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EDITORIAL

1t has been a long time! More than a year since you last received a Sabrina, but we are now
o the rond again, Sabrina was suspended as a result of various problems at National level,
and 25 1 do not know the finer details of these problems, ! cannot comment on them.

Iuring the past yvear all aspects of Sabrina ground to a halt and for example, details regard-
ing new members or changes of addresses were not forwarded to me. My data bases were
iherefore in a shambles and every member's details had 10 be checked and updated.

Unfortunately some Centres have not acceded to my request for current address kists, so un-
fortunately it has not been possible for me to send this issue of Sabrina to many members. I
fave also not received details of new members whe joined since the previous issue of Sabri-
aa, and therefore 1 have not been able to include their details this time. Some of them will
also have not received this copy. On the positive side, part of the solution to tast yeat’s prob-
tems has been the streamlining of the Sabrina project. Previously some members paid na-
tiona! fees directly to the national secretary while some centres collected these fees tocally
and then forwarded them on to the national secretary.

The national secretary would advise me in due course who had paid up for the current year
s0 that | could update my distribution records, Notifications of changes of address reached me
wla many routes and sometimes not at all. After T had produced a master copy of 4 Sabrina
issue this would be carefully packed and posted to Bloemfontein for printing and posting. 1
used to bite my nails with worry in case the parcel went astray! Then after some further 8 to
13 weeks you would receive a copy of outdated news!

Eixtra copies of Sabrina were sometimes sent to me from Bloemfontein so that 1 could post
them to members who had joined since T had posted the master copy away. Sometimes there
were none available or insufficient to do this.

Previous issues of Sabrina were not produced according to a budget and | had 0o eppor-
tunity to Haise with a printer. These and other examples go to show that the previous proce-
dure followed to supply all paid-up members with 4 Sabrinas each year was very involved and
frustrating,

All this has been changed!?

Fach centre will collect and forward to me an anoual levy for Sabrina together with mem-
bers’ details, Each centre will also be responsible for keeping me informed as regards
changes of address, etc., and provide centre reporis for each future issue.

1will produce Sabrina, arrange printing and distribution in future. Membership cards for the
national body and windscreen stickers will also be issued by myself. Sabrina involves a few
nights work every week and many days effort to produce each master copy. It is essential
therefore that the whole project be run according to a strict program, and i rely heavily on the
supgort of the various centres to ensure that their reports and membership details reach me

timeously.

1 wish 10 thank all those members who sent contributions in the past and request everybody
to send me contributions in the future. I feel it is important for us to share experiences and

solutions to problems peculiar to our cars. Sources of parts and services are also important to
all of us.

Ken Boss

CHAIRMAN'S WAFFLE

Ineed to report that the Club is at last getting back on its feet. As you have been told in my
note to you all, we have just been through a bit of a rough patch, but I can now report that the
decentralisation policy has gone ahead and appears to be working well. This has resulted in
the creation of two independent activities, that of Sabrina and Spare Parts. Ken Boss {(and I
am sure with the help of Liz) will be solely responsible for the publication of Sabrina, receiv-
ing subscriptions from each Centre at R4,)) per copy or R16,00 for 4 copies. All rejoining
members have had the R16 included in the 1990 subscription call. All new members will pay
in their joining fee, R16 for Sabrina, RS for indemnity, windscreen badge, the latest copy of
Sabrina and the Centre’s subscription. Ken Boss will issue the National Membership Card to
the new member to allow the continued use of the national membership numbering system.

Harry Fairley will continue to import and sell spare parts on behalf of the Club but will be
helped by an independent sub-committee consisting of Gary Blake and David Beard to en
sure complete financial management and to spread the work load. This service wilt be self
funding,

The activities which have been transferred to the Centres include that of regalia and here I
wauld suggest that if a good line {s put together by a Centre that the other Centres purchase
it for sale. The Centres could keep all informed via Sabrina,

Most meinbers will be aware that subscriptions for 1989 have increased substantially from
previous years. The reason is that the cost of publishing Sabrina accounts for the major ex-
pense of the club. I do not support the view that subscriptions should continually go up and
believe that most magazines costs car be covered by way of selling advertising space. To this
end, I am committed, but I will need your help to achieve the mission.

Twould like to contact, by way of a personal letter, any company who might be in a position
to benefit from advertising in the magazine. However, | need addresses and contact names.
Please send to me at the Maydon Wharf address details of who and where so that we can
knock this one on the head as soon as possible. Remember that any sale of advertising will
keep down your subscription fee.

I would like to thank Christo Prinsloo for sponsoring the magazine covers for the past few
years and for helping out with the printing. It helped tremendousty.

John Dobbins has indicated the pros and cons of the various insurance schemes available to




s, He points out that the Trivmoph Sports Car Scheme is equally as good as its competitors
and we would like Lo encourage members to use it. Application forms arc available from John
ur from one of the Centre Chairmen. Please use the service offered next time you renew and
don’t forget to revalue your car each year.

Enough of Club operational changes.
What about a bit about merabers’ activities?

Harry Fairley won the National Classic Car Concours D’Elegance in the immaculate TR2,
the day after racing the car in the Fine Cars Classics Sperts Car Race at Zwartskop. Let me
tell you, Harry drove his car hard in the race after setting himself a difficult handicap and
came a very creditable third. Alan Grant just can’tkeep away from the race track and entered
his TR3A, after many weeks of hard work rebuilding the front suspension and braking systeni.
In the second round he was so close to Harry that it had to be a close race, A stight slip caused

him to do a 360 degree on the top corner beyond the back straight. I was hoping to get into it

but my car’s gearbox is still waiting for a rebuild. T would encourage all you pre-1965 sports
car owners 10 have a go, either using the traditional or early TR or the nimble Spitfire {you
must remember Roger Pearce won the Historic Series a few years ago in Alan Grant’s Mark
2 Spitfire}. My short bursts at the Hillclimb/Sprint Championships in Natal using the modi-
fied Herald Coupé are always exciting and great fun. I had five outings iast year and event-
nally raced against Anglias and Cortinas of the 1960's, It can be done because it is all done
against a handicap which you set. The present circuit is 1,7 km and takes just over 60 seconds
if you are fast and just under 80 seconds if you are slow. {I am on 77,4 secs.). Ken Korte (Natal
TR2 owner) drives his 1960 Lotus single seater at about 64 secs and drives quickly.

One of the things I would like to see in the TSCC is growth. 1 am convineed the TSCC should
have 600 members and not the 350 we currently have. And here 1 would like to mention par-
ticularly Nols Pignaar in the Pretoria Triumph Sports Car Club who has increased the size of
that Centre to over 50 members by encouraging and motivating by design and example. Well
done, Nols, T am sure that there are many owners of Triumph Sports Cars who still do not
know about us and what we can do for them, especially the Spitfire range. I met a chap at the
National Classic Car Concours at Kyalami who had brought a GT6 Mk2 from Heidelberg and
also has a Spitfire. Hopefully, I will get him to join. I personally know of many Spitfires that
appear to have just disappeared. Let’s pet them back into circulation.

Enough of the preaching. Get your name down now for the Nationals, i you haven't already.
¥ am hoping to take Eecles this time, my TR2, or maybe it wilt be Purdy, Helen's recently re-
stored Spitfire Mk 2, We'll see.

Talking of Nationa! Gatherings, we had a Natal Centre run up to Uvongo to the beach cot-
tape of Ingrid and Vie Debnam, when we were spied by a new Zimbabwean member, David
Westerhout from Harare, who has 2 TR3 and a Spitfire Mk L. He is so keen he has just about
said he will attend a National Gathering with a Zimbabwean contingent - how about that for
the 1992 Gathering? 1 would like to suggest from this column that where members come up
with items of interest to members concerned with keeping our cars on the road, that these

items be sent to Ken for publication. One such excellent article by Dave Lugg on rebuilding
water pumps first appeared in the Cape Town Centre Newsletter and then reprinted in Sabri-
na for everyone, News that Evan Powell has been able to rebuild the rubber bendix in the
early TR starter motor is also good news. That the Triumgh 2000 gearbox input shaft can be
used in the early TR box with minimum medification needs 1o be highlighted. Please share
your innovations with us.

Having been a member of the TSCC from its inception, T have been able to meet enthusiasts
of Triumph sports cars over a very long period of time. Some weeks ago 1 received a tele-
phone call from honorary member Rene de Villiers who had some most interesting news. It
seems that a car had surfaced in the Mondeor area which was vaguely familiar but difficult to
absolutely pin down. It appeared to have a TR2 engine fitted with other early TR fittings, but
the body was totally different. That's because the car was identified as a Swallow Doretti,
which was built for about 18 moaths as an up-market sports car using the TR2 mechanicals,
In fact, in an extensive article in Classic Car magazine, it appears that the car outsold the TR2,
probably because of its smoother shape. However the car suddenly died after 300-400 had
been manufactured. | hope that Rene can entice the owner to join the club as the TR register
in the UK has a section devoted to the Doretti and we are affiliated to the Register. In addi-
tion, from a South African point of view this must be the only Doretti in the country.

Another Triumph related sports car, this time based upon the Trivmph Vitesse is the 2-litre
Bond Equipe. There are certainly not many of these about in this country, but Tony Foster
has one in Pietermaritzburg. He bought the car in Rhodesia and brought it with him when he
emigrated from that country. T don’t think he would be upset if 1 said the car needs some at-
tention, but when I spoke o him some weeks ago he appeared to want to spend some time
and effort on this unigue-to-South Africa sports car,

If that wasn't all,  received a call from Tom Averitl saying that he had been offered a Protes,
and could 1 tell him something about the car. The car he was referring to is the Protea-
Triumph, which was buitt in Cape Town for sports car racing. | understand only eight were
built and one exists on the reef. Keith Ribbink says that the original mould for the Protea
body came from the original Rochdale, which was a Ford based special made in the UK. The
Protea-Triumph was basically a TRZ with a fibreglass body. 1 am aow most interested to see
how Tom gets on with this project as well as the TR3 rebuild and the Herald Coupe rebuild
which are also on his plate,

Tam greatly encouraged by the tremendous enthusiasm I see in the Johannesburg and Preto-
ria centres. Dave Beard managed to get nearly 60 Triumphs to an evend at Gold Reef City and
Nols Pienaar and Derek Heath had nearly the same number at the Pretoria Cld Motor Club’s
Cars-in-the-Park. I know some of our centres are battling a bit at the moment, but let’s hope
the down will quickly develop inte an uptarn,

The next National Gathering in Port Elizabeth celebrates 13 yeass of the TSCC, which is 2
tremendous confirmation of why we exist. There are so many Triumph sports car owners out
there who could benefit from membership and are not members. They must have their rea-
sons why they are not part of the club, but we must coatinue trying to keep these persons in



touch with what we are about so that when the opportunity arises, we can make contact and
they will join,

Hajoy life by using your Triuraph sports car daily,

Ciraham Cheetham.

TRIUMPH SPORTS CAR CLUB OF SOUTHERN AFRICA

P.O. Box 20252
MAYDON WHARF
4957
Dear Member,

Notice is hereby given for a Biannual General Meeting of the Triumph Sports Car Club of
Southern Africa to be held on Saturday 26th May, 1990 at 09h00 at the Wiltows Holiday Re-
sort, Port Elizabeth.

The Agenda for the meeting is as follows:

1 Present and Apologies

2

Confirmation of the Minutes of the Biannual General Meeting held on 31st
May, 1988 at the Golden Gate Holiday Resort,

Signing of those minutes,

Chairman’s Report.

o B e

Treasurer’s Report.

N

A change to the Constitution relating to the composition of the National Com-
mittee.

7 Election of Office Bearers for the period 1994 - 1992,
President
Chairman
Representatives to S.AM.C.A.

8 General.

Organisation of the 1992 National Gathering.

Ciraham Cheetham - Chairman

HARRY FAIRLEY

Milard Group, Ltd the US owners of Moss Motors Ltd of California have acquired 2 ma-

jority interest in the companies comprising the Classic British Sportscar Spares Group
{CBSS).

Moss entered the UK market in 1986 with the formation of Moss Spares UK Ltd in Darling-
1on, CBSS had earlier entered the US market with the acquisition of the Nisonger Corpora-
tion and the formation of the MG Parts Centre USA,

This latest move represents a major step forward for the classic car market. Under the new
structure Moss Motors Ltd will assume control of afl trading activities in the USA, while
CBSS will look after the European marketplace.

