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“‘Listen, mate, a whack from my missus is one thing—but one from yours is another.”’

Daily Express, April 25th, 1974
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Editorial

By the time that you read this issue of Sabrina there will be less than 80 shopping days to Xmas, so another
year has flown.

In this issue | am indebted to John Dobbins, not only for Kas Kastner’s 1967 Spitfire Competition
Preparation booklet, but also for the 1982 “Old Motor” which gave birth to the article on the Triumph
Dolomite mystery & also sowed the seeds for the Stag comparative test article.

June’s mystery car at last produced some interest out there (if only from 3 members) which is exactly what it
is supposed to do. Such was the debate that it started me on an investigative International E-Mailing which
has revealed some fascinating Triumph history & resulted in new friends in the USA.

Make sure, that if you don’t read anything else, you read the full story on page 47.

It is this sort of input that keeps Sabrina alive, but sadly there appears to be only 3 or 4 members who ever
contribute anything!

In this context you will have noted the change to the back cover, for which thanks is due to the Daily
Express & their cartoonist Giles.

| hope that your Triumph was not being made in April 1974.

The change came about by the non-receipt of my requested unique centre photographs from 2 centres.

As posed in the March issue | need your suggestions for a new back cover series?

Sadly we say farewell to Peter du Sautoy & Marko Claasens, gone but not forgotten.

Editor

Please note that at the end of August | joined the Retirement Brigade.

I have more chance to win the Lotto than to get a decent Internet connection
which means that other than the telephone I will be not contactable on a daily
E-Mail basis.

I will, once a week, go into town for a coffee & Internet link.

Thus it will be doubly important for you to make sure that your submissions for
SABRINA are E-Mailed to me by the deadline date (which can always be
found at the bottom of the contents page.)

Failure to meet the deadline will mean your submission will not appear in that
issue of Sabrina.

Editor



Chairman’s Chat

When you read this, the 2011 Rugby World Cup will be well on its way and we wish the Springboks well.
Please support your team and if I may offer some assistance to our coach, stick to the basics and the wins
will follow. Let’s hope we retain the World Cup, I am in the mood for a BIG PARTY such as the ones we
had after the 1995 world cup win against the mighty All Blacks.

I write this chat to you from a cold and wet Cape Town in the early hours of the morning. This is an
exception to the rule and we have had a dry and warm winter. | think that the global warming is for real and
do not know what the future holds if we do not do our bit to protect mother earth for future generations.

I have recently watched a program about the future named “Nextworld - the future of cars”. If we just look
at how cars have changed since our beauties were made, quite phenomenal. Cars of the future will be smart,
built with nano robots, and intelligent beyond belief. Cars will also be built and be able to change shape on
the fly as it will be build out of a special stretch material. This has been done already and it looks very high
tech. Crashes could be a thing of the past and car crashes are the main cause of death across the world for
youngsters between four and twenty five years old. Automatic brake systems are being build and developed
beyond believe with radar eyes and in case of emergency, the car will take over and steer or brake to avoid
the impending collision. The scientists are studying grasshoppers to help them develop the future of cars to
make decisions in a fracture of a second. Steam and batteries as a source of energy is also being tested and
could power our future cars.

Why am | telling you all of this? We don’t really know what the future holds and when all these new
technologies are implemented, but know it is imminent. We must still keep our Triumph Sports Cars in
good condition and enjoy them when we have the opportunity with our friends.

I am also appealing to you to support your committee and local centre, as YOU are the future of the TSCC
in South Africa and we would like to keep our club one of the best and strongest sports car clubs in South
Africa and our cars in good condition.

The organisation of the 2012 national gathering in Plettenberg Bay is well on its way and the joined Border
and Port Elizabeth committee are arranging a fantastic event in the finest detail. We could do with some
sponsorship and if you can assist here, please contact us. | am also appealing to those of you that have not
booked yet to do so ASAP as time is starting to run out and you do not want to miss this super bi-annual
event in one of the most beautiful parts of our country with your fellow TR friends.

We have lost some dear friends across the country and may | take the opportunity of conveying our sincere
condolences to Peter du Sautoy’s and Marko Claassen‘s families. May the Lord provide peace and comfort
during the mourning period.

Until next time, it should be spring soon, so keep your TRs on the road and enjoy the club with your fellow
friends and TR enthusiasts.

Triumphant Regards, Gerhard.




Registrars Report

I am very pleased to report that we are now nearly on target in terms of the objective of having the details of
1000 Triumphs recorded in the new South African Triumph Register since | took over the job eleven years
ago. | started from scratch without using the old register as base document. However, it would not have been
possible to enjoy such progress without the help of our members and our centre membership secretaries
during the last couple of years. It furthermore underlines the fact that our register is not my personal
document, but that it belongs to all our members and that the support of our members shows that members
are accepting co-ownership of this valuable club asset.

The response since my report in the June 2011 issue of Sabrina has been very encouraging. After |
mentioned that we only needed the details of 21 Triumphs in pursuit of the magic figure of 1000, some
members took up the challenge and really made an effort to find new cars for the register. | must mention
the efforts of the Port Elizabeth Centre and Godfrey Gericke’s regular supply of new names and cars. The
star of the show, however, must be Beyers Vermaak who took the task of finding new candidates for the
register in the Eastern Cape area upon himself because he supplied new names and cars from Jeffries Bay
and elsewhere virtually on a weekly basis.

