one, I had loused up the
gland on that aS‘well. Fortunately this turned out not to be the case, and all
was fine - after I had had the pulley out, and pushed so that it was once more an
interference fit on the shaft (cost R15). |

Since all of this, of course, the JHB Centre has acquired a stack of tractor
water pumps at R15 which are exactly the right thing........(SOLD-0UT)
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Just for kicks we did the gearbox as well. This to me is still a jumble
of cogs and things and I am grateful to Dick Hassall for guidance.in this
' department, Even though I have had every cluster in the box to pieces and
fondled each ¢irelip lovingly, I am still bemused as to houw you get them all
to mesh together at the right time, and what they do. I think, if you are
a rookie as well, considering your first gearbo®y get some outsids help.
Get a big, clean sheet on the floor as well. This is good for when those
little balls leap out at Mach II and try and lose themselves. From my limited
aspect, here are some general hints:-

Write down what happens at each stage of the dismantling précess, Label
each part, give it a north and south, and note down whether they face front
or rear (this is especially for those funny spacer washers that are not quite
symmetrical), Count the number of needles that fall cut of the shaft, make
sure they are all the®g,take them to your bank and put them in a safe deposit
box until nesded. Assemble the gearbox in the EXACT reverse order you took
it to pieces with., Replace all bearings and oil seals, You need to heat
the bearings in oil to get them onto the shafts. Replace all synchro cones.
If you find a first gear, in any condition, grab it, it will probably be
better than yours. Don't figure on putting an overdrive on a non-overdrive
box. Phone Lourens Erasmus or Richard Baker and get the dope on putting a
Triumph 2000 box in - synchro on ¢bur and o/d on three (} ed) - lovely., Don't
~try and mix TR4A gearboxqs with earlier ones. They are different in every
~detail that being basically the same allowg. In the clutch department, don't
forget to consult the TR Register buyers guide, a new pressure plate from the
right place costs less than a reconditioned one from anywhere else (wish I'd

known),

There are two ways to fit the clutch slave mounting flange: look at it
carefully in order not to get it the wrong way round. I have played the game
as well and it costs a loﬁ of unnecessary messing about.

By now you will have ¥probably found a crack in the cylinder head betwesn pots

2 and 3, We had three out of four heads like that in our garage, two of which
were pushed bqn& into service, as the cracks could not possibly allow any con-
tact between water and engine gases.

Had I known that not only were valve guides available (Ferguson) but that
they cost less than R10 complste, I would have done those as well, One gets
so used to chasing after racking horses that it never occurs to enquire after
the obvious.

When it comes to fitting manifolds (by now you should have exhaust and
downpipe bolted together after shot blasting and heat resistant painting) bolt
the two manifolds together before fitting to the car. This should be done
after the engine/gearbox installation,but before the body is fitted. Try it
after the body is fitted.

I had my inlets (the manifolds) bead blasted then polyurethane varnished,
the finish doesn't look half as good if they were ohly blasted, but I reckon
they will be more resistant to oxidation and easier ¥o keep clean in the long
run, if not the job for concours, i

There is no way you will get hegt resistant paint to stay ah your exhaust
manifold, even when sand blasted, without the application of heat resistant
undercoat, This I know from bitter experience, but it was a fase of devil
and deep blue sea, for I coutdn't find heat resistant primer whywhere. If
you are the sort that goes for jazzy stove enamelled manifoplds, keep away from
friends 1ige® mine who are inclined to leave 1308 over the engine the first
time it is fired up; this could result in shattered stove enamel -~ once again,
nippy swesties,
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If you are using a Ferguson gasket set, don't be dismayed when you find the
exhausts don't fit; others have trodden the path befors you. In fact, the
more I think about it, the more I say steer clear of Ferguson gaskets; we have,
as you know, access to other sources through pur club members.

One of the carburettors is equipped with a small hole underneath it, drilled
and tapped to take the advance-retard pipe. The other one just has a small
blanked hole. Life becomes a lot easier if you find out which is which before
installing the carbs, and sven starting it down a couple of threads. Depen—
ding which carburettor has the right hole, you will be able to lay the advance-
retard pipe round the back (original position) or front (non original) of the
block. This will depend upon whlch carburettor you have rebuilt as the left
hand onej in my case it was the wrong one.

Connection of the throttle linkgges is one of those crowd pleasers best
performed when the children are out of earshot. There are more combinations
than in the jackpot, with of course only one correct solution. Suck it and
see, There is (and this really comes later) a pin through the lever arm
attached to the end of the accelerator pedal assembly which is prone to failure,
usually gt a critical mament like when you are just about to blow off a mopad
at the lights; now is the time to replace it. This came very esasily my wa
I simply drilled a new hole through the shaft and collar, and, having just run
tvh bit through, accidently broke: it off leaving a hardened steel pin of
exactly the right diameter wedged firmly in place. One in the sye for Murphy.

So now you have the engine in and just about complete. Have you connected
the earth strap from engine to chassis at the front right engine mounting?
Now is the time to sort out all the odds and ends that are difficult once the
body is in place, like a free moving hand brake mechanism and the installation
of the exhawst. clamp at the back of the gearbox. (There is a very nice des-
cription of how to make such an animal in "TR Technlcalltles" of which Richard
Baker has a copy).

Having pressure tested your radiator with the garden hose (ain't 50 psi
enough?) and soldered up the leaks the new hoses you have just bought can be
connected to the radiator which is now loosely in place. Naturally. you put
the clamps on the hoses before putting the hoses on thes radiator......Remember,
as you tighten up the clamps that the next time you will do this the body will
be on, so leavg.them oriented in such a way that you will then be able to get
a screwdriver to them. Since there may be occasional water near the clamps,
I painted mine liberally with polyurethane varnish to prevent rust, although
re-earlier comments about the rust-proofing qualities of this agent, I think
a squirt of Liquid Grease or Chain-Lube (for motorcycles) would have been
better. It is worthy of mention here that the steel joining tube in the
bottom hose will almost certainly be badly corroded and should be replaced.
There is another fabulous story in $fR Technicalities" about this as well, to
bear me out, describing contact between thig hose and a track rod. You have
been warned,

If the bottom two radiator bolts give you trouble, you have my sympathy.
These must go on before anything else, with lots of light oil and a heavily
offsst 9/16 ring spanner, Don't get smart as I did, and fit the radlator
guard pan bsefore doing these bolts - it's not possible.

And now the body. My engine compartment was sprayed with polyurethans
before the body was placed, to see if it is any more resistant to brake fluid.
It isn't, it is less if anything. All the pld earth tags that had been sprayed
over wers removed to leave a ghastly mess underneath, but it was a consolation
that at least we knew where they should have been, which helped the location
of the harness considerably,



-8 -

Now is the time to strip the pedal box, remove all the g8plidified grease,
and put it back together again in good working order. It is easy, if not
straightforward, to dismantle, and well worth doing, and then position it
before mounting the accelerator; it is hard to do these in the reverse order.
You are now in a position to locate and pin the first throttle linkage and
lever - with the body off it is easy to do a good job on this; with the body
on it is exceptionally difficult,

Before you go much further it's a good idea to put the body on the chassis,
All of a sudden you will have much more room in your workshop, and you feel
very disinclined to take it off again when you remember that you never had a
photograph of the complete rolling chassis. With photographs, you can be
real flashy and cheat a bit if reguired; for exampléT‘spraying the thing with
a hosepipe leaves thousands of water droplets that catch the sun and make it
look very pretty. And never pose with your creation wearing overalls. It
looks incongruous. A clean dust coat and white gloves are the answer, with
tools laid neatly in the foreground. You're going to live on this for twenty
years on bar stories. so make it realistic, "I built that car with just four
Spannerg. There they are, on the picturs", PREPARE yourself for it,

When mounting the bddy get all the nuts and bolts located before finally
tightening. This may sound obvious yet I forgot to place the rear bumper
brackets and supporting bolts until everything was firmly battsned downyand it

From here on things are pretty straightforward. It's just a question of
bolting it all back together, Rear wings it seems, like to have their back
three bolts taken down first, after which the rest is gently bent to line up
with the remaining holes; at first, it will look like ip was never meant to
fit your car, but don't be too perturbed about this, and don't forget to have
the stondyuards ready to fit once you start in this area,

When you fit the wiring harness, connect up the instruments first, The
easiest way is to mount the dashbqard, having first removed the centre panel
and thdroughly cleaned the bolts that hold it in, Having connected all the
wires you can angle the céntre pangl,and shove it through the dashboard from
behind, which enables you to do all the niggly wiring in comfort and daylight,
- For those keen on standing up in hammocks do it the other way and locate the
harness first, leaving no access under the dashboard, This will remove what
is left of the skin on_your knuckles after fitting the rear wings.

dashboard, allowing all your panel lights to work. He also assisted in the
horn/indicator switch assembly shop. Unfortunately his services are no longer
available and thersfore the only alternativeg is to solder earth tags onto a
wire and earth sach indipidually, This only takes an hour to do and is good
for the ulcer,