The greatest benefit however to the motoring public arises from the growing need to in-
crease the MG and Triumph tooling programme. With the range of original optional compo-
nents rapidly diminishing, few companies can afford the high cost of tooling and
remanufacture, Moss and CBSS wiil cooperate in a joint programme, to optimise production
of new parts and eliminate the wastefu! duplication of tooling, resulting in more new compo-
nents and al competitive prices.

CBSS UK operations will continue with few changes, The CBSS Management Team includ-
ing Pater Buckles, Graham Paddy and Neil Aidred will retain their positions, as will the field
management in the various operating outlets. It is proposed that Moss Spares UK Ltd will in
the months ahead be integrated into the groups” activities. General Manager, Adrian Wood
will be joining the CBSS Management Team.

{ have provided a copy of the latest price list of spares available ex stock.
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PART No
CHl

CN2
CNPTRZ
CNPTRIA
CNPTR4
GRS6001X
GKSO03X
GRH89
GRH453
GWP2
QHQSK200S
TPWOCL
TPZICL
TPC
TP26CL
TP43C
TP56C
WWP45s2
WWP45TC
XKC1781
YKC4206
YRKC4216
601993

8159

SPARES: 306/01/1990

DESCRIPTION

NUT ZINC + PASS

CAGE FOR CAGE NUTS
COMM No PLATE

COMM No PLATE

COMM No PLATE

DASH KNOB SET

DASH KNOB SET
PUMP/RADHOSE

TOP HOSE

WATER PUMP

SUSP KIT (SINGLE)

LOOM CLOTH FULRL
LOOM CLOTH FULL
LOOM (FVC) FULL

LOOM CLOTH FULL
LOOM FULL RHD

LOOM FULL LHD

60SP W/W PAINT AH/TR
WIW 128P PAINT C/TR
SPITFIRE HOOD BLACK
DECAL TRIUMPH BLK
DECAL TR7 BLACK
SMALLSTONEGUARD RH
FASTNER SPRING BKT
VENT PULL ESCUTCHEON
DOOR SEAL LOW (SET)
G/BOX TUNNEL PLUG
SEAL EARLY TRUNK
FRONTMEDALLION
SCREENBEAD

SURRY TOP SCR. BEAD
BONNET HINGE LH
BONNET HINGE RH
BOOT HINGE LH

TRYIFR OVERRIDER
S/COLGAITER

RIBBED LETTER SET
WING BEAD SHORT RRLH
WING BEAD SHORT RRRH
STONEGUARDRH
TRIAGRILLE
VISORESCUTCHEON
REAR CASING BOARD PI

10

CAR TYPE

TR2-4

TRZ
TR3
TR
TRZ-3A
TR4-4A
TRZ4A
TR2-4A
TRZ-4A
TRAA-S
TR2
TR3
TR3A
TR3A
TR4
TRAA

SPIT MK1-3

TRY
TRZ-3A
TR2-3A
TRI-3A
TRZIA
TR2-4
TR2-3A
TR3A
TR4-6
TRAA
TR2-3A
TRZ-3A
TR2-3A
TR2-3
TR2-3A
TR3A
TRZ-3A
TR2-3A
TR2-3A
TR3A
TR6
TR6

SELLINGFRICE

RO,50
RE,50
R17,00
R15,50
R12,70
R30,00
R138,80
R23,00
R34,50
R269,00
R78,00
R47LU0
R4T00
R514,00
R544,00
R742,00
R685,50
R368.400
R430,00

R1 000,00

R43,00
R25,40
R2800
R13,50

R104,50
R21,50
R69,50

RIG6,00
R43,00
R35,00
R63,50
R63,50
R63,50

R179,00
R42,50
269,50
R13,50
R13,50
RS50,00

REST.00
R1700

oy

14

605602
617069
622431
H23667
630319
811944
850038
AJASNG9
AIMIZIN
GCS114
GRK1027
GS5i131
TPACL
TP21C
TT7360
043404
100751
104086
105598
106845
106937
0794873
LO7949/3
108496
113122
115456
122289
137743
203131
205481
3THS520
545078
552901
552971
553924
554172
554339
60597
601960

DESCRIPTION

TR4 FR BEAD

FRONT WING LH TR4-5
NEEDLE SM UOIX2
CHR 2 HOLE LATCH
ENGINEMOUNT

BIG END BOLT
THERMOSTATHOUSING
OILPUMPROTOR
SMALL STONEGUARD LH
G/BOX TUNNEL PLUG

BLANKING PLATE - RADIO

SUNVISORRETAINER
WHITE TRANSFER - TR6
DOOR SEAL

LH INNR FT WING
SILL OUTER RH
REARLENS TR/MGAFRG
TR7 TOP END SET
POINTS STAG LATE

34" SEAL KIT (SP1967)
TOP BALL JOINT BL
LOOM CLOTH FULL
LOOM (PVC) FULL
SOFT TOP BLK
TENSIONER 4 CYL TR
SPRINGCOLLAR
G/BOXMOUNTING
HOSE BYPASS
REBOUNDRUBBER
MANIFOLDGASKET

3 EAR 8 TPI K/OFF RH
3 EAR STP1 K/OFF LH
FAN GROMMET
MFOLDGASKET

AXLE BUMP STOP
PEDALRUBBER

CAP OIFLOW BOTTLE
AIR FILTER

HEAD GASKET 86 MM
AMBER GLASS
HANDBOOK TR6 73 ON
CLIP DOOR RUBE SEAL
DZUS BONNET FASTNER
WING BEAD

WING BEAD

UPPER W/SC SEAL
VENT SEAL

16P CALIPER SEAL KIT

11

TR4-5

TR4-5

TR2-4A
TR2-3A
TR2-3A
TR23A
TR2-4A
TR2-4A

“TR2-3A

TR2Z-4
TR
TR6
RIZ00
TRA-4A
TRS
TR2-3A
TR2.3A
TRY
STAG

TR4-6
TR2
TR3
SPIT
TRZ-4A
TRZ-6
TRI-3A
TR2-4A
TRZ-4

TR2-3

TR2-6
TR3IA
TR2-4

TRS-6
TR3-3A
4 CYL
TR3-3A
TR6G
TR2-3
TR2-3A
TR23A
TR3/3A
TR2-3A
TR2-3A
TRS-6

CAR TYPE

SR

SELLINGPRICE

R1 630,00
R19.50
R22,00
R48,00
R20,00

R154,00
RI104,00
R25.50
R21,50
R40.82
R6,50

R7Z50
RA82,00
R62,00
R2B00
R208,65
R60,00
R35,00
R168,00
RA62,50
RATLEG
RS95.00
R13,00
RI1S,50
R104,00
R20,00
R36,50
RY,00

148,60
R1,08

R30,00
R16,00
R6,00
R77,00
R100,00
R20,00
R33,00
R190
R14,00
R32,63
R11,00
R32,00
R42,60
RE0,00
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PART No
044370
037950
06274
100751
05063
108496
108499
130581
131312
13H23
508794
518044
o022
701106
5963
812311
812321
822021
856037
AEC3027
ABUZT00A
603384
613118
612962
617298
624770
621811
623660
531381
AJASGT1
AJASNTI
AUE2
CD2224%
CDR284
GACH01
GFE104
GWRB215
GWBG1L
TTI226
TTHEO
TT7360

DESCRIPTION

ROCKER ARM BUSH 4
PEDAL RETURN SPRING
SPRING H/BRAKE CAB
SPRINGCOLLAR
SILENT BLOCKBUSH P
FAN GROMMET
STEELSLEEVE

EARTH STRAP
HANDBRAKEGRIP
REAR 1.AMP (LU 5333
SOLENOID

REAR LENS GGASK
HANDBRAKEGAITER
S/COLGAITER

SOFT TOP BLACK
W/RAIL TRIM LH
W/RAIL TRIM RH
BLACK HOOD ZIiF R/W
SILL OUTER LH

CAM BRG SET TR 4 C
FUEL PUMP REPAIR KIT
LARGEFLOOR GROMMET
VENT LID SEAL
BONNET LOCATING PIN
TON/SIDEBRACKET
HANDLEINT
WINDGWHANDLE
REDTRANSFERpITRG
UPPER SHIFT BOOT
LENS/BASE SEAL 5023
BASE/BODY SEAL 5023
SERVICE KIT SU CARB
CHR 2 HOLE LATCH
TEARDROPESCUTCHEON
UNION JACK ENAMEL
OIL. FILTER MGC PAP
W/BLADE

WIPER BLADE

ROCKER FEED KIT
SOFT TOP BEX

SOFT TOP BLK

C4AR TYPE
TR2-4A
TRA
TRG
TR2-3A
TR2-3A
TRZ3A
TRZ-3A
TR6
TR2-3A
TR2-3A
A TYPE
TR
TR23A
TR2-3A
TR4
TR
TR6
TRe
TR2-3A
TRZ-3A
TR2-3A
TR2-3A
TR4
TRA6-SPIT

TR5-6
TRS5-6
R12,75
TR4
TR2-3A
TRZ3A
TRZ-A
TR3A
TR2

TR2-4A
TR2-3
TRS6
TRO
TRZ
SPIT

VARIOUS HYDRAULIC REPAIR KITS

12

SELLINGPRICE
6,80
R4,50
R3,50

R15,50
R34,00
R1,50
R2.60
R4.50
R&80
R153,65
R380,80
R0
RE8,00
R42,50
RO03.00
R&7,00
RE67,00
R944,00
R68,00
R0,00
RS0,00
RIS,00
R30,00
R1LO0
R7,00
R27,00
R4825

RS51,51
RI17,00
R9,50
R42.27
RI70H0
R3,50
R47.00
R23,50
R33,00
R21,50
R126,50
R650,00
R571,00
P.O.A.

INSURANCE REPORT

For your information 1 have provided the latest valuations for our cars and advise all mem-

bers to increase their insured cover accordingly.

Should you purchase a vehicle for the purpose of reconstruction, the time will come one day
when an affidavit is reguired for registration purposes. I have included a sample of an accept-
able affidavit which includes ali the necessary details, Regards, John Dobbins.

SCHEDULE OF VALUES FOR INSURANCE PURPOSES: JANUARY 1990

VEHICLE MINT(25) EXCELOH) GOOB{13) FAIR(ID POOR(S)
Roadster R40 OO0 R32 GO0 R24 000 R16 000 RE 000
TR2,3,3A 40 00 32 000 24 000 i6 000 8 o0
TR4,4A 40 000 32 600 24 000 16 000 8 000
TR56 40 00} 32 000 24 000 16 000 8 000
TR78 a0 000 32000 24 000 16 060 8 000
Stag 40 000 32000 24 000 16 000 8 000
Herald 10000 g 000 6 000 4 000 2000
1500 i 600 8 000 6 000 4 00 2 060
Vitesse 12 500 10 000 7 500 5 000 2 500
Spit Mk1/3 20 000 16 000 12 600 8 000 4 000
Spit Mk4 25 000 20 G0 15 GOD 0000 5 000
Spit. 1508 25 000 20 600 15 600 10 000 5 000
GT6 25 000 20 000 15 000 0 060 5 000
2000/2500 10 600 8 00 6 000 4 000 2 000
AFFIDAVIT
vt s s R Rt s s {Full Name)
Hereby make oath and say that:-
1 purchased MOLOr CAT, ot sssss s rststbssstss s
Engine NUMDET! wvcivrcinnennscrarennes OTL THE et ss s s s eressisas s sanean
FTOM vvvvereversrssesssssnssrevsmssssssssenssessssraevaresas and 1 have now reconstructed this vehicle, and ten-

der herewith receipts for spare parts.

Date of reconstruction COmMPISIEd et s sevens

SIGNED: oiiiseiinsisessiniesenns
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REPORT: CAPE TOWN CENTRE

Welcome back Sabrinal We've missed you,

Cape Town Centre has had a busy year socially, with a variety of outings and motoring
LVENLS,

We had a Breakfast Run to Houw Hoek and a couple of Lunch Runs, the last one in Septem-
ber 10 see the wild flowers at Darling, after which we all picnicked on the beach at Yzerfon-
iein. Some of us collected mussels from the rocks and cooked them in sea water on a
skottel-braai. Lovely stuff!