New names and car details were also received from the KZN and Pretoria centres while my visit to the
annual Cars in the Park at Zwartkops in Pretoria earlier this month also yielded new candidates from non-
club classic car enthusiasts who pitched in Triumphs. The net result is that while I am writing this report,
we are sitting on a grand total of 996 Triumphs. With four to go, I wonder who will have the honour of
being responsible for the details of Triumph no. 1000. Hopefully the magic figure would have been reached
by the time that you have your September issue of Sabrina in your hands.

In my previous report | promised to publish analyses of Triumphs other than the TR range in future issues of
Sabrina. Below therefore please find an outline of our current Spitfire and GT6 holdings in the register.

SPITFIRE RANGE NUMBER PERCENTAGE OF TOTAL
SPITFIRES

Mk1 61 20,46

Mk?2 48 16,10

Mk3 157 52,68

Mk4 23 7,72

1500 9 3,02

Spitfire Total 298 30 % of total register
holdings

GT6 RANGE NUMBER PERCENTAGE OF TOTAL
GT6’S

Mk1 15 51,72

Mk?2 4 13,80

Mk3 10 34,48

GT6 Total 29 2,91% of total register
holdings

Interesting patterns can be interpreted from the table above. The fact that Mk1, Mk2 and Mk3 Spitfires were
locally assembled and regularly on sale at local Triumph dealers between 1963 and 1972 clearly reflects the
overwhelming majority (89%) of cars from these three variants among the Spitfires. The Mk4 and 1500
variants appear to have been either direct imports, or cars that accompanied immigrants during the period
from 1971 to 1980 and afterwards. What is most interesting in our South African situation, however, is the
extremely low number of Spitfires from the 1500 model range in our register. If we consider the fact that a
total of 95 829 Spitfire 1500°s were built between 1974 and 1980, out of an entire world-wide Spitfire
production run of 314 322 between 1962 and 1980, it is clear that the 1500, nearly one third of all Spitfires,
was the most popular and successful in terms of sales ever. That is a larger production figure than that of the
entire TR6 range. How do we therefore account for the extremely low figure of only 9 cars in our register?



To put this in perspective: we have 65 TR6’s and 12 TR5’s. Only 2945 TRS’s were ever built, yet we have
more of these cars than Spitfire 1500’s.

Surely, there must be more of them around in SA. In this context | want to request the assistance of our
members in Port Elizabeth: please find me the details of the Ihd Spitfire 1500 of Brent Cosby for the
register. From the Cape Town guys | please want the details of the Spitfire 1500 that recently belonged to
Nick Joubert of Struisbaai. | do not only want to read about the car in the Cape Town newsletter; | want the
details for the register.

Cheers vir eers!

Nols

SAMCA REPORT

Negotiations with the DOT are ongoing regarding the periodic testing of classic cars in respect of the time
period and Standards
Negotiations with SA Motorsport to rejoin that body are in their final stages.

NATIONAL GATHERING 2012

18TH NATIoNALS 201




26 April 2012 until 1 May 2012 in Plettenberg Bay

The tower clock is ticking and chiming the days away as we move closer to the commencing of the National
Gathering on Thursday, 26 April 2012 in Plettenberg Bay.

Registration forms and accommodation bookings are trickling in at a steady pace, while the organising
committee is getting all the procedures on track and making steady progress in order to avoid a last minute
workload.

Included is a quick reference of requirements for members still wishing to attend as well as the Concours
format and rules.

The Programme

Am Pm Evening
Thursday 14:00 -17:00 18:00
26 April Registration Welcome Function
Friday Cleaning 10:00 Free
27 April | Leisure day Late National Chairman’s TSCCSA meeting (Centre
Registration Chairmen only)
Saturday | 08:30 Free
28 April | Triumph  Concours
Procession
Sunday | 8:30 14:00 18:00
29 April | Mystery Run/Tour le | Driving Test BGM
Plett
Monday | 8:30 18:30
30 April | Knysna Excursion Prize-Giving
Dinner/Dance
Tuesday | au revoir
1 May

REGISTRATION

Registrations forms are available from Heinz Koncki (h.koncki@gmail.com or Fax 044 873 525 0) or in
Sabrina (March 2011) or the local TSCC Chairman. Registration forms are also available on the
www.tsccpe.co.za website.

Members are reminded that paid up registration date closes at the end of December 2011 to facilitate final
arrangements. After this date a penalty will be added.

Vi
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REGISTRATION FEES and Event Costs

These are payable to: Name: Triumph Sports Car Club of South Africa: Bank: First National Bank,
Newton Park;

Account No: 5343 000 9861; Branch Code: 261050

Reference: Your name and Nationals 2012

SPONSORSHIP
In view of the lack of a major sponsor the organisers are looking various fund raising projects.

ACCOMMODATION

AMPLE luxury 5 star accommodation available at the River Club. The organisers would like to centralise
accommodation at the River Club. All aspects of accommodation are being handled for your convenience by
Mandie at Robberg Estates (Tel: 044 533 2505 Fax: 044 533 4102) or mandie@plettenbergbay.com .

Once this venue is fully booked, then Robberg Estates have assured us that they will find alternate
accommodation in the immediate adjacent vicinity.