Regarding the horn/indicatur switch, which needs all its internals cleaned,
deft fingers are required. This is a job for qualified seaplane mechanics
only, and sven 80, should be performed over a large clean surface, (eg.News-
paper on the lounge carpet), The unit, on dismantling, will self-destruct
like a dum dum buklet as:you tenderly ease it apart in its final stages,

Swear loudly and fluently to attract the wife's attention, as she is your sal-
vation here, Using the short neat movements of a dressmaker's fingers,
backed up with racks of female logic she can probably reassemble it with nary
a glance at the manual, We of the stronger sex tend to grip this piece here
with vice grips and tuwist that piece there with pliers: I have seen two such
pieces thus shattered, one of them unfortunately, my ocwn,

R
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Then you have to feed the four wirss from the switch back down the stator
tube. These are worthwhile replacing as the- wire sheaths tend te go brittle
at the bottom end causing an untraceable system failure, or the hprns to go
off while you posing in the paddock at Kyalami. A friend and myself, spent,
literally five hours trying to push those wires down the tube before we found
the solution, which is to solder the wires to a single wire, which you pull
through the tube, then break the solder. Takes about ten minutes (allowing
5 for the iron to warm up). Said friend did not however, learn by this
exercise that pulling is better than pushing. He spent half an hour trying
to get his 3A half shaft out with a puller before realizing that all hevwas
doing was in fact pushing it in{ Make sure you get the olive at the bottom
of this tube the right way round, or, as I did, you will destroy the brass

nut that seals the whole thing onto the steering box. Bring on the "Pratley's".

Those of you who are blessed with proper glove compartments, unlike my
first car which had a lockable hole, should treat them with respect. I feel
that at this stage of your car'’s life, it is a good idea to put a bracket bs-
neath the box to assist the distribution of load when carrying, for example,
loose change for the parking meter. For when the glove box does, in fact,
decide to tear away from its support screws, discharging sundry gearbox spares
and greasy wheel bearings onto your escort's evening dress, it will be your
first love, the car, that gets the blams. And on the subject of lockable holes,
the sad news is that when door handles come back from chrome plating the locks
will be seized solid, thus making your car easy prey for those car thisves
who baulk at the idea of climbing over a door rather than opening it.

From golve boxes to door pockets; mine were made up from two halves of
a plastic oil container, covered in vinyl, although I guess you cound raid
the wife's Tupperware, if you wanted a tidier looking job. (This could
cost you points at concours .....)

Having finally installed the rear upholstery was the time to find that the
tank sender didn{t work., Out with all the ‘upholstery again. Tuo reasons
for this failure were apparent:-

(a) I had overloaded it during testing, and burnt a wire.

(b) It was the wrong type of sender.

All Smith's sendsrs look alike, apart from the floats, otherwise they ars
all the same. Wrong. Everyone I laid my hands on was designed for installa-
tion at the bottom of the tank, and read 1/3 full when full and full when
empty. I figured that a speedometer in furlongs per fortnight would have
been more use. For those who are interested, the following are the facts
about it all:

Current at full scale deflection = 200 ma

Current at tank empty = 60 ma

Resistance (guage and sender) at full scale deflection

Resistance at tank empty

Resistance range of sender = 1 - 140 ohms

Resistance of guage = 60 ohms
These figures were measured on a not-to-accurate multi-tester, but ars good
enough for the purpose of this exsrcise.

60 ohms
200 ohms

By bending the sender «arm to the other side of the unit, the problem of
inversion could be overcome, for the west, a resistance was put in series to
raise the sendsrfs resistance to give 200 ohm (max.) and 120 ohm (min.)

(Guage then read true empty, but not true full). Fuel guages are really
milliammeters and come in two types - bi-metallic strip and moving iron.

The latter typs has .a needle that flefs: about all over the place, and may, un-
like the later unit, be recalibrated by your friendly local Swiss Master
Watchmaker, They all have an internal resistance of 60 ohms and must always
be in series with the fuel guage tank sender unit when testing the latter;
otheruise current will flow too high and may damage the sendsr. (In my case,
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of course, this is what happened). Havidb learned how to resolder my in-
correct sender unit, I really began to regret slinging away the proper
original one for the mere fact of a broken wire inside it. What's more,
the replacement sender did not have a big enough resistance range to give
full scale deflection on the guagej What goy;s whak joy «sose

Door trim came off a 1750 Alfa in a scrapyard at a cost of R5 for the
complete Alfa trim. There was easily enough to salvage good materidl for
about 4 TR's. This compared favourably with R27 quoted for 2 metres of
similar stuff (but not velvet backed) from a well-known Johannesburg
upholstery supplier who preys maliciously on restoration enthusiasts. It
seems likely that the 0ld Car Shoppe on Jules Street (Malvern) will soon
be carrying hoods, tonneaux, and upholstery odds and ends at a slightly
more realistic price.

Windscreen rubbers were replaced (what fun!) much more easily in the
presence of spapy water and the lower one was put on, gelieve it or not, back
to front, The flange at the top of the rubber that locates in the frame is
not perpendicular to the rubber., . The way to set it up is so that the rubber
slopes towards the back of the windscreen, not, as seemed logical to me, to-
wards the front.

All the screws that held the windscreen pillars to the screen were of odd
threads and generally sloppy, so in desperation, the holes were tapped (with-
out re—drllllng) to 3mm, and 6 x 25mm countersunk nickel plated screws were
fitted.

. Thus we neared the end of the project. It would be nice to think that
ahe day spmeone might precis this screed down to 2 pages, and add further
comments of their own.

Meanwhile the sage Miller, Steeles, Swans, Wards, de Villiers and Grant'y
of this World sit back and nod their heads Knowingly., "Ah yes, 1 can remember
having a problem with that" they say - when quizzed remorselessly.

I hope my narrative has been sufficiently controversial to raise their
interest and spit out a few knucklesavers of their own, by which others may"”
take comfort,

- A thing of beauty is a joy forever -
- In vento noli urinass -
John Musty.

A _QUICKY

Trade Relations (Pty) Ltd. of Pinetouwn (Tel.031 72-6292) offer 50%
discount on repairs and products to ZF gearboxes and all propsllor
shaft problems, Speak to ex-TR owner Terry Stacey at the above
company. The address is: 26 Malcolm Road, wgstmaéq, Pinetowns 3600

LATE ARRIVALS:

NEW MEMBERS:

D.J. Hattingh, 30 Kei Road, faramere, Benoni. 1500
S.V, Van Reenen, P.0. Box 15,"Garies, 8220

K. Blair, Address as Yet Unknouwn.

C. Sauermann, P.0. Box 221, Germiston. 1400

B. Gray, 51 Conyngham Avenue, Durban North, 4051
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TRIUMPH SPROTS CARS AT LE MANS
1964 LE MANS WyrH TRIUMPH SPITFIRES

Watched by almost half a million spectators, a special racing version of
the Triumph Spitfire ran for 24 hours at Le Mans at an average speed of over
100 mph excluding pit stops. Lapping the eight mile circuit consistently in
well under five minutes, the car attained speeds of up to 136 mph on the fast
Mulsanne straight. This was the car's fist appearance in competition.

Driven by David Hobbs and Robbis Slotemaker, the Spitfire completed 271
laps, a total distance of 2270 miles (3659 kilometers) and was the second
British car to finish. . It was also placed third in its class and 21st over-
all, in an event which excluded the world's fastest sports cars and all the
top Grand Prix drivers.

The other two Spitfires were both eliminated by accidents., The car driven
by Mike Rothschild was thrown off its line by the slipstream of a larger car
in the second hour, while the Spitfire drivea by Jean-Louis Marnat hit a barrier
in the 13th hour after the driver had been overcome by carbon monoxide fumes.,
He had holed the rear of the car after spinning on a bend four laps earlier.
Neither driver was seriously injured.

The Le Mans Spitfire was powered by the normal production 1147 cc engine
fitted with the Stage 2 tuning kit which is now becoming available throughout
the world. Mr. H.G. Webster, Engineering Director ¢f Standard-Triumph,
commented "It was unfortunate that we lost two cars in accidents, but both
cars were recording performances similar to the Hobbs-Slotemaker entry when
they went out, We are most encouraged by the car's performance particularly
as we experienced no mechanical trouble whatsoever. We now have eveyy hape
of a successful’ future in racing for these cars during the rest of the season.
It is interesting to reflect that the performance of our car was almost identi-
cal to that of the 3 1/2 litre car which won the race in 1951".

~ The next event for the new car is again in France, this time at the famous
Rheims 12 hour race. '

1965 LE MANS WITH TRIUMPH SPITFIRES

At 4 pm on Sunday, June 20th, the fourteen survivors of the grueling Le
Mans 24-hour race flashed over the finishing line - and proudly among them
were two Triumph Spitfire GT entries, smallest capacity cars to complete the
test, and to add to their laurels they came 1st and 2nd in their class (cnm—
bined classes 7 and 8, 1001 - 1300 cc) and 5th and 6th in the GT category.