Two rally’s were held last year, with a third one planned for mid February and to take the
form of a "photo-clue rally”.

Our weekend away in Tulbach was lovely. We had chalets right on the edge of the river. The
wild ducks weren’t really "wild" at all, they and their tiny offspring accepted all contributions
of food eagerly. Several members caught fish which were enjoyed at the evening braais. The
wine route and sherry tasting proved very popular. The latter took place by eandlelight in the
cellars of the oid Drostdy. On one of the evenings we had an impromptu rock ’ n roll danes,
followed by a guitar sing-a-long.

The most spectacular event of the year was the Multi-Clubs Expo early in December, where
we had twenty four Triumphs on show. Qur annual Cape Concours was held in conjunction
with this event, with a very high class of entry. The winners were as follows:-

DPETAT

st ... JJohnireland . . . . . .. .. TR4

Znd . . . .DesRudolph . . ... ... TR4

3rd . . . _Caroline Mcintyre . . . . . . TRZ
DELEGANCE

st ... . KenBoss . ... ...... TRS

2nd . . . .RogerRobeck . . ... ... TRZ

3rd . . . .EugeneRossouw . . .. ... Spitfire

At long last the motoring clubs of Cape Town have found a club house. This is situated at a
targe complex in Parow and is a really lovely building, with kitchen and toilet facilities, When
the interior fitting is complete it will boast a bar as well. Each club participating is allocated
times for their exclusive use of the club and our fiest big get-together is to be held in the form
of an inaugural braai at the end of February,

We are all looking forward to the National Gathering at Port Elizabeth in May, so until we
see you there, cheers! Trish Rudolph
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REPORT: PRETORIA TRIUMPH SPORTS CLUB

The “Pretoria Triumph Sports Club™ (Heath's Heathens) is no more.

Triamph ctub Members deepest sympathies must go to Derek and Roma Heath whose youngest
sonrecently died in a car accident. Derek has no longer the ime and energy to devote to organise the
Club.

Regrettably there is no one with the necessary time, enthusiasm and energy that Derek and Roma
have displayed over the past five years to take over. Ray Hauptfleisch and myself in our personal ca-
pacities approached Mols Pienaar and discussed maiters. Nols Pienaar approached the committee of
the “Pretoria Triumph Sports Car Club” and I understand that membership will be favourably con-
sidered. Ex-members of Heath’s Heathens wiil have been advised of arrangements by newsletter
hopefully by the time this issue of “Sabrina” is received.

We hope that the Pretoria Centre wili go from strength to strength in the future.
We hear that........

Geoff Timmins has sold his TR7Y that he brought from England with him, but that he still wants to
be active in the club; especially breakfast eating!

Jean Visser is very busy on the ex-Heath TR3; chassis and engine sli together, due to be sprayed;
roll on driving licence time - Jean - go for it!

Bruce Leslie has bought Geoff’s TR7; we hope you enjoy it and the Club.
Charles Paterson

REPORT: PRETORIA TRIUMPH SPORTS CAR CLUB

To those who believe there is something positive in every adverse situation, 1989 was no exception,
Since only one SABRINA appeared and it furthermore carried no report from gur Centre, we now
fortunately have the opportunity to report in full on last year’s activities.

Our program of activities kicked off with our January noggin hested by Andrew Slaughter and a
very enjoyable social run to Grant Matherbe's place near Brits. February saw us at the Bon Amanzi
Dam near Bronkhorstspruit as guests of Denys and Adele Fourie. Both runs gave us an excellent op-
portunity to get to know some of our new members.

In March we had our AGM and the following comimittee was elected: Nols Pienaar (Chairman),
Nie Raugenbach {Secretary), Gine Casieri {Events Secretary), and Ronald Janssen (Regalia Of-
ficer). Unfortunately we also had to take leave of Andrew Slaughter who moved to the Drakensberg
in Natal following a new job offer. Stll in March Nic and Nols organised their annual Auturmn Run
(& route finder) which attracted a strong field of entries, Those who battled through the cryptic clues
and cunning questions eventually arrived at Doringkloof, the Jan Smuts farm and museum. They
were rewarded with a very sociable braai in the shady and serene farm surroundings soothing many
a frustrated mind. Andy Slaughter (who came all the way from Natal) deserved first place, followed
by Mark Mulder (MG Club) and Dave Beard (Jhb Centre). The tenacious Walkers (George and
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£arol) were fourth and Ronald and Bsme Janssen fifth,

April saw a very good Pretoria turnout at Angela’s Picnic {(Delta Park, Johannesburg) where thir-
twen of our members contributed to twice as many Triumph Sports Cars on display at this great an-
nual classic car gvent. In May Rory and Sean Dreyer, Gino Caseiri, Michael Janssen, Grant
Matherbe and lan Turner decided to take on the MG's and Lotuses at the annual Kragersdorp Hill
Clmb. While results are not as important as the enjoyment, it should however be mentioned that
Rory {TR6) managed (only just, I believe) to pip Giro (TR3). Later that month these racers 4
cepied an invitation by the Lotus Club to try their skills at the Gerotek circuit and that is where Mi-
chael discovered how easy it is to spin a Spitfire on a conerete surface! '

The month of May also provided an opportunity for the non-racing fraternity to try their skills in
guick thinking when a Verwoerdburg team challenged their Pretoria counterparts in a quiz on
‘Triumphs. The brave "Practorians” managed to keep their Vierkleur flying by narrowly beating their
southern challengers by one-and-a-half points! Quiz master Nols Pienaar, and umpire David Beard
{Jo'burg), had to deal with vociferous and heated objections from the V-burgers bui fortunately our
excursion to the Sammy Marks farm a few days later provided the required cooling effect. It was so
cold and wet that the intended English picnic on the sprawling lawns was totally out of the question.
Yet the splendour and magnificent Victorian character of the Marks mansion (miflionaire Sammy
Marks was the old Transvaal Republic’s first industrialist and friend of Paul Kruger) fortunately radi-
ated a compensatory romantic warmth from yesteryear.

By June our newsletter scribe (Nic) and producer (Gino) brought out their new format of hound
regular monthly newsletters, complete with photographs and regular supplement, We are naturally
very proud of these bumper issues (averaging 12 to 14 pages) resembling a magazine and thanks to
these our members had access to some Club literature in lieu of the absent SABRINAS,

June and July were particularly busy: we supported the Jo’burg Centre’s gymkhana as best we could
{being the only Triumphs present) and thanks to Gino the honours did not go to the MG or Lotus
Clubs. The next item was ou annual technical day intended to help people tune their cars and provid-
ing some tips on the proper preparation for the coming concours. Perhaps "socialparking” should be
the more appropriate name for the event because this year the emphasis naturally seemed to have
shifted to the more "human" needs centering on the gastronomic aspects of the occasion. At the end
of July fourtcen of our members formed up an impressive Triumph convoy on the highway to join the
Jo’burg fellows at Gold Reef City. Thanks to Dave beard and his committee we enjoyed a tremen-
dous day at the old mining town where no fewer than 45 Triumph Sports Cars were on display.

Aaugust has also been a great month: first we ensured & very sirong Triumph presence at the Preto-
ria Old Motor Club's annual cars-in-the-park where a total of approximately 700 veteran, vintage
and classic cars of all deseriptions congregated from alt over the Transvaal. The annual Trismph con-
cours and showday which was our turn to host later that month could quite easily be called the star
event of the year. Fort Klapperkop Military Museum {one of the historic restored forts overlooking
Pretoria) was the ideal setting, characterised by military hardware from yesteryear. Not only did we
for the first time manage to enter more cars than larger Jo'burg Centre, but we experienced unpar-
alleled support from our members. Quite a large number with non-running Triumphs came atorng to
help with various tasks. Int the end more than twe thirds of our members attended - a very significant
figure in view of the fact that a substantial number of them live far away in the Transvaal country.
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In DrEtat Campbell Miller {TR4), Dave Wittstock (TR3) and Chris Hulme (Dolomite) took
the honours while Harry Fairley (TR2) and Paul Blignaut (TR6) were the main men in
DElegance. The most improved car trophy went to Keith Abendroth (Spitfire Mk2).

in September we put in our usual good appearance at the annual National Classic Car Con-
cours at Kyalami. Again a substantial Triumph convay left Pretoria to render the TSCC entry
moral support. We were naturally delighted that Harry Fairley won the overall D’Elegance
section after racing his TR2 at Zwartkop the previous day. Our October calendar contained
two roate findings: first George and Carol Walker staged their usuat very imaginative and en-
joyable brain teaser in Lyttelton culminating in a very sociable braai at the Verwoerdburg
Lake. Secondly five crazy Pretoria crews braved the pouring rain to support the three Jo'burg
entries in their annual Early Bird breakfast run in the Meyerton-Vereeniging area. Thanks to
Alan Grant’s not-so-obvious clues and cleverly planned route we had a good time in the end.

We were tremendously fortunate that Nic and Judy Rautenbach again hosted our year end
function in November because the atmosphere of their house combined with Judy’s table and
cuisine is second to none. At the prize-giving during this occasion the Victor Ludorum trophy
went to a very formidable team: Nic and Judy, and they were on points closely followed by
Gino and Grant, But we are also fortunate to have a couple of members who are always pre-
pared to sacrifice their own time and energy on the ailing cars of fellow members without any
creditin the Viclor Ludorum stakes. Rory Dreyer thus is a worthy recipient of the chairman’s
special Merit Award. Congratulations to all,

in retrospect we have reason 1o be very pleased with the past year. We concluded 1988 with
3t} paid members but lost a few through the usual transéers or setling of cars. The fact that 84
percent of the previous year's total renewed their membership in 1989 was thus a source of
great satisfaction, but we never expected to double our net figure during the course of the past
yEar to establish a year-end paid membership of 35,

At the end of the day it is not numbers that make a club but enthusiasm, support and the de-
gree of commitment among its members. From this point of view we are very fortunate and I
think that attendance at noggins and events confirm it. Yet the past year would not have been
as successful without the collective input of all those members who helped to organise events,
hosted noggins, secured spare parts, helped other members in various ways, or contributed to
our excellent newsletter. These are the people who made 1989 such a phenomenally Trium-
phant year, and on behalf of our Committee, { salute them alll

Nols Plenaar

REPORT: PORT ELIZABETH CENTRE

The final program for the National Gathering and a map showing how to get there is in-
cluded in this issue of SABRINA. The Willows holiday resort is on the main beachfront just
about 5 kilometers past the Holiday Inn, which is marked on the map. We have also included
a list of members who will be staying at the Witlows, indicating their accommedation.
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Reb Elliott lost his right arm and almost his life as well in & motor accident on 13th June.
Thankfully he is recovering well. Dr. Izak J. Viljoen unearihed a TR3 which had been stored
for 17 years and is now restoring it.

Alan Alchin has a whole family of Triumphs and has joined the club with his Saloon, GT6,
Spitfire and TR7. John Burneit has reconditioned his Mark 3 Spitfire from bumper to bum-
per and it goes like a TR2 (heavily modified).

Tertius Coetzee has joined the club, and although he does not have a Trinmph yet, he is
looking for a TR3A (nothing else will do). Due to pressure of work we don’t see much of De-
rick Erastmus but he was the first to pay his 1990 subscriptions!

1 have bought a TR7, so { now have six cars to ciean, including three Triumphs and no
moneyt

All the best
Godfrey G. Gericke
Chairmarn - P.E. Cenire

WANTED AND FOR SALE

i WANTED - Four hubeaps for Spitfire/Herald and two front bumper over-
riders for Spitfire Mk1. Contact Stewart Boik on 031-281943 after hours.
2 WANTED - For TR2, instruments; all except speede and rev counter, TR2

grill, § wheels, seats and front bumper, Does atiybody have any of these bits
lying around? I would be happy to remove them for a reasonable price. Jobn
Sprake (011) 705-1464 (H) or (011) 493-3055 (W),

3 FOR SALE - For TR2, 4 wheels which have been widened and have almost
niew tyres to swop for standard wheels or sell. Please contact John Sprake (011)
7051464 (H) or (011) 493-3055 (W).

4 FOR SALE - Gearbox cover mouldings for Spitfire/TR4/TRS/TR6 in fibre-
glass. Prices in Durban are Spitfire/GT6 R110,00 and TR4/TR5/TR6 R125,00.
Contact Wayne Ribbink at 63 Jan Hofmeyer Road, Westville, 3630. Natal.