CONCOURS RULES AND FORMAT

The organising Committee in consultation with the Clerk of the Concours has agreed that although “It is in
the spirit of Nationals that one should drive the Triumph to Nationals,” trailer-ing and A-framing Triumphs
will be permitted. We want you at Nationals in Plettenberg Bay!

Further editions of Sabrina in December 2011 and March 2012 will endeavour to keep members fully
informed of developments.

In the meanwhile plan your journey and be prepared for a relaxing Nationals 2012, with fellow Triumphites
and that Triumph.

CM “BOB?” Pretorius (Chairman-Convener:
E-mail: bob.pretorius@gmail.com) and the Organising 2012 Triumph Nationals Team.

vii
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1.

FORMAT AND RULES OF NATIONAL CONCOURS —
PLETTENBURG BAY 2012

Entry
All members of good standing of the Triumph Sports Car Club of South Africa will

be eligible to enter the
Cul o VYT P 3 :
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National Concours. Non-members will be permitted to have their cars on show as part of the Show Day.
Entry to the Concours will be eligible through qualification at regional level whereby the entrant’s car has
achieved a minimum of 70% of the maximum points achievable in the regional Concours held by their
centre preceding the National Concours. All centre chairmen or their representatives are to verify eligibility
of entries should this prove necessary. Exceptions to this rule will be entertained on the following grounds
only:-

1. The owner or user of the car was incapacitated at the time that the regional Concours was held and was
unable to enter the concourse.
2. Restoration of the car was completed after the regional Concours was held.
Should any of the above grounds exist, the owner is to make a bona fide request to the organisers that their
car be included in the National Concours. This request is to be substantiated by the centre chairman who will
confirm the facts therein.
It is in the spirit of the National Gathering that members drive their Triumphs there, therefore all cars
entered for the Concours should, in principal, be driven to the National Gathering and not trailer-ed there
unless this is permitted by the Clerk of the Concours. This year trailering of the car will be permitted by
those members who feel their car may not reach the venue of the National Gathering under its own power
because of the long distance. Should the member also feel that they will not be able to drive the car for the
long distance, and then they may trailer the car as well. This concession is only made for the 2012 National
Gathering and should not be interpreted as the norm for future years to come. This concession is aimed at
the members from all the centres.

viii




We however encourage_all the_centres to keep to the spirit of the National gathering. A valid registration
license and registration plates must be displayed on the car according to the laws of the land.

Although an entry fee may be levied at the discretion of the organisers, this will not be applicable in 2012.

Notwithstanding any of the above, the organisers shall reserve the right to accept or reject the entry of any
car into the Concours.

Categories:

Cars may be entered in one of the following categories —

a)
b)

c)

Concours d’Etat - Judging the Authenticity, Condition and
Cleanliness of the motorcar.

Concours d’Elegance - Judging the Condition and Cleanliness ONLY of the motorcar, irrespective of
whether the car has original or authentic parts on the car or not.

Car of the Day / Most Desirable Car - A trophy will be awarded to the car which the judges deem to
be the car they would most like to own. This car may not necessarily be the winner of the d’Etat or
d’Elegance categories. The Clerk of the Concours will choose the judges on the day.

The winners in each of the above categories will be awarded the club floating trophy.

3. Classes —

Classes will be held under the d’Etat and d’Elegance categories. All cars must be entered under their
respective classes. These are as follows:-

Class 1 — Triumph TR2, TR3, TR3A

Class 2 — Triumph TR4, TR4A, TR5, TR250

Class 3 — Triumph TR6

Class 4 — Triumph TR7, TR8

Class 5 — Triumph Spitfire Mk1, Mk2, Mk3, GT6 Mkl & Mk2

Class 6 — Triumph Spitfire Mk4, 1500 & GT6 Mk3

Class 7 — Triumph Saloons (Small) — 1300, 1500, Dolomite, Heralds & Vitesse
Class 8 — Triumph Saloons (Large) — 2000, 2500P1, Chicane & Estates

Class 9- Triumph Stags

Class 10 — Veterans — Triumph Super 7, Saloons, Roadster, Mayflower & others.



Classes listed above may be combined or omitted for logical or convenience reasons at the discretion of the
Clerk of the Concours. Members are to be notified of the classes prior to the commencement of the
Concours.

Cars achieving the following standards will be presented with the following awards:-
74.5-83.4% = bronze medal

83.5-92.4% = silver medal

92.5-100% = gold medal

All cars awarded a gold medal/award will be eligible to enter for the overall winner in each category —
d’Elegance and d’Etat. In addition, any car which the Clerk of the Concours may consider to have been
unfairly judged in the first round may be requested to enter the second round of judging for the overall
winner competition. These cars will be required to be re-judged a second time by a panel of judges chosen
by the Clerk of the Concours.

Scoring Sheets —

The scoring sheets to be used at the Concours will be rev. 2 of January 2004. Copies can be requested ahead

of the Concours by e-mail at dekockdc@gmail.com. It is the responsibility of the entrants to ensure the

following:-

1. Their name and their competition number of the day appear on ALL pages of the scoring sheets.

2. The scoring sheets are placed on the windscreen of their cars ready for inspection by the judges, or as
may be directed by the Clerk of the Concours.