Thus the tiny Spitfires upheld the reputation made in 1964 at their first
appearance at Le Mans, and proved again their ability to withstand the same
punishment as that meted out to the bigger and more powerful Ferraris, Porsches
and Cobras,

Four Spitfires started the race, but in the very early stages that driven
by Peter Bolton and Bill Bradley blew a gasket on the Mulsanne straight and re-
tired; a result of a series of misfortunes which began when the preceding
Wednesday night practice was withdrawn following a heavy storm, and the
installation of a new engine in the Spitfire only a few hours before the start
of the event.

Robbie Slotemaker, sharing the driving with David Hobbs, lgst the chance
of repeating his finishing run of 1964 Wwhen he spun off at 110 mph at White
House Corner on the 73rd lap and completely wrecked the car. Fortunately he
was not injured,

This car was doing extremely well until the accident, and David Hobbs tells
of the keen competition between himself and the MGB which lasted for the best
part of his two-hour stint at the wheel.

The sturdy Spitfire held the 1800 cc car very well indeed and at the half
way mark was only seconds behind. By then 24 of the 51 starters had retired,
but the two remaining Spitfires were well and truly eating up the miles.
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Slotemaker had slipstreamed the MGB down the Mulsanne Straight and after
83 laps - seven steaming hours in scorching weather conditions - the leading
Spitfire was directly behind the Rover-BRM. UWhat a feag for the 1147 cc
Triumphs.

It was the extreme heat of the 24 hours which brought with it tyre prob-
lems in every pit. Far the Triumph team, however, these were minimal only
one tyre change being necessary for each of the two cars, and on the rear
wheels alone.

No water was added to either car, no brake fluid was required, and there
wers no brake adjustments necessary.

All the drivers paid tribute to improved handling fo the cars. David
Hobbs adding that over White House, the top near corner, 7000 rpm were main-
tained and he was able to take the corner "flat out" in top. The Esses. wers
negotiated more rapidly, and his own best time was six seconds faster.

Bill Bradley confirmed the improved handling of the Spitfires{pointin
out that it was commonplace to hold or even overtake the Ferraris on the @ffi-
cult bends, especially that leading to the Esses.

First "home" of the Spitfires was number 60 driven by Jean-Jacques Thuner
and Simo Lampinen - both making their debut at Le Mans. They completed 273
laps of the 8,36 mile circuit at an average speed of 95,07 mph - a distance of
2282 miles, slightly further than last year.

Car number 54, driven by Claude Dubois and Jean-Francois Piot, averaged
91,24 mph over 262 laps (2190 miles).

Best time for the two Spitfires was David Hobbs' 4 minutes 48,9 seconds,
equivalent to 104,2 mph. At one point, however, the Spitfire topped 133 mph
as it followed two Cobras and a brace of Porsches along the Mulsanne Straight.

So Triumph added Le Mans 1965yto the growing list of Spitfire successes;
and all with a car based on the Stage 2 tuned version of the popular two-seater
* sports model selling throughout the world.

1980 LE MANS WITH TRIUMPH TR8 TURBO CHARGE

Firstly, thanks to all those of you who have suppoFted the TR8 - yithout
you, the marque TR could nét have returned to Le Mans.  Secondly, my personal
apologies for the lack of success., Despite all the efforts of the team, the
TR8 fialed to qualify for the r#ice - defeated by a lack of time and money, and
the qualification regulations. Thatts sthe bad news. The good news is that
the car works - the concept works, the Janspeed engine is devastatingly power-
ful and next year the car will be back with a vengegnce. ‘

As many of you already know, the TR8 falled to race at Silverstone - the
11th hour non-appearance of its Bri§ish gearbox necessitating a change to an
American box, requiring one-off bellhousing, new linkage, prop, diff, etc. -
the changes could not be completed in time. Sheer lack of funds restricted
subsequent testing to a minimum, using a lower-powered test engine. The full-
house Le Mans motor was completed only at the last minute, Jan Odor working
miracles,as special engine components were delivered late by his suppliers.

Anyway, Sunday June 8th saw the team depart for Le Mans via Brittany Ferries'
excellent Portsmouth-St. Malo crossing - the TR8 in its transporter, chief
mechanic Nick Topliss and his ‘mechanics Bruce, John and Pete; saloon racer
Martin Pearson and his crew Ruth, Andy and Barbara in their gigantic motor=-
home (a fabulous support vehicle); Diane Makins and myself leading the convoy
in her TR4A. Drivers Ian Harrower,John Sheldon and John Brindley (replacement
for chicken-poxed Mike Wilds) followed later. From then on it's all a blur.
Convoy to the circuit, the Ibec motorhome joining us, arrival at the circuit,
where the Group 6 Ibec and the other half of ADA were already installed, and
then endless setting-up and preparation for Tuesday scrutineering. Inevitably,
the scrutineers found a few points to argue over, keeping the mechanics busy
far into the night; but the crowds loved the TR8 - towed into the town centre
scrutineering by Diane's red TR4A, the ultimate traffic stopper.



- 13 -

Wednesday®s unofficial practice session revealsed a number of problems -
faulty wheel rims causing handling problems, despite Dunlops considerable
assistance with tyres, and a tremsndous vibration from the gearbnx/propshaft
causing the car to jump cut of top gear. The mechanics made fantastic
efforts to improve the car, working through the night in atracious weather con-
ditions, and by Thursday qualifying the Randling had improved dramatically.

But to no &vail - the gearbox problem remained unsolved and the car could not

be driven above 170 mph, although the engine would have taken it way beyond
that. The car was improving all the time during qualifying, and another hour
would almost certainly have seen the TR8 in the race - it was that close. If
only the funds and the component suppliers had allowsd a couple more days test-
ihg before Le Mans. In fairness, ADA and Janspeed did their job - the problems
all came down to outside suppliers and sheer lack of funds., As you will ses
from the photos the car looked terrific, really mean, and its rather vivid

gresn paihtwork was certainly different. (You will have to try and get hold

of the TR Action that this article was taken from to see the photos, nimber 42,
Summer 1980 - Ed). The sound of the engine was somethinp else - a stupendous
shattering bellow, absolutely distinctive; the BL rally V8s sound like Fiat

500s in comparision. The power of the sngine was such that it destroyed a
triple-plate Formula 1 clutch in 25 laps - mors power than anyone had dared

hope for. So now the plan is to race the TR8 in a couple of Group 5 races

this year, whilst development continues and sponsorship is sought for an assault
on the World Manufacturers Championship and Le Mans next year. There is no”
longer any question as to the car's ultimate potential - it will be able to take
on the 935 Porsches with confidence!!

I don't know how many TR Register cars madé it to Le Mans,but wheresver one
looked there was a TR or a TR Register member = quite incredible. The boost
to the team's morale was immearurable; there wasn't another car at Le Mans
which commanded the same loyalty as the TR, its team, and the Register = and
you can all be very proud of that, and of the herovic attempts of the drivers
and the mechanics to qualify the car. No-one could have tried harder. Thanks
again to all the supporters, and all those who helped behind the scenes = par-
ticularly Miriam, John and Brett at Interimprint who helped endlessly on the
publicity and secretarial side, and Chris Yates-Smith for his promotional assis-
tance. I hope you all liked‘the sweaters etc. - apologies for delay in des-
patch of some (difficulties in obteining sufficient black garments), and sorry
to thoss whe ordered too late - Chris had to call a halt the week before Le
Mans as the limited edition was becoming unlimited.

The results of the race, incidentally, were Jean Rondeau's Group 6 Rondeau-
DFV in the 1st place,followed by Jackie Ickx in the Porsche G6/80, another
Rondeau-DFV in 3rd and the WM-Peugeot in 4th. Alain de Cadenet finished 7th,
highest placed British entry, and the Porsche 935 Turbe in 8th led Group 5.

Alec Pringle.
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SECOND NATIONAL GATHERING, HENDRIK VERWOERD DAM

This will be the last report before we get together for the Triumph Sports
Car Club of SA Second National Gathering over the long weekend 10-12th October.
For those who have not already booked, and have decided to come along, please
contact me, Graham Cheetham, for accommadation. If you decide to come on spec,
there is always the Hendrik Verwoerd Dam Motel and there is also the campsite.
You will hot be disappointed.