5 WANTED - Dolomite Sprint with manual gearbox, preferably a Transvaal car,
Please phone Basil Massey on (1381-807627(H) or (381-809091({W).
6 WANTED - Dash and rear screen with rubbers for GT6 and any other spares,

especially a steering wheel, Hardtop for a Spitfire MkIV. Front bumper and a
set of second-hand knock-ons for a TR3 and 3A. Contact Dave Blair on 0451
3106(W) or 0451 5465(H).

7 FOR SALE - 1964 Spitfire 4 (Mk1). Rebuilt, original and in nice condition.
Contact Dave Blair on (451 3106{W) or (451 5465(H).
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LETTERS TO THE EDITOR

From the PE Centre:
Herewith a note of thanks from the PE Cenire.

The Club has had quite & shake-up of late with the departure of two of pur stalwart mem-
bers.

Hannes Terblanche who has always supported the club and given invaluable assistance to
many of us members is missed by all. T am sure that at some time or other Hannes has helped
us all. 1 specifically recall the time that he came to my rescue when my steering-rack for my
TR6 was stolen while the car was in bits and pieces while | atternpted a rebuiid,

Have you ever tried to find a left-hand drive TR steering rack? The cost of a new one was
exorbitant. If you have ever tried fitting a right-hand drive one by meunting it upside-down
you will find that the car steers to the left if you turn to the right and vice versal

Hannes supplied the solution:

That part of the rack that houses the steering pinion on a right-hand drive rack was cut off
and mounted to the left-hand side of the rack. The inner diameter of the cut-off bit was re-
duced by inserting a brass bush inside the cut-off bit and fitting the bush snugly over the end
of the left-hand end of the right-hand drive rack. A grub screw in the bush through the hous-
ing will stop the bush from rotating if it should ever become loose. Presto - a cheap replace-
ment using a Chicane right-hand drive rack.

But 1 digress:

May I just say that all of us in PE wish to thank Hannes for everything he did and T am sure
we will see him at the next National.

The other trusty stalwart that ] wish to mention and thank is Neville Whitford, This gentle-
man was a great asset as our scribe and a consistently enthusiastic committee member and
Triumph TR owner.

1believe he is off to tend a flock in greener pastures! We ali wish both Neville and Lorna the
best of luck and happy Triumph motoring!

See you at the next National, Neville! Drop us a tine when you have time
Jon and the PE Centre.
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TRIUMPH SPORTS CAR CLUB
OF SOUTHERN AFRICA

< ro. 80X 29252
MAYDON WHARF

4057

156th September 1988,
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ENGLAND.

Hear Bill, § o
Because of changes to the exchange rate of the South AfnxéZ; Rands to British
Founds Sterling, I had o give up my membership of the TR Register, I have
Just recaived the last four copies of TR Action from our own Editor(of the
Triumph Sports Car Club of S5.4.) who receives a complimentary copy in exchange
Tor cur quarterly magazine Sabrina.

One or two comments need to be shared with You. Early TRs {2/3/3A) were
assembled in South Africa from CED kits by Motor Assemblies of Durban. These
cars all have TS commission numbers but do NOT have a Mulliner body number ER,
My own TR2 (IS 8330) dees not have a Mulliner number but a local assembly

mamber TR1SL, whilst my TR3 (TS 19549) has a Mulliner body number EB 19571 \.ﬁw e

TR2s which were probably sent out here as demonstrators 7

We have another TR2 having the Mulliner body number EB 704 but has been
converted Lo a short door example. The owner has the engine number 1S 650F and
has glven the car the commission number TS 650, This, of course, will not he
correct uniless confirmed.  Can you help in this one for us as well 7

N O L S e PR ST S PR A S PR S P
" ; ‘

L e / 2 e,
ST

TR'c - EDITFIDF . 21 T EA . DAYAPCTED

LI ,L rant 4 'f)‘,‘.f e Aiadd 4

Thends

and was not assembled in South Africa. ’ﬁA
We have gquite a fow early TRs which were assombled in Bhiedesia ana it would /
appear that nearly as many cars were asgembled there as in South Africa. Tm
South Africa 1053 werc assembled,
Thr commission number often quated for the revised speeification TRIA is 80000 .
He have a revised specificatiaon TE3A with commission number Tﬁ;ﬁgﬁﬁg“ Exactly  FiGowd
al what commission number was the revised specification TR3A it Ted 7 We Seve-goky !
really do neged to be more Qrccise. i Ty gt Ay 41“1
e N A A
£ have recorded in the past, T8 13048, the third disc-braked can producedy, 4, 4
was & locally assembled one having local commission number TS 339. Do TG 1304 Ve,
a’ and T8 13047 exist on the register or were they also exported CKB 7 It would Ty Sy
.&'Jbe nice to know. T5 13051 and TS 13055 5till exist here and were locally LRI
T assembled. e
v There appears to have been 2 or 3 leng door TRPs sent to this country very jfrAﬁé
garly on, Unfortunately, commission awmmbers are not available, bub one long ﬁ,
T door TRZ has the Mulliner body pumber £8 154, whilst the second car is Known g
® to oexist in the Southern Natal area. Have you any information on the long deoor
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Page Z.

Finally, 1 will try and get an up to date list of early South African TRz to
you giving details of commizsion numbers. We appear to have between 2% and 30%
survival of early TRs and our register lists between 20-25% of thom, We are
delighted with that sort of survival. Ve Jfs Kb Plon T g T e

fuf- Ao re bowr faiF o Hp eqoid ‘
in terms of commission numbers ve Mulliner body numbers I can give you the
following

TR2 TS 3954 EE 3842
TR2 TS 6433 EB 6652
ThR2 TS F67 ER 7258

Yours sincerely,

G(www\ fhae b

Graham Cheetham.
Registrar and Chairman
Triumph Sporis Car Club of 3.4.
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TRIUMPH NAME

with courtesy of

THE COURIER - DEC 1989

Following-up John Griffiths” article "What's Happening to the MG Name?", did you notice
this exciting article in Autocar and Motor last week (November 1st issue)? The return of the
TRIUMFH name is surely the aim of all Triumph clubs. Here it is again for all those that
missed it

"Rumours of Rover Ragtop. Speculation is rife in the US that Rover’s exciting 800 coupe for
the 90's (Autocar & Motor, 18ih October) could be joined by a convertible. Autoweek last
week claimed that a ragtop Rover prototype is ready for management approval. Rover UK
will not confirm the existence of such a project but refuses to offer a firm denial.

The rumours come amid a concentrated push by Sterling to reassure dealers that the marque
has a future.

Addressing a gathering of US dealers, company president Graham Morris hinted that cer-
tain names under Rover ownership (that includes MG, Triumph and Austin) could reappear
on low-volume products. Autoweek claimed that this woukd be part of Rover's five-year plan
10 become a niche marketeer in the US.

" A NEW ADDITION TO THE FAMILY"

by
Brian Brown

The wife and 1 are now reaching the fifty plus mark and have been longing for a new little
one in the family. We thought of adopting one but adoption is not always best. We thought of
stealing one, but this is not advisable. Nor is kidnaping as this is the same as stealing. Borrow-
ing one is not the answer either as it would have to be returned at some stage. Hire one then,
well sooner or later it would have to be returned and the same in the case of leasing one.

Well we decided on the normatl way of doing things and that is to buy one, Well the oppor-
tunity came up sooner than expected in the form of a little white Spit. On motoring down to
Knysna one weekend 1 decided to ook up fellow TR members Anne and Andy Greening and
sure enough I found the sign post on the main road marked Belmont Farm after passing Plet-
tenberg Bay. After some hours of TR talk they told me that their Spit Anedy by nick name was
up for sale.

On trying out the little demon that looks so innocent and does not have that heavy metal
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look of a TR2 with Andy as co-driver I was nursing if along. Andy said to me, "Put your foot
down, man, these Spitfires can take it!",

Weli, what a surprise, one feels like Senna in a formula one with that small steering wheel
and in your hands with the rooty tooty sound of the exhaust booming in'your ears. A little way
further 1{elt like Douglas Bader in a real Spit as ] thought it was going to take off. These Spits
are one of those rare cars that perform fike a dream up to the 80 mph indicated on the spee-
do. The perfect poor mun’s E-type Juguar. The stick to the tar like Bostic and corner like a
roller skate with the added twitch in the rear end that folds in with the peculiar rear suspen-
sion.

MNeedless to say after a few kilometers of motoring 1 had decided that this Spit must come
home as it was the little one we needed in the family again. 1 have started to get it into ship-
shape condition, but as we all know, it takes a lot of sweat and heart rending hours of work to
get a car even in near good looking condition,

One of my good neighbours here in the Gamtoos Vailey said to me, "Ek sien jy het nog 'n
MG gekoop!”, Well, good neighbour or not, one more remark like that and 1 wili get out my
double-walk hailgun (twee loop haelgeweer), because when are peaple going to learn the dif-
ference between an MG and a Triumph? They seem to think if it is a sports car, it must be an
MG. After all - the do know the difference between a votksie with a soft top and a beach
buggy. Then again one can only but laugh about the whele matter as Triumphs are not all that
cominon on the road, but rather for the man or woman that cares for motoring with a dif-
ference.

It is a pleasure to take a TR out on the open road as you alt know as one can motor along like
ne other motorist without one can. One has that "sat-your-heart-out" feeling towards the
common motorist in his plastic computerised bit of get-me-there-to-my-destination ma-
chinery.

Children ask? Where is your car’s roof? Well, that is a bit tricky to answer as they are not
used to seeing a car with no steel to protect you from space debris and acid rain.

S0 many remarks are passed by adulits also, but secretly they would also like to belong to the
sports car set, Well old cars are like babies in a lot of ways. If they are not leaking in some
place or other, then they have to be winded in some way or another.

The best way to wind a TR is to get the ole foot down hard on the go pedal and let your
eyeballs sink back into your skull, and also at the same time hope all stays together as these
old girls are getting on in age. What other car of their age can stifl be thrashed up to near the
ton and still come burbling out of it with a wagging tail like a good pet dog? I know you
readers out there are thinking this guy is a nut! How the heck did this farmer from the Gam-
tnos Valley (near PE}) think up all this jargon to fill the pages of Sabrina?

Well, the answer is very few other members seem to write in stories for Sabrina and 1 have
not much else to do in the evenings as TV is such a bore. Yanks chasing one another in tin
crates that always explode in a cloud of flame on impact and I can not handle it. Come on fel-
low members let’s get a little news from the other side of the country. There must be at least
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a few of you that have had funny things happen on the way to the hypermarket in that TR,
Lash out on your own with pen and paper and let us know what has been happening in your
neck of the woods. At least one of you guys out there in the way out yonder must have run
over a Kudu or serething! (Or had 2 Kadu run over your TRI).

Time ticks on and if we do not express our feelings to our fellow members we have lost out
on that opportunity to communicate.

T have one regret which is that ! cannot draw pictures to save my life or I would have drawn
a picture of a Spitfire with a napkin on its rear end to go with the moral of this story of a new
addition to the family. Maybe the editors can oblige in this respect. (Unfortunately not, [ am
also hopeless in this regard - Ed).

So happy motoring TR-wise and keep those eyeballs sinking back in their sockets with heavy
foot hard down on the go pedal. In other words "voet in die hoek" as they say here in the Cape.

PS5 This joke goes with babies, etc.: This fellow wanted a new car, but it had to bave a crank
in the grille "just in case it did not start” he told each car salesman he encountered on his many
ramblings of the car showrooms. At this stage holes in grilles for crankhandles were non-exis-
tant already, All the salesmen naturally asked why he wanted to have a car with a hole for a
crank handle, He replied in each case, "Just in case it does not start”. Well, the salesmen had
heen in touch with one another and all knew of this crank after a while. The one brave sales
man had bad enough of this and eventually ripped open this customer’s shirt and asked hirm
after pointing to his nipples, "and what are those for, $ir?". The customer was at a loss for
words of course. "Well” the satesman retorted, "they are there just in case you have a baby!"