3. Once judging has commenced, no entrant may touch, take possession of, or interfere with the scoring
sheets of his or her own car. Should any problems arise with the scoring sheets, the entrant or judge
must request the Clerk of the Concours to attend to, and rectify the problem.

Any contravention of the above may result in disqualification of the entrant and car by the Clerk of the

Concours.

No interference of the judges by the entrants or anyone else will be tolerated. The judges are to be left alone

for judging of the cars, and any interference will be served with a warning followed by disqualification. The

entrants may only be present while their cars are judged if so requested by the judges in order to facilitate
the judging (e.g. mechanical condition, immobilizers, authenticity verification etc.).

4. Clerk of the Concours —

The organizing committee will appoint a Clerk of the Concours who will be in overall control of the running
of the Concours. His duties are as follows:-



=

Ensure that notification of the Concours indicating time and place of the Concours has been given.
2. The rules of the Concours have been issued to all prospective participants and members of the club,
and to deal with any queries or problems.

3. Draw up a list of judges, runners, marshals, scorers and controllers before the event and to notify these
people of the duties expected of them. They are to be convened at the appropriate time for judging at
the Concours.

4.  Verify the eligibility of all entrants.

5. Should any problems or disputes arise during or after the holding of the Concours, they are to be
presented to the Clerk of the Concours who shall attend to the matter reported as speedily as possible.
He shall have the sole and final say over decisions to be taken in this respect and his decision in any
dispute will be final, and the entrants shall abide by his decision.

6 Car Presentation —

Cars must be parked in their designated areas as directed by the organisers.

All cars must have been thoroughly cleaned to a standard accepted in a Concours. The Clerk of the
Concours may, at his own discretion, disqualify any car from entry if he deems the car to have been
insufficiently cleaned and prepared.

All cars with soft tops must be presented with their hoods up for the judges to inspect them. Hard tops may
be allowed in lieu of soft tops. Cars with soft tops must also have their tonneau covers and side-screens (if
applicable) present, but not necessarily on the car. Spare wheels, car jacks, tools and handbooks (where
applicable) must be displayed in such a way to facilitate judging thereof.

Keys must be left in the ignition of their cars to be inspected for mechanical condition by the judges. Should
the judges not find the keys in the car, that car will NOT be judged for its mechanical condition or any other
affected item. Bonnets and boot lids are to be left open for judges’ inspection.

AWARDS and TROPHIES PRESENTED AT TRIUMPH NATIONALS

1. d’Elegance and d’Etat CONCOURS Medals
e GOLD 93.5-100 %
e SILVER 93.4- 83.5%
e BRONZE 83.4-74.5 %

Xi



2. BEST COMBINED SCORES - CONCOURS, AND DRIVING TEST
“GRAHAM CHEETHAM FLOATING TROPHY” awarded to TR 2/3/3A participants only, for the
highest combined total scores of the events at the National Gathering. Usually concours and driving test.
Depending on circumstances (i.e. road conditions, weather etc) scores for the Scenic drive maybe
included at the discretion of the organizers. Graham Cheetham is the man behind bringing us together
Nationally.
e Side Screens. (TR 2 TR3, TR3A)
e Michelotti (TR 4, TR5; TR6)
e TR7and TRS:
e Spitfiresand GT6
e Stags ,Saloons and veterans
3. TROPHY FOR BEST DRIVERS IN DRIVING SKILLS TEST
3.1 Gentlemen
3.2 Ladies
4 PRESIDENT’S TROPHY COMPETITION TROPHY

Centres compete for this trophy at every National Gathering. Scores are based on the following categories;

Attendance of the number of paid members as a percentage of the total membership

Average score for every centre in the concours event

Average score per centre in the driving test

Average score per centre in the Mystery /Scenic Run ( included at the discretion of the organisers)

5.. TR REGISTER (UK) FRIENDSHIP TROPHY

Presented on behalf of the TR Register to the centre showing outstanding contribution to the TSCC -

The hosting centre automatically becomes the holder of the Friendship Trophy. This was presented for the
first time in Hermanus in 2006 by the Overseas coordinator of the TR Register to TSCC - Cape Town
Centre(2006). They were the first holders, followed in 2008 by Pretoria and in 2010 by Johannesburg)

Xii



6. IAN EVANS TROPHY

The lan Evans Trophy- GOOD CITIZENSHIP was awarded by him to the person he felt was a great
enthusiast and of benefit to the club. The trophy is awarded by the current holder (i.e. Winner John Roets-
2010) to anyone he or she thinks deserves the recognition. No voting, no committee involvement, no
arguments, just the personal choice of last event’s winner. One of the few trophies that one should not be
able to receive on consecutive gatherings! lan usually “phones the recipient to offer personal
congratulations.

lan Evans Chairman was for many years the Chairman of the TR Register in England. He is now one of the
two Vice Presidents of the TR Register. lan visited South Africa several times to attend National Gatherings.
He is a great friend of South Africa. He awarded it first to Harry Fairley, at the National Gathering at
Midmar Dam in 1994.

7. THE GREATEST DISTANCE TRAVELLED

This award is made to the Nationals participant who travelled the greatest distance to arrive at the Triumph
National Gathering, preferably in a Triumph.