But first of all let me list the bookings that have been made, so that if
there are any problems I can get them sorted out.,

‘3—Bedrodm Holiday Houses

House Name & No. Occupant(s) . No. Adults No. Children Garags
Fisant 5 R, de Villiers 2 2
Kraai 4 D. Heath 1
Kraai 6 J. Dobbins 2 2
Kraai 7 Co Millsr 2 Yes
Kraai 8 F+ Perryman 2
J. Gant’ 2
Eend 2 R. Hansson 2 2
N. Harty 2
Loerie 3 E. Steels 2 1
Loerie 4 C. Prinsloo 2 1
He. Kruger 2
Loerie 6 I. Carlson 2 3
Loeris 8 "No. Whitford 2 2
Loerie 13 G. Cheetham 2
) J. Liddelow 2
H. Lourens 2
Loeris 11 G. Harvey 2 1 Yes
M. Weston Yes
Loerie 17 A, Swan 1
Loerie 21 L. Walton 2
Loerie 23 C, Ferreira 2 Yas
Loerie 5 P, v.d, Westhuyzen 2 1
Loerie 25 H. Fairley 2 2

Luxary Réndavels (1 to 6,8 persons, 7 to 14, 5 persons)

Rondavel No. Occupant(s) No. Adults No. Children Garage

1 J. Roets 2 3
2 D. Lugg 1
R. Ingleby 1
P. Ellis 2
6 B. Morritt 5

7 Ge Turner 2 2
, T. Hall 2
8. Ce Hunt 2
A, Tweedle 2

13 Res v.d. Merwe 2 Yes

N

T. Robertson Yes

Two ather entries have been received, but will be staying at other accommadation.
The following statistics may be interesting to someone:

CENTRE TR2/3s TR3/3As TR4/4As TRS5/6/7 SPIT/GT6 TOTAL
Johannesburg 2 7 ; 3 4 1 17
Natal 1 4

Cape Town

Port Elizabeth 2
East London
BLOEMFONTEIN

1
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I am expecting a number of late entries.

The programme for the Weekend's events will, I hope, be as follows although there
may be some changes before October.,

Friday 10ths: Arrive. A braai evening, so bring your own meat and poison with

you,

Saturday 11th: After breakfast we shall have the Concours d'Elegance, which will
probably continue till the early afternoon. The judging will be
based upon the same set of rules as at Mazelspoort, In the after-
noon, there will be a trip by boat up the Dam and in the esvening
we will be at the Hendrik Verwoerd Dam Motel for a dinner.

Sunday 12th: After breakfast, the JHB Centre will organise a driving test. The

afternoon will be free, but a meal will be organised at the Motel in
the evening (a spitted sheep, if possible) and the prizes will be
awarded.

Monday 13th: Depart, Bon vovyage.

The following contests will be awarded prizes:
Concours d'Elegance: Class 1, TR2/3s with drum front brakes
Class 2, TR3/3As with disa front brakes
Class 3, TR4/%As
Class 4, TR5/6/7s
Class 5, Spitfires/GT6s
Class 6, Stags
Car of the Day Trophy
Classes will have a minimum of 3 cars in them, although everyone will be
eligible for the Car of the Day Auward. ’
Driving Test, .
Combined Concours and Driving Test.

One of the things that is always nice to . have is sponsorship. If anyone
can obtain sponsorship, in any form, for the National, please try. Mike Weston
has one or two ideas up his sleeve and Christo Prinsloo has suggested he mlght
get a petrol sponsorship.

REGALIA.
The National Gathering is just around the corner and every effort is being
made to ensure a good selection of Triumph "Goodies" are available at this event.

In the pipeline are vitreous enameled metal bumper badges and key rings in
the classic image as it is felt the plastic world around us today does not suit
our classic vehicles. Other items which will be available include T-shirts
and beer mugs.

As you all will appreciate the regalia situation in our Club is very much in
its infancy and what is needed are ideas and contacts so that a suitabge service
can be provided to the Club members. Please pass any ideas and contacts on to
me as they will be much appreciated. Ride well,

John Dobbins, 55 Barnard St, Florida Park Ext.3, 1710.
Tel. No. 011 664-4531 (W), 011 679-2954 (H).

PS I have got superb commemorative plaques being made by Norman Ewing
for those who enter the Nationals at Hendrik Verwoerd Dam. These
lars only available to those who enter,

ANGTHER QUICKY

You probably spotted the deliberate mistake in the last Sabrina on the
distances to Hendrik .Verwoerd Dam. The figures stated as km are actually the
distances in miles. Thus, to Hendrik Verwoerd Dam from Johannesburg is 367 miles,
from Durban is 526 miles, from East London is 289 miles, from Port Elizabeth is
314 miles and from Cape Town is 531 miles.

Graham Cheetham.
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TECHNICAL TOPICS

Silicone Lubricants
This article is taken from TR Action (Summer 1980)

I nave never considered that this column should be an advertising forum
for the go-faster goodiss, of all the sundry, but, having heard through Roger
Clarkg that TR6 ownsr Dr. Michasl Bingley was doing some interesting things
with silicone lubricants, I decided that it was worth investigating. What
follows is taken from an article that Michael wrote for me in June of last
year, his letter to Motor Sport of February, 1974 and observations I made
when visiting his laboratory earlier this year. Following that,are comments
made by Ian Gibson. our resident Tribologist; by Ndck Wehster, who observed
an independent laboratory test for evaluating "knock" (pre-detonation); and
by myself, attempting to draw some conclusions from the whole. Michael
Bingley writes:-

In February 1974 Motor Sport published a letter in which I defended the
TR6 against adverse criticism, At the same time, I described some experi--
ments on lubrication and made predictions as to why there was a high failure
rate in the fuel injection systems.

However, before going further, it would be wise to consider what the
problems are which face most owners of TRs.

The type of car which is preferred is out of favour with the majority of
manufacturers; hence we hbve an ageing population of motor cars which is un-
likely to be replaced. The main problem is to keep these cars on the road.

As far as the chassis and body are concerned there are no real difficul-
ties., Proprietory underseals are very good and provided one is prepared te
examine body and chassis at least twice a year for stons srosion, rectify con-
sequent rust, all will be well.

The designers of the later series of TRs believed in the second law of
thermodynamics., In other words they built cars eith high compression ratios.
This «donflicts with the view of certain environmentalists who genuinely be-
lisve that airborne lead, in the form of its oxides is possitively dengerous
to humans, As a result we are landed with petrol whose lead content and
octane rating is decreased. Many suffer from pre-detonation or "knock".

This is not the place to discuss the pros and cons of lead in petrol, but
reference to a textbook of inorganic chemistry will show that most lead oxides
are insoluble in cold water. It is prooving very difficult to show that lead
from motor cars readily enters the human body, let alone has any damaging
effects. After,all,;peopls have been living with airborne lead since
Kettering's time.

Even though some environmentalists may find things somewhat embarrassing
at the moment many members of the TR Register have an insoluble problem hers.
(Yes I know you can retard your engine, but just watch your fuel comsumptiari).

The greatest problem is mechanical uwear. The average motorist's car
will have an expectation of trouble free life of about 40 000 miles. Most
lubricants can cope with this. After 18 months the average motorist will
start to think about a new car. If he gets one on time all the horrors that
beset cars after this period can then be happily passed on to the second ouwner.

There are, of course, sxceptions to this and we ahve all heard of the
taxi driver who does 120 000 "straight off" without sver having the head off.
This is probably beacuse he keeps his engine running all day long.

For the past five years Lord Selby and I have been experimenting with
Silicones, as two stroke and motor car lubricants.

The Silicones are odourless, colourless, oil-like liquids. They have
a range of uses from cosmetics, through polishes to general lubricants. They
are insoluble in lubrication oils at room temperaturs. In other words if
mixed with them they form emulsions. They don't look very promising candidates
for motor car lubricants and indeed, if you were to fill your sump with a
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gallon or so of dimethyl silicone you would not do your engine much good;
especially in the region of the combustion chamber.

Silicones are curious compounds and they can be presuaded to "bond" or
combine with certain lubricants. They are then added to prdinary lubricants
in veypy small quantities, This whole process is the subject of a full patent
application. ' ‘

0il bonded silicones show some very strange properties. The first of
these is a remarkable reduction of friction between sliding, hot, metal sur—-
faces. The best way to show this is to add a very small quantity to the
petrol of the car. The first effect is a feeling that the car is loosening
Up. Acceleration is quicksr, the engine seems to lose its braking effect
when used as a brake, ie when coming up to traffic lights. This is followed
by a strong sensation that the engine is running very much more smoothly.,

After a long period of time engines will show a reduction in the rate of
wear, especially in very dusty environments. Engines can also suffer a
number of indignities such as loss of water, oil, or failure of electric fan
cooling system without sustaining any damage. Engine life is greatly extended.

~—— To summerises 0il bonded silicones show the following properties:

(1) Anti-knock (probable).

(2) Fuel savings.

(3) Decarbonising action.

(4) Removal of gum from fuel systems.