(Brian has subsequently practiced his drawing skills, and you will find his drawing of a
farmer’s Triumph in the next issue of Sabrina. Ed.).
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REBUILDING YOUR TR2/3/4 CHASSIS

by
Keith Ribbink

Some years ago when I bought 2 TR3A some 20 years after having first owned a TR3 and
having worked av a plant where TRY's and 3A’s were assembled, { then joined the TSCC.

Graham Cheetham invited me to an evening at his home to view videos of an annual get-
together of Triumph sports cars. Whilst watching these videos, I gathered the impression that
nearly ali the 2’s and 3's and 3A’s seemed 1o be lower at the rear than [ was accustomed to
with the cars when they were new. I puinted this out to Graham who made the comment that
possibly the rear spring settings were amiss on many cars. Realising that the chassis on my car
had done 26 years of hard work I decided to do a full check on all the chassis dimensions.

This was done by setting up 4 levelled posts on my garage floor and bolting them with rawl
olts to the floor. These posts were made up of galvanised piping with flanges on either end.
The top flanges had angle iron brackets bolting over the chassis onto the top of the posts. I
then set the chassis up on these level posts and ensured that the chassis was level at these
points and then bolted the chassis by means of the clamp to the top of the posts. Four engin-
eer’s levels were clamped onto the top of the chassis across the width to ensure that the as-
sembly was kept level during all operations.

Then a level line was set up down the centre of the chassis as per the TR3 manual. The level

tine was supported by two pieces of angle iron welded to the ends of the centre lines of the -

chassis.

Then dimensions were taken between the level line and the top of the chassis at the sections
indicated on the drawing in the manual. Not surprisingly the rear end was out by 25mm on
one side and 20mm on the other side. Meaning that the rear end would have been lower by
25mem to which can be added another 10 to 15mm for the loss of shape of the rear springs en-
ding up with a rear end as much as 40mm lower than that of a new car. I have since measured
two other chassis in the same way and found that they suffered from the same problem.

Why does this prablem occur on the chassis? Reasons are:-

a The engineers who designed the rugged TR chassis did not really design them
to last 25 years or more. One must accept that 20 years pius of bumping up and
down on poor roads must have an effect on the dimensions and the flexing of
the chassis. Also bearing in mind that the springing on a TR is very rugged and
that the chasses were made as light as possible.
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b Another cause of chassis deflection is poor maintenance of the rear leaf
springs. Leaf springs are designed to operate on the basis that each blade is
able to slide upon the other blade in the spring unit. The fact that they are
clamped together does not mean that the springs do not slide upon each other.

When the springs were dismantled, they were in fact seized up with rust and dirt which had
lodged in between the individual blades, What's more, the leaves had worn tracks in each
other, thus virtually having a recess in each blade from the one below or the one above - thus
restricting the movement or sliding action between the blades. An angle grinder was used to
grind out these recesses before assembling the springs.

50 what has this to do with the chassis? Well, if the leaf springs cease to function as designed,
something else has to absorb the load - thus the paor chassis has to do this, and in fact aftera
time begins to operate in place of the spring as the leaf springs deteriorate further and far-
ther. It pays to spend time on your rear springs to ensure that they are set up correctly. Ensure
that the travel of each is unrestricted and assemble them with grease in between the blades if
you live in a coastal area,

Then bind the springs with some sort of cover over them to prevent rust and dirt from get-
ting into the springs. In actual fact the manual recommends that the springs be serviced on a
regular basis.

The TR manual provides all the details and dimensions necessary for resetting your chassis,
Once the chassis is bolted to the levelled columns it is simple enough to jack the distorted
areas into the correct position using a small trolley jack with an extension above it for height.
Be sure to keep checking the levels mounted on the chassis.

Once you have the chassis in the correct position weld 3mm plates on the inside and the out-
side of the chassis where the deflection takes place. | noticed on my chassis that the deflection
had taken place from just in front of the locating pins of the rear leaf springs.

I also plated the top of the chassis in these areas as well. The chassis has to be firmly clamped
in the correct position whilst the welding is taking place as # fair amount of distortion is
caused by the heat from the welding operation.

Once this is done one should check all other dimensions on the chassis to ensure correct-
ness.

T'in fact rewelded every joint on the chassis and was amazed to find how many of these had
broken of were poorly welded in the first place. It is also a worthwhile exercise to check the
front suspension turrets and the gussets that support the front suspension turrets, the upper
andd lower wishbone inner mountings for dimensional correctness. Once again the welding in
these areas should be most carefully checked and rewelded where necessary. A further point
I have noticed on most chassis is the top location point of the front shock absorbers in the top
of the turret has a very light metal plate which in every case had bulged upwards. It is very easy
t0 knock this down {nto shape again and to weld a very strong large washer on the top. A fur-
ther improvement is to weld a bracket under the engine mounting at the rear of the engine
maunting plate to the front suspension pivot bar which passes under it, as the front engine
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mountings tend to bend down on the chassis.

Restorations in the UK offer new TR2/3 chassis with a number of modifications, including
that of the rear cross tube and rear spring hanger tube, The reason for modifying the spring
hanger tube is that these tubes are too light, andon a number of cars they have become dis-
torted by actually twisting backwards as a result of the force exerted by the spring.

1f you are stripping a car to bare chassis it is as well 1o modify the spring hanger tube at the
same time,
Remember the chassis is the most important component of your car, it determines how the

car handles, the ride of the car and the correct positioning of the body, Many ill fitting bodies
or body panels can be ascribed to a distorted chassis.
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TRIUMPH TR7

Classic sperts car or classic British Leyland disaster?

condensed from an article submitted by

Dave Gordon

When British Leyland announced the reptace-
ment for the TR6 in January, 1975, no one couid
pussibly say that it went uanoticed. The new car
looked, and was, totally different from any pre-
vious TR, Many “traditional” TR enthusiasts
were dismissive of the new offering, describing it
s i hairdresser’s car, or even worse. For a start,
Hwas a hardtop, Then there was the styling. Gone
was the brutish sports car look and the separate
chassis while, in its place, was a monocoque
wedge-shaped bodyshell with a long, pointed
nose and shert, stubby tail that seemed shorter
and wider than the TR6, though in fact it was

X¥-TR 7

slightly longer.

Contained within the bodyshell was a cockpit
far more comfortable and refined than any that
had gone before. Not only was it remarkably
roomy and easy to get inand out of, but it was also
comfortable to ride in over long distances - some-
thing “proper” sporiscars just shouldn’t be! The
traditional hard sportscar ride had been softened
down. Insbhort, the TR7 owed nothing beyond the
name 1o its predecessors. Yet, despite the critics,
there were many who considered the TR7 a
worthy successor, a TR for the seventies and the
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eighties. The hardtop, of course, was forced on
the designers by the expectlation that the Ameri-
can safety regulations would outlaw open cars by
1975 1t is not always appreciated just how import-
ant the American market was to British sportscar
manufacturers, though when one realises that of
around 94 B30 TR6s, alibut 8 370 had been LHD,
it is obvious that the overseas market was vital. So
important, in fact, that the entire first year’s pro-
duction of the TR7 went overseas,

Initial reaction varied though the press reviews
were generally good bat, unfortunately, the TR7
soon acquired a very poor quality and reliability
record. bt exhibited all the typical mid-late 197¢s
BL probtems such as poor paint-finish, badly as-
sembled components, poorly fitting interior and
so on, to say nothing of uncertainzies over supply.
Furthermore, the Speke factory, where they were
built, suffered from poor industrial relations. One
dispute followed another in rapid succession, cul-
minating in ali-out stoppage from October 1977
to February/March 1978, This, combined with the
general economic climate and the relative re-
maoteness of Speke from BL’s heartiand in the
Midlands, persuaded BL management tocut their
losses and Speke was closed that May, TR7 pro-
duction being shifted to Canley, in Coventry, The
strike, followed by the upheavel of moving, meant
that production all but ceased between October
1977 and Getober 1978, However, it would be un-
fair to blame the troubles with the early TR7s en-
tirely on Speke; quality control was a major
problem throughout the BL network in the late
1970s and was cltimately sorted out only when
standards were tightened up throughout the com-
pany in later years,

The “Canley” cars, produced between October
1978 and 1980, were altogether better. Quite
apart from vastly improved quality control there
were over 200 detail changes and improvenients.
During production at Canley, and later (from
1980} a1 Solihull, the cars were gradually im-
proved still further, giving the TR7 a proper
chance to prove itself for the first time.

In 1982 Solihull closed and, while SD1 Rover
production went to Cowley, the TR7 was discon-
tinued, the last car coming off the preduction line
an October 5 1981, By then a total of 114 463 cars
had been buil, a TR production record. Of these
86 784 were TRT coupes, 24 864 dropheads and
just 2 815 TR8s. The end came relatively quickly.
A strong pound made the car expensive in the
vital American market and, to retain s market
share, BL would have had to sell the TR7/8 at a
toss for some time, something their appalling fin-
ancial situation simply would not permit.

This meant the many planned developments,
including the TR7 Sprint (with the Dolomite
Sprint head) and “Lynx” hatchback, were still-
born, though at least a replica Sprint can be pro-
duced. The last cars took some time to seli and
they were still in the price lists in late 1982,

Under the bonnet, the straight-six engine of the
TR6 had been replaced by a version of the Do-
lomite engine. This was a joint development with
Sasb whe fitted it to the Saab 99 and, uprated with
a 16-valve head, it was used in the Triumph Do-
lomite Sprint. The actual engine fitted to the TRY
was unique, however, and had a 1998 cc Dolomite
Sprint bottom end mated to an 1850-type single-
camshaft head. This produced 105 bhp on cars for
the domestic market, but only 92 bhp on Ameri-
can specification cars.

Though the TR7 was designed as a fixed-head,
and a convertible version was apparently not an-
ticipated at the time of the launch, the feared
American safety rules never materialised so there
was no reason why the TR7's appeal could not be
widened by offering a soft top version. But doing
this invelved far more than simply removing the
roof. The body had to be extensively re-stressed
hecause the roof was an integral part of the orig-
inal structure and, when it emerged, the TR7 con-
vertible was 2 cwt heavier than its fixed-head
counterpart due 1o the extra strengihening, Com-
puter design was used to identify areas where
modification was required. The controversial
styling seemed to be meore acceptable on the con-
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vertibie but whether this was because it looked
better or merely because people were getting
used 1o it is open to debate. once again, the
American market got the new mode] first, from
dune 1979; the UK bhad to wait untif February
1980, It follows, therefore, that no preduction”
dropheads were built at Speke.

‘When launched the TR7 was fitted as standard
with a four-speed gearbox simifar to that on the
Marina and Dotomite but it is likely that this was
itended as a shori-term measure only, The
Rover SD1-type five-speed box was destined 1o
he standardised before long and the first five-
speed TR7 was built at Speke in late 1975, 1t was
not anntounced as an optien until October 1976
and, even then, it was only available for export.
This gearbox was announced for UK production
from January 1977, but the option was withdrawn
almost immediately; demand feam the USA and
requirements elsewhere meant that BL were just
nut able to make enough gearboxes to satisfy de-
mand! The five-speed was reintraduced to the
home market Ia January 1978 but the strike at
Speke meant that only a handiul of UK-market
five-speeders were made in Liverpool. Automatic
transmission was offered from October 1976, the
‘t'r:'rs; time this option had been availabie on any

Huying a second-hand TR7

Maay people advise leaving the Speke-huilt
1R7s (Wdentifiable by having chassis numbers be-
ginning ACG or ACL) alone - good advice to
anyone who can afford a later car but not much
help to the average impaverished enthusiast! A
Speke-hullt car need not automaltically stand con-
demned but certainly needs choosing with care, A
major weakness on these, th(mgh', was the four-
speed gearbox, renowned for weak synchromesh
and a truly appalling change. Unfortunately the
fster five-speed box cannot be fitted without
major surgery. Look out for the typical BL late-
1970s problems of paor paint finish, rustin seams,
willer ingress into passenger compartment and
boat, tatty interior (a weak driver’s seat was a par-

ticular problem) and dodgy clectrics,

Perhaps surprisingly, underside corrosion
doesn’t seem to be that much of a problem as vet
on any TR7 though it is always worth having a
good look underneath, particularly around sus-
pension mounting points, Front wings usually cor-
rade around the wheelarch, and the inner wing
can rust, particularly along the iop edge and
seams. A car with severe inner wing problems is
probhably well feft alone. Look out for problems
with door bottoms, rear corners and the panet
joint between the sill top and rear wing, where
flexing can cause the paint to crack, starting cor-
TOSIKHL

Mechanically, the major problem seems to be
the engine, which has a reputation for cooling sys-
tem problems and gobbling up head gaskets. Ef
forts were made to overcome these problems
during production, but were not 100% successful.
The later engines were however certainly better,
Watch out for evidence of head gaskel leakage
arpund the blocik/bead joint, look for excessive
bubbling in the cxpansion tank when the engine
is running and check also for oil in the conling
water (and vice-versa). 1t s also important to
check that the engine reaches its correct npera-
ting temperature and does not overheat, To do
this, let the engine run at a fast idle for about ten
minutes and, if the temperature guage stays
around the normal mark, all is probably weli. Be-

vare if the engine appears to run 1o hot or too
cold, for the thermostat may have been removed
tor disguise overheating.