8. CAR OF THE DAY/ MOST DESIRABLE CAR
Winner chosen by the judges of the Concours

9. “GRAHAM CHEETHAM MEMORIAL TROPHY” is the Golden TR model awarded to any member
who displays outstanding behavior as a “Good Citizen” The procedure is for all the centre Chairman to put
forward a proposal at the National Gathering Chairmen’s meeting and motivate the choice of each centre.
The Chairmen take a vote and the winner is kept secret from the membership until announced by the
President at the prize giving dinner. Correct, as is - nothing further to add.2010 David Blair)).

IMPORTANT:

All 2010 winners of Trophies must ensure that all trophies are suitably engraved and returned to the
nationals at Plettenberg Bay.
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REGIONAL REPORTS

Bloemfontein

It has been a long cold winter, and at the time of writing still is! Definitely not open top motoring weather.
Anyway it should turn warmer in the not too distant future and we will be able to enjoy our cars again! The
cold weather has also had its effect on restoration jobs: it is definitely not fun handling freezing tools in this
weather.

We held our Cars in the Park on Tuesday 9" August, which was a nice warm day, and the turnout was very
good. We only had eight Triumphs this year. Bill James was out of town so his Stag wasn’t there. Fannie’s
TR3 is suffering from starting problems, and Hennie’s TR6 has got pump failure! Kobus Fenwick’s GT6
was also there. Five of our members are also MG owners, so we had seven MGs in our display. The total of
15 vehicles all lined up attracted a lot of attention, and many complimentary remarks were heard.

We are thrilled to welcome Eleanor Fourie back in our club again. After a two-year stint in Joburg she has
returned to Bloem, and is back in our fold. | am sure Joburg are sorry to have lost her. Welcome home

o Lo,
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Eleanor!

I am sure that in my next report I’1l mention a bit more activity from here. Breakfast runs and suchlike, so
till then, happy motoring!

God Bless

Alan

Border

On an opening note we take this opportunity of congratulating the P E Centre on their 30" anniversary.
Those Triumphs must have looked very modern without much classic appeal 30 years ago. By all accounts
the anniversary celebrations were very well organised and | am told that all who attended had a blast. So
sorry that other commitments in my diary did not allow me to enjoy this with them. Good luck to all you
guys down in Madiba Bay for the future and may your Triumph numbers go from strength to strength.

On the activity front we in the Border area have had a pretty quiet few months. Unfortunately the Annual
Wizard on Wheels Car Show was poorly attended because of the extreme weather. We, as a club made a
decision at 7-15am on the morning of the show to not take our cars because of the howling wind and the
drizzle at the time. We did, nevertheless, enjoy a scrumptious curry evening with Phil and Shirley Morris at
their home in Beacon Bay. There was a good attendance and by the number of people who had seconds and
thirds it was not only me who thought this was a terrific evening.

We had a wonderful surprise with the visit of Nols Pienaar and Braam Jansen from the Pretoria club to East
London recently. Braam Jansen purchased Louis Greef’s TR7 which they came to take delivery of and
drive back to Pretoria. The return journey is best left for Braam Jansen to describe. Sad as it was to see this
car leave our Centre it could have been worse by leaving the country and we are sure it has gone to a very
good home in the North.

Gavin and Stuart Turner have now all but completed the engine rebuild in Stuart’s beautiful blue TR6.
Those of you who were at Drakensberg Nationals should remember the car very clearly. My GT6 has now
got the engine and full drive train assembled into the chassis waiting for body fitment. That will not happen
yet as my present headache is my front end i.e. dashboard and engine compartment wiring loom. | am at the
point of shipping one in from Rimmer Bros.

I reported previously that Louis Greef’s MK4 Spitfire was looking very good only to hear that the car is
now at the body shop for a complete respray. The car looked lovely and apart from a mark or two on bonnet
and boot I personally did not think it needed a complete respray. Maybe gold here we come. Phil Morris is
contemplating redoing the bodywork on his TR7 V8. This car is close to Phil’s heart as he bought it many
years ago in the UK and has carted it halfway around the world over past 7 or 8 years. | know that the V8
conversion was done in Bahrain. From there the car went to Dubai and from Dubai to his new home in East
London. Look forward to a new looking Phil Morris Triumph.

Some people become more arrogant with age than others. Some time ago we reported that Gavin Turner

had purchased a beautiful red Porsche. As if that was not enough I helped him take delivery of his Aston

Martin DBS the other day. Gavin has bought this to strip down and restore. We drove the car back to his
house from the East London delivery point and apart from unsynchronised carbs it sounded wonderful. 1

have diarised to speak to Gavin in a year’s time to find out what size dent this restoration in putting in his
bank account. Not a cheap car to restore but Oh what a classic.

Exiting to think that Nationals is only 8 months away. P.E. Centre is, | promise you, a busy beehive getting
ready for these Nationals. Those of you who have been involved in organising Nationals in the past will
know how much work this involves. | am confident that Bob and his team will not leave a single stone
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unturned. Let us all support these Nationals and reward this committee for all the work they are doing.
Looking forward to seeing record numbers in Plettenberg Bay.

That’s all from us in East London. Here’s wishing you all a great Spring Season. Keep that Triumph
feeling buzzing in the air.