(5) Reduction of wear. ;

(6) Bonding to hot surfaces, and these become resistant to corrosion,
Ledger~Selby Limited of Ardfern House, By Lochgilphead, Argyll, Scotland,
PA31 80N will be marketing these under the names: 1

Two-stroke - Silicone Super Two

Petrpl Additive - Tune Up

Sump Additive - SUMP
TR Register members (please remember to mention the Register in order to
qualify for special discounted rates) can obtain supplies of SUMP (Blue) and
Tune Up (Red, because it's very hot in the combustion chamber) from the above
address. The recommended dosage is 1 cm® of Tune Up to 1 gallon (4,55 Lit.)
of petrol, 15 cm® of SUMP to 1 gallon of engine oil. Prices to Register
members aret- '

N 1 % 15 cm’ 100 x 15 cm® 1 %X 1 litre
Bottle Bottle Can
SUmMP ' £0,69 £60, 37 £34,15
Tune Up £0,62 £54,25 £30,69

Turning back in time to 1974, here are some points from Michael's long
letter to Motor Sport contrasting experience with his own TR6 and that of
Clive Richardson (C.R.) with Motor Spest's beast, nicknamed "Pig-in-'ell".

I (Michael) removed the plugs as fitted and substituted Japanese NGK type
BP7€S. The points and condenser were removed and an electronic ignition sys-
tem' by Lemenition substituted. A Lucas high-voltage goil replaced the standard
version. Plug gaps were inereased from 0,6 mm to 0,7 mm. Starting, pouwer,
output, and torque low down in the rev.rangg is improved. The improvement in
plug performance is, of course, due to the internal copper cores of these
Japanese plugs and their excellent ceramjics. It is a pity I have to give this
advice, but I have realised most of these matters with the relavent English
manufacturers.

I would suggest the following sequence of events in a typical TR6 fuel in-
jection failure:

The driver buys petrol from an isolated garage or runs out and réqaives
petrol from a dirty can. In either case his tank may be contaminated with
water and living organisms. ) ,

These organisms penetrate from the fuel injection systemjand there the
warmth of the engine Erovides ideal culture conditons so that they multiply to
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produce gum and acid.
Eventually the fuel injection sygtem becomes blocked this in turn causes
the pump motor to fail through overload.
The car stops without warning and in many cases the publicity is very bad
for the manufacturer.
Garages have a disconcerting habit, when servicing fuel injection cars, of
driving them on to ramps on full choke. This can cause an injector to "pop
out" with consequent flooding of the cylinder concerned with petrol, Even
if the injector is changed it is very difficult to bring the cylinder back
to life unless the ignition system is up~=graded in the way I have described..

Beacuse silicones are present in the crankcase and are coming in with
the petrol supply to my engine, cold starting is made very easy, in as much
that the engine turns over very readily on the starter and lubrication is
unorethen.iaddquatss,. due to the bonded o0il film, in the first few minutes of
cold running. Therefore, when I start the engine I use the choke for the
first féw firing strokes only and then release it. Rpm are then rapidly
brought up to 2000 with the engine "off load" @er a couple of minutes. The
car can then be driven away. I am at an advantage here compared to other
TR6 owners in that one can only do such things when there are "super lubri-
cants" circulating within the engine.

Your Technical Editor now returns to record that, along with Roger Clarke,
he visited Michael's laboratory to see the work that was being done. I think
it's the first time I've seen a TR6 - and this one has 47 000 miles recorded -
with an exhaust of the light grey colour that one associates with good com-
bustion. Unfortunately most PI models of such age travel around emitting
black smoke, which is deposited on the rear of the car. Michael took a
sample of petrol from the tank of his TR, dosed with 1 cm® of Tune Up per
gallon of 4 star, and demonstrated that a 2-stroke model aeroplane engine could
run solely on this petrol with no other oil being supplied. The exhaust was,
not surprisingly free of the usual 2-stroke 0il haze and there was no sign at
all of any seizing as the test engine buzzed away at a steady 5000 crpm,

Michael claims that the big benefit tp TR5/6 owners is that they no longer need
worry about the lack of 5-star fuel, for - with Tune up in the petrol - they'll
be able to get away with 4-star (or even lower grade) fuel. Roger has been
using the stuff in his Marina, which had the most tsrrifying problems of
pre-ignition and running-on with 4-star fuel, and now finds a vast improvement
using "doctored fuel".

I reported all that I had gleaned to Ian Gibson and, among his comments
were these:

All modern oils contain houndary lilbrication additives but none of the "wonder
extra additives" have really stood up to the claims made for them. The main
problems seem to be the life of the additive and its unpredictability (eg. it
bonds to everything except the few crucial highly loaded surfaces). Obviously,
the life factor is irrelevant for a 2-stroke engine where the stuff is being
burnt anyway and this is what makes 2/4—sttoke comparisfns very dodgy indeed,

I think the anti-knock property might be due to a scouring/cleansing action -
Bingley seems to word his claim in this connection very carefully. Having
been rather negative I must now throw in a positive thought - providing he's
got it right and nothing nasty drops out (in the combustion of the fuel) to
damage the engine or the environment, then the proof of the pudding is in the
eating. :

Nick Webster obseived a full knock test carried out using the F1 Research
Method on straight 97 octane fuel and then the same fugl dosed 1 cm® gallon
with Tune Up. There was no improvement at all in anti-knock properties of
the doctored fuégl. This F1 Method that is carried out on a variable compres-
sion single cylinder, 4-stroke engine with fixed timing of 10 degrees BTDC,
running at full throttle and braked to hold a very low speed (500 rpm), the
test being solely designed to test the octane rating af fuels. The test
engine is, of sourse as clean as a whistle inside and out, ie there is no
carbon build up within the engine.

So where does all this get us, you (like your Technical Editor) may be
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wondering? My own feeling (Cornish speaking) is that one clue lies in the
remark I made about the internal state of the test engine. None of our road-
going vehicles remains free pf carbon build-up for very long after even a
complete de-coke, Very soon carbon builds upon valve stems, piston, cylinder
head, valve crowns, and so on. This has two deleterious effects: it reduces
gas flows (because surfaces are no longer smooth and the porting area gets con-
gested) and it tends to cause pre-ignition (because it is a bad conductor of
heat, builds up in lumps and acts rather the way the pip on the pttston crown
operates in a compression ignition (Ddéesel) engine - initiating the detonation
of the mixture). In Ledger-Selby’s own test results comparison notes,it states
that, after insertion of the additives, "there may be some pinking or misfiring
for some 5-10 miles after the engine has warmed up due to carbonisation and
temporary lowering of the octane value. This short coughing bout is harmless
and no cause for alarm',

May not a large part of the benefit be owed to this scouring/cleansing
action, also mentioned by Ian Gibson? If the internals of the engins, par-
ticularly those in the path of fuel, air and gases, are cleaned out and there-
after maintained in good condition, it's fairly obsious that the driver will
benefit, The evidence for much more is, in my opinion, insufficiently pre-
cise at present - but that is by no means a condemnation. It's very difficult
to make any recommendation other than try it for yourself under the fairest
test you can devise. Roger, and a number of other Register members, definitely
believe that they have benefitted and TR5/6 owners have their own special incen-"
tive - the lack of S-star fuel. '

Using the petrol additives my car runs happily on 2-star, I thought that
the anti~knock, run on effect may be due to a de-carbonizing effect so my tests
were conducted for 250 mile periods. During the subsequent period on normal
fuel the old preblems were immediately apparent which would tend to disprove
this theary. The following is an extract from Dr. Bingley's comments on the
use of variable compression test engines.

In the single cytinder test engine the main problam is to maintain the
range of high pressures necessary to test the high octane levels of various
fuels, It is no good putting your foot on the accelerator because after an
initial rise there will be a fall in cylinder pressurs as the revs. increase.
The reason is that as the revs. increase there is less time to get fresh air
into the engine and the exhaust gas out. The obvious thing to do is to open
the throttle wide and to brake the engine in some way so that the revs. are
kept down. This is in fact, what is done. Test engine rpm is of the order
of 500 while the brake is in the form of a dynamo,

Now the motor car engine runs at between 5 and 14 times as fast as the test -
engine. Therefore, it will be difficult to reach full static cylinder
pressures. I could, if I were crazy enough, do it with my TR6 by fitting a
flywheel six feet in diameter and of hefty proportions. By adjusting the gear
ratios and putting my foot on the accelerator hard my motor car would then be
equivalent to the standard octane test engine. But ws do not run around in
- this sort of "steam engine", we choose high revving engines which have diffi-
culty in getting rid of all their exhaust gases simply because time is short
as opposed to the single cylinder test engine which has time to get rid of its
exhaust gases.

Some o6f the partly burned hydrocarbons which remain unscavenged from the
previous stroke contaminate the fresh charge and cause it to detonate at a
lowsr pressure than if it were uncontaminated. The test engine, because it
has time to get rid of its unburnt hydrocarbens, wil] detonate at a high
pressure because the incoming charge is uncontaminated. For the same fuel
the test engine detonates at pressures higher than the motor car engine be-
_cause of this lack of contamirmation.