Five speed and automatic gearboxes are gener-
ally good but watch out for final drive problems,
A whining axle will probably continue for many
years, but clonks call for more immediate atten-
i,

Apartfrom the different chassis numbers, Can-
ley- and Solihuli-built cars can be identified by
having, in place of the TR7 logo, a Triumph badge
on the bonnet. This will be a lavrel wreath trans-
fer in the case of Canley cars, and a smalier,
chromed badge for the Solikull ones,
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RECOLLECTIONS OF THE

STANDARD MOTOR COMPANY

by

John Baum

As my family and myseif have peen associated
with the Standard Motor Company for many years
{thought that a few of my recollections might be
of sume ioterest Lo our ¢lub rembers and maybe
fielp in some tmali way in the recorded history of
the Company.

The earliest connection that my family had was
in the carly 1920% and ended when 1 left the
Rover Triumph Group to live in Sauth Africa in
1975, Instances over thpse vears include how
grandfather made the original embiem, through
the second workd war air waids, being machine-
gunned at the factory gates, to finally bringing the
wrath of the Trade Union on my head. After the
first world war great sirides were made in the de-
velopment of the mo‘or car and my home town in
Coventry became the centre of the Motor Trade
in the United Kingdont. Coventry had moved
awity from the traditional trades of weaving and
ribban making to the manufacture of bicycles.
Motor bikes were the natural progression from
bicycles and names such as Rudge-Whitworth and
Trivmpb{not our Triumph}) came into being. The
Swilt Side Car Company was another company
which eventuaily became Jaguar.

The manufacture of body shelfls was done
mainly by hand, the tradesmen being tin-smiths
ot tin-bashers as they were affectionately called.
The days of the 1000 ton press, multi-welders and
robotics were marny years away, Coventry was
therefore a magnet to the skilled artisans from
miles around.

Grandfather as a master tin-smith was at-
tracted Lo the town with promises of hetter pay
than in his own town of Leicester. So he and my
father travelled to Coventry every day by train.
Not a great distance by our standards - only 24
mites, but it would mean many hours a week in-
«ruding Saturdays of course, spent in travelling.
Anyway, grandfather started to work for the Stan-

dard Motor Company at the original factory in
Coventry as @ tin-basher. I wish now that 1 had
learnt more from him abont those days but he did
press on the story (not corroborated) of being
asked to make a badge for the car bonnet. His de-
sign was simply a Union Jack which in 2 number
of guises graced many models of Standard.

Futher decided that travelling from Leicester
each day was too much so in the mid 1920% he
maved o Coven.ry which was fast becoming a
“Boom Town™ The “boom™ was halted however
with the Wall Street crash with the resulting un-
employment , The family’s association with Stan-
dard lapsed then although it was still connected
indirectly through one of the major component
suppliers. During the mid 1930°s the Standard
Motor Co. moved premises from the centre of
Coventry to Canley, about 5 miles from the city.
Tn those days almost “in the sticks”.

Suppliers also moved out of the town - one
being the Coventry Radiator and Pressworks Ltd.
Coventry Radiator supplied radiators to the ma-
jority of motor manufacturers, each radiator
being manually assembled and soldered. Press
work technology was taking great sirides, one of
the major inventions being the double-acting
press. Tinsmiths were now on the decillne and
today they seem to have gone the full circle by
going back to low volume und repair work. In 1938
the family followed to Canley and lived about 1
mile frem the Standard Motor Works.,

The outhreak of world war 2 saw the Standard
Co. go over to war work, making Mosguito air-
craft yrames, A substantial part of the Mosquito
was made of balsa wood, which surprisingly steod
up very well in active service. Balsa wood was also
in great demand by my age group to make model
aircraft and many a picce of woodl from the Stan-
dard founi its way on to someone’s mantelpiece
as a replica of a Wellington bomber!
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1940} was the start of the German Blitz and Co-
venlry was particularly hard hit. Living so close 1o
the factory, we slept most nights in the air-raid
shelter. However, due 1o furtker good luck or bad
bombing the Standard never receiving a direct hit,
andl T seem 1o remember the hoast that not one
day's production was lost. My way to schoo! in
those days was past the main factory gates and |
remermber one funch time in November when a
Cienman aireraft dived out of the low clouds and
machine-gunned the workers coming out for
funch. My friend and I were passing by alsa at the
time, and a5 3000 as we realised what was happen-
ing, we did the Olympic record jump into the
nearest ditch!

The story was that the German pilot was in fact
an ex-Standard employee. The factory got back
into producing cars after the war and 1 think the
first new designed car was the Vanguard. Other
models | remember were Vanguard MkiL the
Mayllower, Renown and Ensign, After the war
ended in 1945 [ joined the Coventry Radiator as
un upprentice toolmaker, Once more the advan-
ces of press-tool design enabled parts to be made
guicker and more accurately. Tor instance, we de-
veloped a method of producing radiator tanks in
ane strake of the press in place of 3 or 4 oper-
ations. This method was later copied by the
Jupanese. A few years tater, after a spell in the
RAF and an oversess contract, Lvined the Stan-
dard now known as Trivmph, as o hody taling en-
riseer. My first project was the Spitfire 4. Body
tanting for this model was made in Germany by
Kharman Ghia, and the code name was Ham bury,
All new models were given codes until final nam-
g, Forinstance the Triumph 2000 was eode-
named the Innshruck. The master model for the
Spitfire 4 was made in Basildon a1 a COMPiLtY
named Technical Woodwork, From this master
ull tooling aids Lnd checking fixtures were taken.
Multiweld jigs were designed and manufactured
in Romford at White Bately Ltd. Asgembly fix-
iures and press wols were shipped 10 Forward
Rudiator of Birmingham where purts were
pressed out and the “body-In-white™ made.

The body shells were shipped o Coventry 1o be.

painted and trimmed. Afler many frustrations it
gives one a greai feeling to see the first of & new
maodel el off the assembly Tine. The GTo MKHI,
Stig, T2000,TRA and Fastly the TR7 were ull 0ro-
wots that Fworked on. The finad mode] that [ was

invalved inwas the TR7 which nearly did not get
off the ground. In January, 1975 certain safety and
exhaust emission regulatons came into force in
the U.S.A. Some of these regulations were not
mandatory if the madel was for sale in America
before this date. As the TR7 did not fully comply
with the new regulations it was imperative o get
the car to Americy before Junuary. 1975,

Development of the car was almost complete
in October, 1974, but numerous industrial strikes
had put back the volume production date. If the
American market was not continued it woauld
have been disastrous for Triumph,

One of the final components to be (itted was
the new plastic bumper. At that time a new inno-
vation and a very ditficult moulding was made hy
Eko Plasties of Southend. Having spent a can-
siderable amount of time ot Eko we pulled the
first suceesstul moulding and T hot-footed hack
along the M1 o Coventry, Not surprising, al that
tirme, was a strike in progress. This particular one
(the reason escapes me but na daubt it was tri-
vial), was selective, which meant only certain
areas were on strike bot production continued -
all be it slowly, However, on reaching the factory
gales, the pickets were out stopping anyone from
entering.

The strikers did not care that the success of the
TR7 and their jobs depended on the American
faunch 5o the pickets prevented me from taking
in the new bumper. But not to be deterred when
the pickets attention was diverted, a quick foot
down on the throtle and Dwas in the factory fit-
ting onthe TR7 humper. Unfortunately Twasseen
and the umion clamped a total strike on the plant
and all production stopped until | took the bum-
per off the ear and ook it cut of the factory. This
time the pickets were aot going to allow me (o go
out as easity as [ gotin, Anyway, we did the exer-
cise In reverse and ook the TR o a suppliers
premises and approved the fitment there. This
gave Ero Plasties the OK to start production and
eventually the TR7 gat 1o the US AL intime,

In January, 1973 Heft Triumph for South Afri-
coand started work at Rowen which was Toyota's
originel assembly tine, und ulso the place where
Stundard Friumphs were ussembled io this
COUniry.
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SPITFIRE TRUNNION MAINTENANCE

from an article submitted by

GRAHAM CHEETHAM

FRONT SUBPENSION

o

Sir Archibald Trunnion, 1808 - 1893 invented
the trunnions as used on our Spittics, Mainten-
ance consists of regular OILING of the lower ver-
tical tink/trunnion, Fig. 1. This is done by
removing the plug, Fig. la (if fitted) and screwing
in a 1/4inch grease nipple (the 45° ones are best).
Pump using EP90
gearbox oil until fresh
oil appears at the rub-
ber cap, Fig. 1b, Wipe
clean and replace the Pt
ptug. I you are feeling ~ LT
flush, you can, of
course, ieave the nip-
ples in. Don’t let any-
body tell you that
grease will do just as
well - it won't.

Look at the lower
vertical link, Fig. 2. 1t
has a large thread, like

Fig. 2

teeth in a gearbox, which turns against the bronze
trunnion thread, This creates pressures similar to
those in a gearbox or rear axle, hence EP {(Ex-
treme Pressure) oil. A ot of people can’t be bo-
thered 1o have a second gun filled with oil which
always leaks and is messy.

Lack of lubrication, perhaps combined with
fush wear, can cause the vertical link to break off
a1 point €, Whilst this normally bappens at park‘-
ing speeds, it is an unpleasant, expensive cxpert-
ence and noi #s uncOMION as you might think.

...Buy yourself a cheap grease gun...

Check for wear in both the trunnien itself and
the bushes by rocking the whole wheel with the
weight of the car on it. You can usually fee] wear
hefore you can see it, so try and get someonce 0
reck while you fect and watch,

Replacement of both is a simple job. The
bushes come in kits containing all the necessary
bits as in Fig. 3, While you are at It, you may as

well replace the nuts and bolts whichare probably

34

very rusty anyway, The sizes can he seen in Fig. 4.

Providing your suspension isn’t too badly
tusted, the bushes can be changed easily without
having to remove the hub. Undo bolt 10 in Fig. §
and remove; foosen bolt 9. You can now get at the
hushes. Drift the metal bush out of the middle and
remove the nylon bits. Ifyou get problems you can
cut one end off between the trunnion and the
washer, Fig. 3. Then drift out the rest. Drifting is
almost the same as bashing, but you use a round,
metal object which should be slightly smaller in
diameter that the bit you are removing,

-~ (__‘lcan up the trunnion and fit the new bushes.
This should be self-explanatory if you look at Fig.
3. not forgetting to lubricate the new bits.

Assembly is in the reverse order as they say, but
in this case should present no problems.

Fig. 4

L

The trunnions themselves are just a little more
complicated but are still no problem, When
buying, don’t forget they are “sided™. Left or right
i§ stamped om the side, as one has a lefi-hand
thread and the other a right-hand thread.

This time we have to take the hub off but it's

not as difficult as it first appears. [ won’t insult

your inteltigence and tell you to make sure that
the car is properly propped on axle stands.
Remove the wheel. Take the brake caliper off
and hang out of the way with a piece of wire.
Don’tjust let it hang on the brake pipe. Remove
the grease cap, not always as easy as it looks but
a little persuasion and a medium hammer

should work wonders,

Fig. 5

Tuke the split pin out of the big nut (see Fig. 5}
in the middle and providing that you have a new
one, (which you should, of course!) throw it away,
Undo the nut, take out the washer and outer bear-
ing. Pull the bub off - you don’t need a puller as
vour muscles will do.