Kindest regards

Border Centre
Geoff Kriel

Cape Town

As | mentioned in my last report, the winter season is underway and like the curate’s egg, the weather has
been good in parts!
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The talk by Roger Roebeck on his TR2 was the end of May noggin subject, and what a great talk it was too.
Roger is really passionate about his cars and because he owns his own shipping business has been able to
indulge and restore his cars (at least 8 of them) to a very high standard! It turns out that his love for TR’s
started out when his family used to go to a camping site in the Wemmershoek valley where one of the other
campers had a really smart one. At question time it turned out that the car in question was owned by our
own Theo Brand who still drives a Triumph today, albeit a Spitfire that I sold to him about 6 years ago.
Small world! Roger explained that he bought his current TR2 about 30 years ago when he spied it under a
tarpaulin in Saldanha when they were building the iron ore terminal.

He bought it for the princely sum of R100 after much negotiation and has had it ever since. It is certainly
not original, having been re sprayed and re trimmed, and has things like a high torque starter motor.on.

It has won best of show at the Cape Town International car festival and 2 Nedbank festival gold awards,
unfortunately the judges at Triumph concours do not seem to like it as much as other judges so maybe there
is a story there!

At the same weekend our own Ashley Ellis competed in the Simola hill climb in Knysna and won the index
of performance driving his Jaguar XJ6.

The June monthly run went to the quaint village of Napier for the Patatfees (sweet potato festival). Early on
it was very cold but a really beautiful winter’s day and those coming from Cape Town enjoyed the really
green fields of winter wheat. The event was held at a local school and 9 Triumphs made the trip, Nic Joubert
in his TR3 won the prize for the car the public would like to drive home in. The finale was a car parade
down the main street after which we made off to the Red Windmill restaurant for a lovely late lunch before

= those off back to Cape Town had to
leave. The June noggin was a talk on
. classic rallies and regularity events
given by Brian Wallace of the Fairest
Cape rally and chaired by Ronan
Sanderson.
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The July monthly run was
organised by Gerhard
Vorster and took the form
of a run down the
Atlantic coast for a lunch
in the Paulaner Brauhaus
at the Waterfront.

We met at Constantia
Village and drove via
Constantia Nek and Hout
Bay to the road past
Llandudno and on to
Camps Bay. Again it was
one of those spectacular
winters days and
absolutely perfect for
taking our cars past the
ocean. Gerhard had
arranged parking for us in
front of the Clock Tower
and soon the cars were

L/ iy m«;w-
ﬂ_..” =

surrounded by lots of
admirers. We had a
wonderful lunch but
unfortunately it was
overshadowed by the
arrival of the news of
Peter du Sautoy’s passing
which put a dampener on
things.

While it was not
unexpected, Peter was

1 such a stalwart of the club
| that it had a major impact
on every one there.

| The following Thursday
~ afternoon saw 11

. Triumphs lead by Peter’s
son Guy ina TR5
assemble opposite Dixie’s

in Glencairn to form a cortege to follow the hearse to the Anglican church in Simonstown where Peter and
Monika had worshipped for many years. A number of other members were at the church for a very moving
service and to give Peter a very Triumphant send off. There was a moving eulogy from one of Peter’s life
long friends and Dennis Cook said some chosen words on behalf of the South African Triumph club.

Our July month end noggin was a talk by Ashley Ellis on the various cars in his life. As he started in
Salisbury at the age of 11 and has had numerous cars since then, something like 72 in all, it was a really
fascinating talk given with a superb style that had every one wanting a lot more. Ashley had his first TR2 in
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Rhodesia and in all has had 10 TR’s, but thinks he is really a Jaguar man as he has had 11 of those! I had to
go to help our chairman in distress and missed the first part of his talk on how he put together his XJ6 that
he competed in the Knysna hill climb in. Fortunately Tom and I got back in time for the second part on the
cars but Ashley joked that after lunch he would give the third part, trouble was it was so good every one
would have happily stayed till supper time! He has had an eventful racing career as well so there were lots
of shots of these cars, some of which are still doing well today.

There were a few pictures of some of the whoopses, particularly his Lola replica, where he had a couple of
serious accidents but such is the nature of the guy, these were dismissed very lightly.

I was happy to see my TR6 being run in on the Red Hill, Simonstown, hill climb and happy to report that he
has sorted out my old TR3 that he bought about 2 years ago. He also has a TR6 that was sold as “race ready”
but didn’t seem to be any different from standard trim, this is now being sorted out with electronic ignition
and will be on the track soon.

August will see a run to Riebeck Kasteel organised by Neil Cameron and the month end noggin is a trip to a
plating company in Cape Town organised by Peter Inskip. September sees us trying out the new Arabella
Hotel near Hermanus which is under Protea Hotel management and they are very keen to continue their
association with car clubs in this area. The beginning of October is the Whales and Wheels show in
Hermanus as part of the Whale festival.

The end of October sees the Concours and Pride of
ownership taking part at the Protea Technopark Hotel
in Stellenbosch. The AGM follows this and the new
committee will take over and plan the year ahead’s
activities.

Jamie Hart

JOHANNESBURG

We thought that winter was behind us and spring was
truly in the air, when WHAM! winter is with us
again, hopefully to say a last good-bye. Van Reenen is
covered in snow and yesterday it sleeted on the south
side of Johannesburg. This makes open-top travelling
rather unpleasant. So hopefully by the time you read this we will be 'basking in the sun'.