We think that silicone fluids prevent detonation in motor cars because
they promote combustion and leave no unburnt hydrocarbons behind. Therefore
in motor cars the prime cause fiar detonation is removed. On.the other hand,
the test adehe because it has time to scavenge itself will not have its
tendency to detonate affected by silicone fluids. In practice, two star
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petrol has been uged as four star in cars while single cylinder test engines
show no anti-knock effect.
WARNING: Silicones must be treated by a patented process before being
used in any engine, Raw silicones can seriously damage.

BITS AND PIECES

Those of you who do not receive or see the TR Register (UK) newdletter

TR Action, will not know about the debate going on about full membership of
TR7/8 ouners. At present, full membership is only for TR2-6 owners, TR?/B
. owners enjoy only associate membership. The reasons why TR7/8 owners do not
! automatically become full members goes back to the formation of the Register
' ten years aga. Then, full membership was only for TR2/3 owners, because it

was for the help of these guners that the Register was formed, other TR owners
' were all associates. Later, as membership grew, more and more TR4-6 owners
became involved in the activities of the Club, Eventually, after a postal
vote amongst full members, TR4-6 members became full members, but TR7/B
owners still remain "outsiders", It is apparent to me that the TR Register
should become the TR Club with Registers for each of the models, thus every
ouwner of a TR is a full member of the club and is serviced by the indivtédual
Registers. The debate continues - fortunately, in South Africa, we draw no
such distinction,

For those of you who do not read South African Digest, it may be interest—
iIng to note that one Mr, Andrew Swan was found lurking by an MGTC at a recent
Vintage Car get-together - what made it more embarrasing was the fact that it
was all photographed. (For those who don't know who I'm talking about, it is
our President, Dr. Andrew Swan, who also owns a TC as wel]l as his TR3).

Alan Grant recently loaned his well-known (now even more well-known) black
TR3 to Colin Windell 'of SA Motor to use on an Alfa Romeo Club Classic Sports
Car Weekend in Maseru. Unfortunately, a thunderstorm stopped Colin from
taking the TR3 to Maseru (Alan's car does not have a hood or a windscreen and
runs always in racing trim). Derek Heath (TR6) and Adam French (TR3A) did
make it to Masery and seemed to have enjoyed the event from the photos.

Richard Baker tells mg that takipng 6 mm out of the top wishbones of the
TR3 improves cornering ability of early TRs considerably - he should know, he
races his at Kyalami.

For those who didn't realise it, Cape Towh Centre does exist and, from what
I hear, are doing well. It's just that we are having a hard time getting
their 1980 subscriptions through.

Talking about Cape Town, somebody might be interested to know that ex-Chair-
man John Moore will be moving thare, as from the beginning of September.
Durban's loss must be Cape Town's gain.

It is interesting to read about the trials and tribulations of that other
sports car manufacturer, the MG Car Company. The MG has probably the greatest
fpllowing of enthusiasts in the world (vying with the Rolls~Royce Club, Jaguar
Owners Club and the TR Register, of course), and certainly has brought many
people to sports car motoring. It is greatly regretted that the Company has
ceased production, and that the hoped-for-last-minute reprieve by Aston Martin
has fallen through. So joins another great make to the realms of past manu-
facturers, but the memory will live on and the various enthusiasts the world
over will see to it that the name never dies. How soon the Triumph Sports
Cars will join the list is debatabl#éy, but the way British Leyland are going
it could be quite soon. Likewise, the Triumph Sports Car Clubs around the
globe will see to it that Triumphs will never die,

Triumph Roadsters gre not that common a sight in South Africa, but the Club
is pleased to report that it has knowledge of at least three. Pat Ellis has
one in Cape Town, Christo Prinsloo has one in Bloemfontein and Vernon Austin
has one in Durban - does anybody know of any others? If so, contact one of

the above. ,
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Malcolm Wright has promised to be at Hendrik Verwoerd in October if he can
persuade his dad to pay for the petrol. Malcolm's dad has a TR3 in
Johannesburg which, [ bnderstand, d4¢ for sale, but more importantly, is
responsible for the TR panel moulds which T&T Reef Fibreglass hold. As
the company has changed hands again, Mr. Wright Senior is concerned that
the moulds do not get lost, so has promised to have a chat with the present
owners to get them back. The moulds include one for a Spitfire hardtop
and a Spitfire - "Sebring" front apron, besides most panels for the TR3A.
It would be a bad thing to lose the moulds because at some stage metal
panels are just not going to be available.

Graham Chsetham.



REPCRT OF THE SPARES COMMITTEE
"SABRINA" AUGUST 1980

The latest overseas order has arrived and the following goodies were enclosed:

QTY DESCRIPTION PRICE EA. PRICE EACH
AFTER DISCOUNT  NON-FUND MEMBERS
12 Bonnet Hinges 14,70 19,60
10 Boot Hinges 14,70 19,60
10 Upper Screen Rubbers 5,88 7,84
10 Lower Screen Rubbers 5,88 7,84
20 Pedal Rubbers 1,38 1,84
10 S/Col Rubbers 7,36 9,82
10 Boot Lid Rubbers 13,25 17,66
10 Spare Wheel Rubbers 74,36 9,82
18 Pieces Door Rubber 5,60 7,46
6 Axle Bump Rubbers 7,37 9,82
3 TR2 Harness 40,34 53,78
3 TR3 Harness 40,34 53,78
3 TR3A Harness 44,84 59,78
10 TR3 Engine Mounts 5,00 6,66
6 TR3 G/Box Mount 12,00 15,98
10 Gear Lever Gaiter 14,70 19,60
6 H/Brake Gaiter 13,25 17,66
6 H/Brake Grip 0,62 0,83
20 Bonnet Dzus 1,38 1,84
10 W/Screen Dzus 1,38 1,84
8 'S/Screen Dzus 1,38 1,84
4 Red/Black Medallion 16,60 22,12
3 Blus/White Medallion 16,60 22,12
4 3A Grille 42,00 56,00
2 TR3 Grills 51,00 68,00
20 sets Wing Bead 26,46 35,28
4 sets Stoneguards 34,58 46,10
1 pr. Inner Sills 87,66 pair 116,88 pair
10 Outer Sills 12,00 ©15,98
2 Floor Pans 47,78 63,70
3 Black TR3 Soft Top 117,56 156,74
8 Aeroscresns 27,66 36,88
4 Timing Chain Tensioner 1,75 2,33
4 Front Cam Bearing 5,63 7,50
4 Top Ball Joint 25,77 34,36
4 Track Rod Ends Inner 10,60 14,15
4 Track Rod Ends Buter 10,60 14,15
4 Trunnions 25,00 33,30
2 Front Suspension Bush
Kits 30,00 40,00
4 SM Needles 3,75 5,00
5 AUE2 Gasket kit for
2 Carbs 4,10 5,46
8 Exhaust Valves 9,44 12,58
2 TR4A Hoods 124,50 166,00
4 Pedal Rubbers 1,38 1,84
4 Splined Adaptors 61,69 82,25
4 Eared Nuts 19,10 25,47
2 Rim and Lens 7,33 9,77
1 Set TRS5 Beading 26,46 35,28 -
1 Angle Drive 28,87 38,49
3 TR6 Black Hood 152,13 202,84
1 Screen Plastic and Bridge
piecaes 5,29 7,05
3 Gearbox Mountings 12,00 15,98
6 Engine Mountings 12,81 17,08
1 Crash Pad 36,30 48,40
1 Heater Valve 11,76 15,68
1 Grille Badge 38,25 51,00
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You will note that 340 items are involved and these were allocated to 50 plus
members who placed orders. If the allocation is taken up in full we will
have virtually no items left for "stock" - in fact our stock of new imported
spares will be all but exhausted,

Now seems to be an opportune time to take stock of our situation regarding the
ordering and distribution of spares. You will recall that the original idea
behind the formation of the spares fund was to accumulate sufficient funds to
place meaningful orders on Cox and Buckles the official TR Register Sparses
suppliers in the U.K., and that this in turn arose from their comments that they
receive dozens of small indivudual orders from South Africa which caused them
quite a few hassles. There is, however, nothing to prevent a number of people
from banding together and ordering their own spares provided they make up a
meaningful order {otherwish it may hot get filled) and if they obtain an import
permit, appoint a clearing agent etc.; or alternatively ask a friend to bring a
few bits bagk from an overseas trip. In fact, it is well-known that this is
happening.