Undo the nuts (3 and 5, Fig. 1) and the brake
disc shield can be removed. Unfasten the trun-
nion as described in the previous bit. The trun-
nion itself should now unscrew (with Just your
hand). Wash the vertical link in paraffin and ¢lean
all the nuts and bolts (except when replacing, of
course). At this stage it (s a4 good idea to take the
rear wheel bearing (Fig. 5,3) out by carefully tak-
ing the rear felt oif seal out (Fig. 5,4} Wash both
bearings outin paraffin {or petrol if you're 2 non-
smoker or pyro-maniac), and let them drain ona
clean piece of paper. Also, you can check the rub-
ber suspension bushes at this point. Replace
where necessary.

Pour some EP oil in the new trunnion which
you have, of course, already fitted with new
bushes (normally supplied). Screw the new trun-
nion on to the vertical link, not forgetting the new




rubber dusi seal. Make sure it can now turn suffi-
viently in both directions, If in doubt, compare
with the other side.

Work plenty of grease into the wheel bearings
and refit them, again using plenty of grease. Pash
the hub back on and then, whilst turning the hub,
tighten up the nut until it {the hub) won't turn.
Siacken the nut until the split pin will go through
the hiote in the middle and the hub will turn with-
ot binding, According to the official Workshop
Manual, the play should be 0,0508 to 0,1270mm.
Mow considering 99,99 of you aren’t in a position
to measure this amount we shall disregard that in-
formation and if you do it as described, it will be
OK. Let me just say this; a little bit of play which
you feel when the weight of the car is on the wheel
and you tey to rock the wheel with your hands on
the top and botiom, is better than having the bub
binding which will cause rapid bearing wear.

Assembly is again very simple but don’t get
your grubby, oily fingers oo the disc. If you do,
wipe with clean petrol before you fit the caliper.
Pump the new trunnion full of nice, new EP pil.

Tighten up all your nice, new, nyloc nuts and
refit the wheel, tightening the wheel to a torque
of 6,6kg/m (or 48 W/ft for the old fashioned) like
you always do.

REAR SUSPENSION

The rear trunnion
bushes are one of the
often neglected parts
of the "Friumph Spit-
fire. A lot of drivers
don’t even realise that
these bushes are cheap
and easy to replace.

Fig &

Ta check for wear
you really need the caron a four-poster lift or over
a pit as the weight of the car needs to be on the
wheels. Apply the handbrake and rock the car for-
wards whilst watching and feeling for play at point
X Fig. 6 (obviously easier if there are two of you,

or you and a helper). Wear can cause a “Klonk-
ing” neise when taking up the drive but under cer-
tain load conditions sounds very similar to the
regular ticking asseciated with worn UJ’s, If you
are going to do this job then it is a good idea to
spray penetrating oil on the rear brake bleed
nipple a few days prior to working on the car. The
said bleed nipple is very prone to corrosion and
very easily shears off which means a new wheel
cylinder. It is obviously a good idea to use pene-
trating oil onali nuts a few days prior to doingsuch
a job, as it should make undoing the nuts a tot ea-
sier.

Meanwhile, back ai the trunnions; new bushes
are usually bought in an axle set - this means you
have everything to do both sides at the rear.

SR Fig 7

Now down to the nitty gritty; support the caron
axle stands, the scissor jack supplied with the car
really won't hold the amount of pushing, pulling
and banging you are (in 90% of cases) going to
give it,

Remove the wheel, undo the lower end of the
shocker plus bolt 5, Fig, 6. Next, undo the nut 6
and &. You should now be able te knock the bolt
out. Pull the bearing carrier towards yourself, you
can now
Femove
the alid
pushes.

tinfor-
tunately,
the bolt is
often
rusted
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solid and no amount of persuasion will make it
budge. The only thing left is to cut the bolt. At this
paint, you should try and use a hacksaw blade at
points X in Fig. 6, Tt is now probably easier to
remnove the whole assembly and cut through while
it is held in a vice, Remove the four bolts of the
flange Fig. 9; disconnect the brake pipe, Fig, 8, 1
and take out the bolt, 7 Fig. 6.

Disconnect the handbrake cable and pult the
whole ot clear. Hold it in a vice and cut through
the bolt at point X or with an angle grinder and a
targe wheel, grind away carefully the bolt end.
After the trunnion is clear of the vertical link, you
cancut, grind or chisel the ends off the old bushes.
Fitting the new bushes is self-explanatory if you
look at Fig. 7.

Fig. 9

At this point, you may as well check that the
bleed nipple will apen. Onee on the car it is more

PULL Ut BERTIE

difficult
and if it
breaks off,
fitting a
new wheel
cylinder is
easier on
the bench
thanon the
car,

The
Ul's can
also  be
checked
while
everything Fig. 10
is on the
bench, as hatf the work involved is already done.

Check for wear in the rubber bushes and re-
place the assembly if need be. This is the simple
bit, but don’t forget to bleed the brakes!

Don’t be put off by everything that can go
wrong, but is better if you are welt prepared. If
your car has been well maintained, it should be a
simple job taking an hour, if not you might as well
der it now - it won’t get better on is own!

¥ N AL A

PuLL T T

YOU'VE HIT AN ARTERY i 1!

e
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FRONT SUSPENSION FAILURES

TRAA/S/6

Copied from TR Action with kind permission frorm

As background to this prob-
lem, which is now reaching
epidemic propurtions as many
of the cars have been around
for many years now, it would
perhaps be best to start at the
beginning,

The TR2 chassis assembly
was built up with a pair of sus-
pension pillars (see Fig. 108A),
braced against inward collapse
by a cross tube - which had to
be removable 1o allow the en-
gine to be dropped in, relative-
ly easily. Through a pair of fore-
aft holes near the base of the
pillar was passed a solid steel
pin of substantial proportions
{see Fig. 1088} having 3 diame-
ters: the central part that
passed through the pillar, a pair
of plain machined surfaces to
carry the wishbones, and - at
the outer ends - a threaded por-
tion. The pin was fixed in place
by a hracket either side of the
pitlar and 4 further pair of brac-
kets, each with a small pair of

the TR Register

hotes, was welded to the chassis
at the point where the threaded
portion of the pin commenced.

When the suspension was
assembied and the smali re-
movable brackets were secured
to the pin and also (with a pair
of nuts and bohs) to the chassis,
the whole formed a remarkably
strong unit. Exampies 1 hive
seen of TR2/3/4 cars where the
front suspension has been dam-
aged in @ prang have the ful-
crum pin apparently undam-
aged, but bodily turned in rela-
tion to the chassis side-mem-
ber, When this oceurs, the brac-
kets are partially or even com-
petely broken away from the
chassis at the welds, but total
collapse of the suspension at
this point is most unusual Ity
always worth checking the ful-
crum pin alignment when con-
templating the purchase of a
TR2/4/4 as it's easily done by
eye with the bonnet raised. The
pin should be parallel with the
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outer edge of the chassis and
the welding of the brackets
should be intact. 1t's a fairly ex-
pensive and skilled job to cor-
rect any crash damage as the
brackets must be rtemoved
from bhoth fulerum pin and
chassis, the pin withdrawn from
the pillar (10 which it has very
likely become corroded) and
inspected for damage, and the
whole reassembled in the cor-
rect position. Replacement ful-
crum pins are not available, al-
though they do have a part
number,

With the chassis re-design
necessary for the independent
rear suspension of the TR4A,
Trivmph decided to abandon
the well-proven lower fulerum
pin at the front end and use a
pair of easily dismountable
brackets instead (Fig. 108C &
LO8I). T cannot myself see that
this reduced production costs
on provision of parts, although,
it might bave speeded up the

Fixed brack ets

Pilar

Bracing
tube
Removabie bracket

FIG. IOBA TR2 CHASSIS DETAIL.

Threaded portion
Bearing surface

Central part which
passes throughchassis

FIG. 08B TR2/3/3A/4 LOWER FULCRUM PIN.
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Mounting points for
lower fulcrum brockets.
See tig 108D for bracket
detail.

FiG.108C TR4A[S/6 CHASSIS DETAIL.

One stud: TR4A

Lower fulcrum

/ bracket

Wishbone

e arm

- .
CHany

Noter partNe,BBIS847 similar to
part No, 8815846 withlip in
opposite direction.

—d | 031
1
e s [
wn
o
0o
<
B
+ o
i
. L
" ,,!'88 Scaler % 1ull size.
0.3 319 Matr' +103wq sheet 1o BSE449

part 1A HRPI5

FIG. IOBE STIEFENER PartiNo, 88155846

Stittener L.H.
/ 88155846 .

Stiffener R.H.

/88155847_

Noter Arc weld
area shown
/ thus 31 and
! alt other con-
tact surfaces.

Spring pillar

FIG.IO8F STRENGTHENING OF FRONT INNER FULCRUM

BRACKET (LEFT HAND DRAWN]. Ry
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88155531 LH.
88155532 RH.

88155846 LH.
88155847 R.H.

Stiffener

Stiffener

Note: Arc weld area
shown thus tiuuw
and all other
contact surfoces.

131 R RIDRIIY
o

oy

(IR AT

FIG. IO8G. STRENGTHENING OF REAR INNER FULCRUM

BRACKET {LEFT HAND DRAWN). Wy
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assembly of the suspension to
the chassis. However, because
shimming of the lower fulcrum
bracket to the chassis then be-
came necessary, the overall
benefit (if any) must have been
very smalk.

On the TR4A there was a
single bolt fixing the lower ful-
crum bracket to the chassis - on
the TR6 (and I suspect, on the
TRS5) there were 2 bolts per
bracket. There appear to be at
least two major deficiencies in
the arrangement, and either
cin lead to sudden and possibly
catastrophic failure of the front
suspension. The suspension
loads are carried through the
bolt or bolts of the lower ful-
crum bracket onto a compara-
tively small area of fixed (chas-
sis meunted) bracket. If the
nut{s) become loose sa as to
allow any movement, then the
resultant fretting and wear can
cause the fulerum bracket bolts
torip clean out of the chassis on
the sudden imposition of a
heavy load. This might be the

application of the brakes in
reverse or asudden swerve, and
would probably be preceded by
clunking of the suspension
under just such conditions -
never neglect such warnings,
your life is at stake!

The other possibility is that
the brackets welded to and for-
ming part of the chassis assem-
bly may come adrift. However,
even if the welds are wel-ex-
ecuted, there is a weakness in
the stiffening of the chassis-
mounted bracket and this was
realised by the factory, al-
though not widely-publicised.
We know this because a set of
16 SWG (1/8" approximately)
stiffeners were designed and
instructions were prepared for
their fitting. We have full de-
tails of the pair 88155846 and 7
(see Fig. 108E), but not of
88155531 and 2 - which, how-
ever, appear to be about 1.25"
instead of 2.25" on the dimen-
sionmarked A. To carry out the
modifications to a car one
needs 2 off 88155846, 2 off

88155847, 1 0ff 88155531 and 1
of 88135532 to be fitted as indi-
cated in figures 108F & G and
the table below, after the exist-
ing stiffeners have been
removed.

1 don’t think you will have
much problem in obtaining
these parts, and Pete Buckles is
tooking into the possibility of
manufacturing something
along these lines - it’s obvious
that the fancy curved lip on the
stiffeners is just not pussible for
small quantity production with-
out special tooling.

Just to frighten the
TR4A/5/6 owners still further,
I'H mention that it’s unfortu-
nately not known for the rear
semi-trailing arm mounting
brackets to tear themselves
adrift and alsc that the dif-
ferential can break itself free of
the chassis at its mounting
points. Sorry to be so gloomy,
but owners should be aware of
these dangers and carry out
regular safety checks.