Due to the cold I suppose, our winter noggins' have not been too well attended. But we had some interesting
evenings nonetheless. In July we had a movie about the celebration of the Jabbeke run when a TR2 was
clocked at 124 mph. So in Belgium this was celebrated three years ago.

A few members from Jo'burg were fortunate to be able to attend the gathering, which attracted Triumph
enthusiasts from around the world - Rene de Villiers, John Roets, John Fletterman and Alan Grant were
there and featured in the movie. A great event and it is interesting to see how other centres do it. Also
present was Gertjan vd Klaashorst who, of course we know well from our National Gatherings.

In August Mike Gilchrist showed us some slides of past events that we held. Always good to reminisce
about some good times we have had. Our trips to Memel, Kaapchse Hoop and various National Gatherings
are truly memorable and it is nice to keep a record of this. Next noggin we will have the inter-centre Quiz
with the Pretoria Centre. Last year they really klapped us but this time .... another story! Also coming up
soon is the inter-centre Concourse which the Pretoria Centre will be hosting. There are always mixed
feelings about concourse - some like it, most hate it - but we always have it. We now only have a concourse
every 2nd year, alternating with the National Concourse so it's not too bad. At least it forces one to get their
car ship-shape and clean as a whistle - so there is some value in that.
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We have also had a few regular events recently - the Pretoria Cars-in-the-Park which is now held at
Zwartkop Raceway. As usual, this year was very nice and all the other marque clubs were present with their
wonderful cars. Always enjoyable. In July we attended the MG Winter Trial, a regularity rally which
accommodates novices as well as experts. Last year we were more Triumphs that MG's, but alas, this year,
only four Triumphs! Still - enjoyed by those
who went. In June a few members went to
the "Wings and Wheels Day" held at
Springfield on the East Rand. There seems
to be an affinity between car lovers and
aircraft enthusiasts.
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On show and flying were a bunch of Harvard’s, a Mustang, a Catalina and a couple of Albatross' which
sadly, were the very ones that came down in heavy weather near Tzaneen last week-end with loss of life.

Also in June, we went to visit the Vintage and
Veteran Club in Houghton, Johannesburg.
Lots of unusual cars were on display and these
we enjoyed over tea and scones. After that we
went to Melrose arch where we were
permitted to display our cars along the main
road there while we had a good lunch and the
adjoining steak-house. The picture below is a
"Moon" from the USA

The picture above shows our Triumphs lined up at Melrose Arch. Lots of passers-by stopped for
photographs, so a good deed was done.

Looming ahead of us is the AGM in October. This will be my last as Chairman and hope to see someone
readily enthusiastic taking over. | have been chairman for too long, I think. A club needs to have a new
chairman quite frequently so that new ideas and greater enthusiasm can be the driving force behind the club.
I have always enjoyed my involvement with the club, both in Pretoria and in Johannesburg as well as
National Chairman, and | have always been fortunate in having the best guys and ladies in support.
Everybody's help was always there when | needed it and the members of the Triumph Club, nationwide, are
out of the top draw! Nols often tells me that for the past 5 years | have been "on loan™ to Johannesburg and
that he awaits my return to my hometown.
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I'm afraid | have to disappoint him as | truly feel to be an entrenched Jo'burg member. The guys in Jo'burg
are a wonderful bunch and this is where I'll stay (if they will have me). My best wishes to all of you.
Gino

KZN

On a chilly but sunny Sunday morning we were excited to be joining in a Triumph Club run to Crocworld.
Darryl’s recently resprayed TR3 (“Rosebud”) was ready and looking beautiful, so Darryl and Rosemary
went in her for the run, and Brent and I and our daughters, Megan and Anna went in “Myrtle” the green
Chicane.

After battling to keep up with Rosebud on the trip down, we met up with the rest of the Triumph club at
Umgababa One stop. Because Brent and | had recently been to Crocworld, we were elected to lead the
convoy... Quite an honour and also a bit stressful... were we going too fast or too slow; what if we left
someone behind; what if we went the wrong way?? Luckily all went well and we all arrived at our
destination.

The South Coast cars were already
parked under the trees and it was
lovely to see all the gleaming cars
lined up. After all the cars were duly
admired we went indoors and had
breakfast. There was a fantastic view
of the ocean from the restaurant and
from the balcony, a tantalizing view of
crocs basking in the sun... which
delighted young and old.

After all the chatting and eating, the
cars “posed” for photos and everyone
departed for home. We decided to take
Myrtle for a bit more of a drive, and
went to the beach at Park Rynie. The
girls and Brent had a swim in the tidal
pool and we all splashed in the waves. PSR : - :

Myrtle had her usual gathering of admirers. We then took a leisurely drive home, | had a lovely sleep in the
front seat and the girls stretched out across the comfy back seat and dozed too.

Kerenza Richter
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PORT ELIZABETH

Our 30" anniversary was celebrated in true Triumphant style during April as
reported in the June edition of Sabrina and has come and gone with everything back
to normal again.

During February we attended the EPVCCs All Clubs Day which again was a huge
success! There were over 70 vintage/classic cars on display which included 12
Triumphs and 31 club members, a record! For the first time on display was my
TR3A, Pickanin, aka Black Stallion, Roger Sutton’s newly restored Stag and new
members, Danie & Anette Smit’s magnificent/original Vitesse. Also, the seldom seen
TR3A of Roy Nel, and the immaculate topless Herald of Collin Skinner.