For those interested in .re<ordering.through:tbe Spares..Eund we.have drawp whcthe
following basic qground.' rules which will be closely followed in future:-

Few ﬁgopla realise the incredible amount ¢f paper work involved. A single
item ordered in South Africa requires about 10 man-minutes admin. by the time
it is sold (this excludes parceling up for despatch and time spent on the
telephane). One overseas order represents 50 man-hours. Three orders per
year requires 6 weeks full time work (8 a.m. to 5 p.m.) which the spares
committes have to put in, in their "free" time.
We are fortunate in having a person who is willing to make a lockable room of
3m x 3m available for the housing of new (and a lot of used) spares, and who
will alsc devote his free time to this venture. To test the extent of this
sacrifice look around you and decide whether you would, FOR NO FINANCIAL
REWARD, be willing to give up that store room (unpack it physically and decide
what to do with the stuff you have taken out) and at least two nights a week
(no T.V., movies etc,). This person is Richard Baker. He does not expect to
be pampered or deferred to, but in future:-

(i) Only phone him on Thursday nights before 9.30 p.m. (21h30) Tel: 011

‘ 836-5853. (This number is due to change to 835-3529 in the near future)

gii) Make ap appointment for shopping for spares on Sunday mornings only.
(iii) Do not phone him at work.
An official order form is bound at the back of this issue of Sabrina. In
future only written orders on these forms will be accepted. Scruffy bits of
paper, notes on the back of fag boxes and telephonic orders often lead to con-
fusion and disappointment. Please note the details required regarding member-
ship numbers etc.
Only one order will be accepted from each member per overseas order. We intend
to place 3 orders per year and new order forms will be inserted in the appli-
cable issues of Sabrina.
A maximum of 10 items may be ordpred per member (per overseas order). At first
glance this may appear restrictive but remember that 90% of people only order
about 6 items at a time, that pairs or sets count as one item and finally that
it is repeated 3 times in a year.
Orders will be processed for ,paid up club members only. _
Orders placed will be processed in order of date or receipt thereof. Spares
fund contributors will receive priority over non-contributors irrespective of
order date. The 25% discount for Spares Fund members remains unchanged,
If an exceptionally high value order is placed the Committee may decide to call
for a deposit to assure eventual sals,
The next order will close on 13 October, 1980.
Now read the whole thing as you have probably forgotten everything already.

Finally three more things:
(i) Wwe have not yet had orders for Spitfire etc. spares. Richard Baker has indi-

cated that he is not interssted in ordering, housing or administering these
anyway as he feels he does not know these cars well enough. We are looking for

I3 B s R T TR S

eesees/a volunteer
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a volunteer as it is reasonable to expect this aspect to grow in the forseeable

future.

(ii)  Petet: Barnés haé Bpen inundeted
IR “Ha' cannot hope tb &néwer
a manual on the tuning of these cars.
1 before cansulting him.

Fund contributors as at mid July.
t 011 680-3124

.on Spitfires.

write a workshop manual, and
o study your own workshop manua
(iii) Hereunder is a list of Spares

think your name should be on it contact me a

A. GRANT

3. MUSTY

R. DREYER

J. VALENTIN
J. ROETS

E.G. POYNTON
A.P. MEYER

G. BEAVER

N. DUSHEIKO
R.R.H. BAKER
E. STEELE
G.R. CHEETHAM
3.D. THORNTON
C. KANNEMEYER
B. OSLER

DR. R. V.D. MERUE
K. DOVER

E. LSTTER
D.0. PREISS
3.3. STRYDOM
A. LINDSEY

H. FAIRLEY

A. LOPES

R. INGLEBY

R. ROBECK

C. PRINSLOD
P.A, PIENAAR
B. DIX-PEEK
D. MOLL

Please speak up.

G.5. RICHARDS
D. WARD

S.G.H. OLIVER
D. McDONALD
C.D. MILLER
DR. H.A.P. SWAN
R. DE VILLIERS
J. DOBBINS

B. WOODALL

3. BIRD

J. HATFIELD

C. PRINSLOO
R.G. CRISP
I.M. DUFFUS

R. ELLIOT

M.S. FISH

J.W. WEBER

C. LACY

G. ELLIS

A.B. COWDEN

C.M. ELETHEFERIADES

DR. F. DAUBENTON
DR. M.P. GREEFF
H.P. LOURENS

A. TWEEDLE

J.P. NAUDE

G. LANDER

GeA.H. CHAPMAN

P. CARRALL-WILLCOCKS

D.H. TYLER

M. LABUSCHAGNE
DR. R.B. DEAN
D.W. WRIGHT

3. HAMPSON

3. LIDDELOW
G.C.D. VERMAAK
H.C. HARVEY"
C.J. UYS

3. BEKKER

K. KORTE

M. PETTIQUIN
I. CARLSON

P, WILSON

P. KRANICH

Ko TILLY

G. SMITH

M. BRAND

R. WATSON

S.H. GARSON

3. ANDERSON

3. HOTCHKISS
P. BARNES

W, BOEHMCKER
G. FIELD

D. BASS

L.A. VISAGIE
P. RANDALL-SMITH
A.A. EWING

.with questiens of’4d Highly téchnicali hakure
all.of them as he would have to

Please

If you

F. PERRYMAN.
P. JOHNSON
L. ERASMUS
A. FRENCH
N. HARTY
P. STEENKAMP
H. SHELTON
R, CRANNUM
E. CRONJE
A. JACKSON
C. HAYNES
A. ROFF
C. HUNT
B. O'HAGAN
G. SLADE
N, CLOETE
C.B. DU PLESSIS
M.J. TAIT
P.We VoDs WESTHUIZEN
T.G. HALL
C.J. VON RUBEN
G.M. HARVEY
B. ROCK
C. VAN NIEKERK
'J.R. YOUNG
E. ARCHER
J. AUSTIN WILLIAMS
D. McINTOSH
P, DE JAGER
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NEWS FROM THE CENTRES
NATAL REPORT

I'm afraid there was no news from Natal for the May edition of Sabrina,
but things appear to be changing for the better again. I most certainly
hope the upswing will continue.

We organised a Noggin 'n Natter at the Berea Inn on 30th May, ostensibly
to elect a new committee, but I'm afraid I have to report that we are still
without one. We shared the evening with the Austin Healey Club, who kept
us going till nearly midnight (big drinkers, these Healey guys!). It was
nice to see some new faces at the Bar, notably Konrad Dover and Michasel
Greeff, but the "old" requlars were there - John Liddelow, Mike Weston, Chris
de Wet and Jane Gant. Michael Greeff came all the way from Pietermaritzburg
in his nicely turned out TR3A, and suffered a puncture about 3 miles outside
Durban, Problem was, he couldn't get his jack to work in the soft earth and
it was by fortune that I saw him parked by the side of the road. Thus we
both arrived late for the Noggin.

Not long after that, we organised a Breakfast Run for Classic Sports Cars
and invited as many pther classics as we could find, We ended up with about
60 including Jaguars, Austin Healeys, MGs, Sunbeams, Morgans, Mercs., Lotuses,
etc., besides the fantastic turnout of 21 Triumphs. Competitors left the
Hammarsdale-Inchanga intersection at 7.00 am sharp and arrived about 30 minutes
laker at the 1000 Hills Hotel for breakfast. The following list gives the
results for the Triumph Clubg ‘

1st Mike Weston (TR6) 16 pts.; 2nd Jane Gant (TR3) 14 pts.; 3rd Boet

Lourens (Spitfire Mk 3) 13 pts.; 4th Malcolm Wright (TR3A) and Raymond

Taylor (Mazda) 11 pts.; 6th John Liddelow (Spitfire Mk3) 10 pts.; 7th

Kevin Scott-Hayward (2000) 9 pts.; 8th Konrad Dover (Spitfire Mk3) and

Mike Barnet (Spitfire Mk4) 6 pts.; 10th Colin Willis (Spitfire Mk2), Barry

Dell (TR4A) and Nicholas Cope (Herald Coupe) 5 pts.; 13th Anthony Tuweedle

(Spitfire Mk3) 4 pts.s 14th Geoff Harvey (TR3) 1 pt.; 15th Aldon O'Donovan

(Spitfire Mk3), John Young 'Spitfire Mk3), Ian Johnson (TR3A), Jenny

Johnson (TR4), Herman Kruger {(TR3), Mikk Smith (Roadster 1800) and Derek

Carvill (Spitfire Mk3) O pt.

It is hoped that John Liddlow will be able to run his "Potty Run" before
the October National, This is the light-hearted contest, cancelled last year,
which finishes at John and Peggy's bungalow at Mid-Illovo. After that, it is
Hendrik Verwoerd Dam. Anymore takers, Natal?

See you there, Graham Cheetham.
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REPORT FROM JOHANNESBURG BRANCH

During May we decided that it was high time that we madse sure that we stayed
on the right side of the Law when it came to registering a rebuilt car in

your name, or how to scrap a car or how to get a scrapped car back on the road.
At the same time we wanted to learn more about when black/white ngmber plates
would be phased out, how the ysllow/black plate system worked etc. On behalf
6f the branch Neil Harty exterdéd an invitation ¢t6 Messrs, Vivier and Closte
of the Johannesburg Traffic Department to address the assemnbled members.

Thesse gentlemen sacrificed an evening of their own free time and duly arrived
at our noggin. An hour or so later we were somewhat wiser on many points.

Our warm thanks were contained in a follow-up-letter.

Our June noggin was well attended and the handsoms door prize of a car battery
was very well received. Neil is certadnly putting himself out in getting
some nice prizes lined up.