STIFFNER MOUNTING |

POSITION -~ : - LH
. From Mdunting - Rear Face 846
Rear Mounting - Front Face 53
. Rear Mounting - Rear Face 846

Cmp

847 :
532 .
847
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THE STANDARD VANGUARD

Jeature supplied by

DAVE GORDON

The post-war Standard Motor Company pro-
duets do not receive the recognition they deserve
possibly because the name "Standard” carries im-
ages of basic austerity, the bottom of the range,
nowadsys. This is ad unfortunate shift from the
ariginal meaning which was “"of a standard”, a
good standard that must be maintained. Un-
doubtedly it was the name’s "new” image "'t led
ultimately to the Standard marque name heing

dropped by Standard-Triuvmph from 1965,

The story of the Standard Vanguard began in
the closing years of world war two. At that time
read tax was based on cylinder bore diameter,
which naturally encouraged small bores, and this,
combined with relatively heavy taxation on petrol,

Jed to the British market demanding smaltler-en-
gined cars than the rest of the world. It was wide-
iy expected that this tax basis was to be changed
soon but to another system tied in with engine
size. It was also already obvious that for some time
after the end of hostilities afl of British industry
would have to export {ike mad to win back cur-
rency reserves, so the trick for the car industry was
to produce a car powerful and roomy enougl for

overseas markels, vet not too Jarge for Britain. It

had
to be
a full
SEx-
seater, capable of 60mph
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cruising, economical to rur, and cheap to produce
and sell. Quite a tall order!

Compared to other manufacturers, Standard-
Triumph were well placed to meet the post-war
chalienge. Their three factories were well
equipped and their design team and executives
young and progressive in outlook,

An engine of
arpund two litres
seemed to offer a
reasonable com-
promise, so a
wet-liner, four-
cylinder unit of
this size was de-
veloped. At
about the same
time, Standard-
Triumph were
becoming ia-
vplved withanew
farm. tractor, the
Ferguson, which
required an en-
gine of similar ca-
pacity, so the =" ?
obvious step was taken, and many major parts
standardised between the two. Contrary to popu-
lar belief, the tractor engine, though similar to, is
not identical with, the Vanguard unit, the very dif-
ferent aperating conditions demanding many sig-
nificant alterations, However the engines had
enough in common for the same production line
10 be used to make either up to 1000 car or 1000
iractor engines per day (the Vanguard unit was ul-
timately fitted to Triumph saloons and Roadsters
also). The Ferguson engine, incidentally, was de-
sigred to run on petrol or TVO (a mixture of ap-
prozimately five parts paraffin to one of petrol,
allowed to farmers as a tax concession).

By all accounts the new car was prepared very
quickly and the 208 (the Vanguard’s pre-produc-
tion designation) prototypes were being tested in
the Welsh mountains from the middle of 1946,

Several modifications were made as a result of
these trials. It was hoped that the Vanguard would
be available from autumn 1947 but the last minute
transport difficulties delayed the announcement
until early 1948,

Literally a few days after the Vanguard was in-
troduced the new UX road-tax was announced, as
a flat-rate
charge (at one-
tenth the cur-
rent ratel),
Standard’s
bold gamble,
in producing a
vehicle big by
British stand-
ards, but small
by European,
appeared to
have paid off,

The "Beetle-
Back” or phase
= one Vanguards

were produced
: beiween 1948
R and 1952,
when the "booted” phase two was introduced. The
1a modeis, intreduced in late 1951, can be distin-
guished by their rather more bulbous frontat
treatment as well as numerous other detail dif-
ferences. Estate car, van and pick-up variants
were also available. Unusually, the commercial
models were not significantly more austere than
the saloons; most options, mcluding overdrive,
were available on every model. The overdrive on
phase ones was mechanically operated, but 1a and
subsequent maodels featured electric overdrive
engagerment.

Al Vanguards produced up to 1955 had a very
sturdy, separate chassis which rarely, if ever, rusts.
New panels are hardly ever available today, so
anyone contemplating a restoration will have to
"make up and mend”.

As with most cars of the era, the Vanguard's
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Club

The Standard Molor Club calers for ai
Sndards from 1903 o 1865, aind Dﬂer;s
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the  Van- | gens Datats from ihe Membarship Sgcre(;-
nard engine | ar. Les Fish, Flet 1, 52 Selbourne Road.

Bus £ Southgate. London N4 70H.

new set of linings. The gearbox is generally good,
though the column change mechanism, never the
best in the world, gets progressively more sloppy

=== Triumph

mechanical | most engines
Specifications components | mean an ex-
Enginece 2058 are long-|pensive
Bora Asmm 3 et b
Strake iy lived, particu
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THE SECRETS OF THREADS

from information submitted by

GRAHAM CHEETHAM

Once upon a time, long before computers, it
was found that the nail, whilst being able to hold
things together alright, wasn’t quite the non-plus
ulira when it came to be able to take things apart
again. The nut and bolt were born, especially for
the Triumph owner who has to regularly take his
car apart and put it together again!

In the good old days before the Common Mar-
ket and the Catylastor, nobody bothered much
what their neighbours were doing. Every country
bad its own nut and bolt thread. Names like Whit-
worth were cornmon and everybody was happy.

As the age of communication came the motor
manufacturers started looking further afield to
other countries in which to sell their wares. In
order to meet regulations and “simplify” produc-
tion, things (in this case, threads) started 1o
change. Thus confusion began.

Basically speaking, in Great Britainand Ameri-
ca things were measured in inches, whilst our Eu-
ropean neighbours used the metric system and
measured in millimeters.

Threads are measured by their pitch (Fig. 1)
and diameter. If in a given length there are a lot
of threads, it is known as a fine thread and where
there are not many, it is a coarse thread.

Ifyou take a look at a bolt with a coarse thread,

you will see it can be done up quicker but, there-
fore, will have a greater tendency to undo itself.
A fine thread takes longer to do up but has much
less tendency to undo itself. Furthermore on ob-
jects where you have thin walls {pipes for
example) of a given length, a fine thread is much
stronger. Also, the chance of Hiquid escaping via
the threads is reduced, hence the use of fine
threads on things like hydraulic pipes, grease nip-
ples, etc.

Fig. 2

The boit size is measured at point {a) Fig. 2and
anut at point (). Alright so far? Good, let's delve
a little further,

As you can’t S —
measure &
thread properly
with a rule, spe-
¢ial  thread
gauges  are
available (Fig.
3). With the
help of a table and a guage you can tell which
thread you have, although normally speaking you
will almost always have a nut of known size to try
or compare. Gauges and tables (in the form of a
tittle booklet) are available from good tool shops.
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el me explain a few abbreviations:

BEF British Standard Fine

BSW  British Standard Whitworth

BSP British Standard Pipe

UNF  Unified Fine

UNC  Unified Coarse

TPI Threads per inch (pitch)

AF Across Flats

BA British Association

Metric  Metric Threads measured in millimeters

Let's take AF first as it’s a term we've all heard
of and it's the most incorrectly used. We now
know bolis are measured by their diameter. So
what happens when we buy a 3/16 inch bolt and
try and tighten it with a 5/16 AF spanner. The
spanner is much too big,

AT or across flats is measured across the oppo-
site flats of a bolt head or aut {Fig. 2¢). Therefore,
our 5/16 inch bolt will have a head size of /2 inch

see Fig. 4.

UNY METRIC

bolt  spanner bolt  spanner

1/4 7016 b 8
5146 1/2 6 10
3/8 2116 8 13
7116 578 10 17
12 304 12 19

Fig. 4

AF is generally used when talking about UNC
or UNF threads. These threads originated in the
USA and are used on all Spitfires and a lot of
other British cars up to the end of the 197(s.
From then on most cars have metric threads like
all West European countries.

Now we are hopefully starting to understand!
Our cars use UNF and UNC threads and we

have to have AF spanners and we measure in in-
ches. We soon get used to the bolt/spanaer sizes
as in Fig. 4. The only difference between UNC
and UNf is the pitch, UNF being the finer of the
two. The spanner and boit sizes remain the same.
In fact we can go as far as to say that almost all the
threads used on the Spitfire are UNF. Exceptions
are UNC airfilter box to carbs, BA screws on the
carb linkages and alternator plus metric on some
1500 master cylinders. Isn’t life complicated!

Metric thread is measured as with UNC, but
only in millimeters, ie an 8mm bolt will have a
head size of 13mm and so on {(Fig. 4), Now, some
AF spanners will it metric and vice versa but they
won’t fit properly, Fig. 5, and you will only ruin
the nut/bolt head if you
use the wrong size. Buy
the proper size, they're
not that expensive.

BSF, BSW and BSP
are not generally
found on our cars and
we won't complicate
matters too much by going into them, Suffice it to
say they are used on old, British cars and today
some dre used on water pipes.

MNow the nuts and bolts vary as well. The num-
ber stamped in the head tells us the hardness, as
for special tasks, special bolts may be needed.
Now the motor car designer knows what materi-
als are to be used and ke calculates how tight a
certain connection must be. The turning motion
when tightening a nut is known as the “torgue”
and is measured in 1b/ft, m/kg or newionmeter,
depending on where you live or what manual you
are reading,

To enable you to tighten up say a cylinder head
nut to the recommended torque of 10 meter/kg,
you have to use a torque wrench. There are basi-
catly two types of torque wrench. The cheaper cne
has a guage and you read off what setting you
have. On the better ones you pre-set to the torque
sequired and turn uatil an audible click is heard
or the wrench gives some other indication that the
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required forque has been reached. A torque
wrench is a must when tightening things like cy-
linder head nuts, bearing caps and other, critical
nuts/bolts. Settings can be found in your Work-
shop Manual.

A good understanding of the nuts and bolts
used on your car will improve the general stand-
ard of your workmanship.

We shall conclude with a glance at nuts and wa-
shers, We have various ways ta either stop or slow
down the tendency for a nut or a bolt to eome un-
done. The examples in Fig. 6 are self explanatory
and are used on bearing caps, wheel hubs ete. An-
other common nut is the nyloc nut, Fig. 7. This i
fitted with a nylon type substance aned stops the
nat from coming loose. Obviously, if used more
than once, the resistance will become impeded.
Therefore, buy new ones if yours have been un-
done a few times.

A plain washer is used 10 spread the load, a

Fig. 7

S-:\\-le\‘ A
R b
B el 2

spring washer, however, has two or more sharp
teeth which cut into both sides of the pieces being
jained (Fig. 7). This prevents the pieces coming
undone, it is, therefore, important to check wa-
shers when re-using as they can obviously wear.
Secondly, using a plain washer, together with a
spring washer is contradictory as the spring
washer only cuts into the plain one.

Lastly on things like exhaust manifolds, we use
brass nuts. If we don’t the heat and the general
tendency 1o corrode will make steel nuts rust so
badly you might not get them undone again.
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SEVENTH NATIONAL GATHERING AT WILLOWS

19000

10600
14h00
17000
20000

GSh(0
11h30
14000
20h00

9h00
11000

(PORT ELIZABETH)

FROM 24th May 1990 to 27th May 1990

PROPOSED PROGRAMME

THURSDAY - 24th May 1990 {Ascension Say)

Arrive at Willows. Registration from lunchtime onwards.
"Getting to know you'" braai

FRIDAY - 25th May 1990

Photo’s and Videos
Coacours Judging
Tug-a-Triumph

Noggin, slides and videos

SATURDAY - 26th May 1999
Bi-annual General Meeting
Drrive through town
Priving Tests
Dinner Dance

SUNDAY - 27th May 1990
Church Service

Casual Drive
Finger Lunch, speeches and prize giving.
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ACCOMMODATION ARRANGEMENTS AT THE WILLOWS

ACCOMMODATION
Tacoma N
Cotlage 3
4
5
7
10
1
12
13
14
15
16

Chalet 1
2

Watsonia

Thistle

Daisy

Gousblom

Orchid

Protea

Nerina

Heath.

Freesia

Mimosa

Lavender

Erica

Crocus

Rose .

Marigold

Coral

Iris

Aloe .

Aandblom .o

Cotlage 41
42
43
44
45
46

Disa

Please note that everyone sh'oul
and also pay their accounts which will
Iacidentally Willows is 11 kilom

NAME

Boss

Polterton

Cook
Dreyee/Dreyer/Cassert
Rautenbach

Walsh

Burnett

Kitchen

Roets

Miller

Bardin

Kelder

Stratton
Rudolph/Maggs
Meyer

Steeke

Dobbins

Grant

Beard

Heighton

Fretorius

Fairley

Carlisle

Gibbons
Malherbe/Jansen
Greening

Robeck
CheethamyBaork

Van des Westhuizen
Rodda
Pienaar/Hauptfleisch
Foreman

Blair

Smith

Nixon/Ireland

Gericke )
Rademan/VanLoggerenberg/Brown
Butlion/Butlion
Hartman
Whitford/Marsh

d register on arrival at Cottage 43, which will be the office
be worked out on arrival,
eters past the Holiday Inn and not five.
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