"' In the meantime, the time for our Concours drew near. Sunday, 6 July, was

selected and the venue was to bs the Zoo lake. At the last moment we found
that we would have to share with artists in the sun and a fun run. A quick
change of venue was called for and after hasty arrangements including many
phone calls to members the Wemmer Pan area was decided on as an alternative
venue. The message seemed to get to most interssted parties as the event

was well attended and about 18 cars were exhibited. A handsome 6 x 8 photo-
graph of R. Baker Esq. judging one of the cars present (an obiquitous black
TR3 which seems to pop up everywhere photos are taken eg. S.A. Motor, Concours
posters etc.) appeared in Monday mornings Rand Daily Mail (I should try and
find out who the car belongs to - perhaps I can convince the owner to join

the club). This time our concours came fully equipped with floating trophises
and beautiful best in class awards. The results weref

Campbell Miller TR4 - Best car of the day and Best in class
Chris Ferreira TR3A - Most popular car and Best in class
Theo van den Heever GT6 - Best in class

Derek Heath TR6 - Best in class 1
René de Villiers TR3 - Best in class

You will note that the top cars are both from the East Rand - I cannot help
thinking that the fact that Chris lives about 200m from Campbell has had some
influence on the transformation of a chocolate brown TR3A of mixed parentage
into a gleaming red near-perfect example of what a 3A could and should be.,

The dreaded flu then took its toll and I missed the July noggin.' I am told
it was well attended and lively as usual.

Our next event was the National Classic Car Concours arranged by the Austin
Healey Club for 3 August at the Benoni Town Hall. The activities are arranged
in 3 categories viz:

1. Concours d'Elegance: a drive-past type competition open to classic cars
from 1930:to 1970 and judged by celebrities. On this occasion Loura ds

Kock of SABC fame, David Gresham and the Mayor of Benoni.

2. Concours d'Etat: (1946 - 1970): a static display of 5 cars from each of
tlr theiinvitBd-n3 ank«make' clyba {kn thei .evént Porche, totud Bnd Fefrari-uwers
not represented). Judging is an elaborate affair based on orlginallty

authentlclty and standard of presentation.

3. Prix d'Honneur: The winner of the d'Etat competition each ysar moves into
a class of previous winners - a competion between the real hsavies mith a
trophy the size of the Campanils in P.E.

The Triumph Sports Car Club is fortunate to have in its ranks a man of the
calibre of Campbell Miller. His white TR4 scored 192 points out of 200 in the
Prix d' Honneur class (the next nearest being 184 in the form of a red Alfa
Spyder owned by Kai Moehle). As more such competitions are held more people
realise what a score 6f 192 really means. Without fear of cantradiction I can
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make a sweeping statement that this is now the best classic car in Southern
Africa and is comfortably of world class. One often hears of someone who
has an immaculate car but who does not belong to a club and who does not,
therefore, compste, "He is not interested in that sort of thing but his
car will beat any other," they say "The car is perfect to the last nut,"
they say. To them I say bring your car along if you can stand the exposure
and pressure of a really top class event and see just how good you are. We
all knew Campbell would carry off the trophy (again) but I was pleased when
this was in fact confirmed by the judges. Campbell, congratulations, weil
done and thank you for presenting your car under the banner of our Club,

I understand Campbell is looking for a good potential 3A to rebuild, so you
guys out there had better pull up your socksi

The concours d'Etat placings were as follouws:-

1. MGA. A. Gerber 183 ptsQ
2. Jaguar E=Type D. Steenkamp 181 pts.
3. Mercedes 300SEL. P. Henning 174 pts.

Triumphs came in as follows:-

12. E. Steele TR4A. 166 pts.
33. R. Baker TR3 . 137 pts.
36. C., Ferreira TR3A. 131 pts.
40, R. de Villiers TR3 124 pts,
41, J. ROETS TR3A 110 pts-

The Concours d'Elegance was won by D. Gough in a MGTD with D. Lyons sscond in
an Alfa Spyder and K. Konzewski third in a Maserati.

The Johannesburg Centre will hold its next noggin on 19 August in the usual
venue the "Roll Bar" in Braamfontein. Our next major event is, of course,
the National Gathering in October - I intend to motor down a week earlier and
should be well entrenched by the time the rest of the crowd rolls in. See
you there.

René de Villiers
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COPY OF A LETTER
FROM
BL Heritage Limited

29 July, 1980

Triumph Sports Car Club of Southern Africa
Mr J Dobbins

55 Barnard Street

Florida Park

Roodepoort 1710 1

South Africa

Dear Mr Dobbins

Thank you for your letter of 17 July re publications about Triumph sports
cars.

I regret tp inform you that we do not have any publications as such on the
models covered by your club.

However we maintain a library of literature pertaining to all BL makes and
this naturally includes Triumph. We offer a photo-copying service and
would in this instance draw your attention to the fact that we can offer
photo-copies of the majority of Triumph models from 1946 onwards, saloons
@s well as sports cars, including 1800 and 2000, roadsters, TR 2/3/3A/4AY4A
IRS/5 PI/250/6 PI or carb.  (NA spec), Spitfire all models, GT 6 Mk.s
1/11/111 and GT 6 Plus and Stag.

The cost of photo-copying individual books varies between £ 4,00 and & 10,00
depending on the number of pages ‘and the format, to this would have to be
added 20% For postage air mail. We shall be happy to deal with enquiries
from the club as a whole, also from individual members who may wish to take
advantage of the service.

“ Youre sincersly

A D Clausager
Archivist
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COX & BUCKLES
SPARES NEWS

There is much to relate this month but first and most important is the move .
of the London premises of Cox & Buckles to a new Location. The new address is:

Cox & Buckles Spares,
Market Road,
Richmond,

Surrey-

The move was necessitated by extreme pressure of space restrictions which had
become apparent at Balham over a year ago but it has taken this long to find
something suitable. Please bear with us over this difficult period in which
our efficiency at filling orders will be severely reduced. We apologise to
all those people who have already travelled to Balham to find us gone but there
is nothing we can do to prevent these problems as the precise moving time has
to be arranged to fit in with several agencies over which we have no control.

To those who are not familiar with the layout of London and the location of
Richmond and especially to those who found Harberson Road difficult to find
the new premises will be a joy to locate. . Starting at the junction of the
Lowsr Richmond Road (A316) and the South Circular Road (A205) head South West
along the A316 (towards Richmond town centre) and Market Road will be found
on the left just past a Renault garags. When you reach the smgll roundabout
you've gone too far! ‘

NEW ITEMS AVAILABLE FROM COX & BUCKLES IN OUR NEXT TNDENT

A couple of items which have appeared in recent weeks, as promised in earlier
newsletters are the bump and rebound rubbers for the TR2/3/3A/4 front suspen—
sion. Those who want any please lets have your orders.

Cox & Buckles have also managed to obtain supplies of White Surrey soft tops
which you may recall from an earlier newsletter are supplied without the rear
bar which effects the attachment to the rear screen frame. You will have to
provide this from your old top.: (black or white.)

After the depressing news about Dunlop not making any more wire wheels comes

the surprising news that a batch of 5 1/2J chromed wire wheels have been
delivered. They have 72 spokes. Any takers?

e
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TRIUMPH SPORTS CAR CLUB OF S.A-»
"SABRINA' AD-SERVICE

FOR SALE:

Boot lid, Bonnet 1id, 3 doors 1 Windscreen, 1 Fuel Tank, Front and Rear half
of body, 1 Steering Column, Assorted instruments, 1 Front suspension and 3
dismantled, (one drum type and disc typse) 1 Early TR3 diff., (perfectly 0.K. )
1 TR3A diff. (bent but 0. K. inside), 1 7R3 Gearbox with chipped 1st gear,

1 TR3 Gearbox in perfect conditlon, 1 Set matched pistons and sleeves, quits
usuable, 1 Lbw port head (guides and valves U/S)

WHAT OFFER? TO: JOHN PHIPPS TELEPHONE NO. PORT ELIZABETH tobe (041) 515323

WANTED:
4 Pressed steel TR wheels (true round) or 4-48 spoke Wire wheels.

CONTACT: ROUX v.d. MERWE (PROF.), 68 Amsterdam, Hoek, Port Elizabsth. 6210

FOR SALE: Complete Engine, Distributor, Starter, Generator, Carbs, Gearbox,
'P' Shaft, 'W?! Spanner & 4 Rims.
PRICE: R300-00 the lot.

CONTACT: Dennis Schanning, Eloff 58 (Office Hours)

WANTED & FOR SALE ‘
IMPORTANT PRINT CLEARLY IN BLOCK CAPITALS ONE WORD PER SPACE

Write your

advertisement

in this panel
using BLOCK
CAPITALS and

not more than
30 words,

INCLUDE TELEPHONE EXCHANGE: coecsanseceoanns ADVERTISER'S SIGNATURE:'..;....

SEND COMPLETED FORM TO *SABRINA', P.0. BOX 141, CARLETONVILLE, 2500
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Where have all the T.R’S
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