During March we held our local Concours with 7 cars entered and 3 on display.

The poor showing was due to the fact that a lot of cars were in state of repair getting
ready for next year's Nationals and/or battling to get spares from overseas. We had
a great evening at the German Club with some magnificent prizes for the entrants,
again sponsored by the Protea Hotel Marine!

Thanks again Danie! Prost!!!!

During May we had a brunch outing to the picturesque “The Island Nature Reserve”
near Seaview. Although not well attended because of possible rain conditions, it
turned out to be a perfect day with lots of karretjie talk around the braai area. Even
the seldom seen Knysna Loeries in PE joined the party!

During June we were invited by the MG Club on a mystery “Kimber Challenge Run”
which eventually took us to the Cheetah Breeding Farm 40km outside Uitenhage for
lunch. An interesting questionnaire based on World War 2 and Hitler’s revenge, of
course the VW Beetle, had to be completed along the route. Carl and Barbara
Butlion won the floating trophy, the only 4-door Beetle ever! “Congratulations and
thanks for keeping the Triumph flag flying high!” We also attended the “Toys for
Boys Car Show” at Greenacres Mall where 7 immaculate Triumphs were put on
display. “Boy, did we have our hands full with the enquiring/inquisitive public!”
Excellent exposure for the marque!

During July we had an outing to Jeffries Bay to visit our J-Bay brothers and sisters.
We thank the J-Bayers, especially Johan and Santa Marais for offering their home
and hospitality for a well supported lekker bring and braai. Johan showed us the
beautifully prepared rolling chassis of his Spitfire Mk3 and silver body work just
waiting for assembly. Before the braai we displayed 9 Triumphs at a shopping
centre and received hampers from Builders Express, again organised by Johan.
Keith Marsh assisted Johan with his restoration work and was awarded with a
beautifully handmade “Friendship Trophy” by Johan.

On the motoring front, Deon’s “Blue Bird of Happiness” TR4 is nearly completed;
just needs some fine tuning still to be done. Heinz is hard at work with the TR2
project; body finally completed in BRG; hopefully also getting the “Red Baron” TR6
ready for Nationals.
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Dave Patten’s TR2 is back on the road with the new overdrive in great working
condition, at last! He confessed to trying EP90 in the gearbox/overdrive; did not and
will never work!

Ask the Dessert Rat, Dennis Cook! Check our website www.tsccpe.co.za for a
detailed report on fitting a Chicane overdrive to a TR2. Many thanks Dave as
especially Heinz will benefit from it. Jean de May is still busy restoring Frikkie’s old
TR6. Harold Heunis’s LHD Spittie has been removed from the roof and it looks as if
things are starting to happen, especially now that Deon’s stubborn TR4 is out of his
garage! Peter Leyland’s silver TRG6 is at last registered and on the road; also has an
MGC Roadster project in the garage. Leon van Loggerenberg’s beautiful and hardly
seen, TR4 is back on the road again, sporting a new battery; so no more excuses
for attending in an MGB; remember the “straf-doppe” next time! Michael Koch’s TR6
was taken out of the cob webs and attended our concours, thanks Mike;

now for the Spittie; Harold please help! Jon and son, David, is busy restoring the
Triumph 1300 FWD; what about your TR7 V8 project?

Jeff Levy from Grootbrak is hard at work restoring the TR7 he bought from previous
member Larna Anderson and complains bitterly about the poor workmanship of the
artisans of today. My TR3A “blew” its oil filter, luckily with no engine damage and
now sporting the new spin-on filter conversion; strongly recommended to everyone!!!
Congratulations to Mike Butlion who's TR6 has featured as Rimmer Bros wall paper
of the month. “Time to get it back on the road Mike!!”

Also, many thanks to Frikkie Viljoen for donating a beautifully handmade trophy for
the “Most Used Triumph” of the year.

I’'m definitely not going to report on the progress made to date i.r.o the 2012
Nationals. Rather leave it to “Rooimier” Bob Pretorius who is hard at work and a real
pain up the ...!

Also, a very special welcome to our new members, Danie & Anette Smit, Vitesse,
Johan & Santa Marais, Spitfire Mk3, Johnny & Dassie Viljoen, Spitfire Mk3 and Jeff
Levy of “Levy Dart” fame, TR7. We trust you’ll have a wonderful, fun-filled and
exciting time in the club.

That’s all for now folks!

Kind regards,

Beyers

Pretoria

Pretoria’s 30" Birthday - Year Long Theme.

Pretoria Clubs 30" Birthday Celebrations started at our Noggin on the 16" February 2011, complete with
Birthday Cake, Balloons, and Singing. Our “founder” Nols Pienaar ( Member No.1.) was a very proud
“father” ,Quite Emotional.
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Triumphs in the Mist

Continuing with the celebration
was the away weekend to
KAAPSCHEHOOP, with the
theme cry “Ons Gaan Kaap
Toe”. Pretoria was joined by
our “forefathers” from Jo’burg,
including the 7 of the founding
members — being dubbed, The
“Original” Magnificent 7, over
the week-end of 15-17"

April 2011. What a great
weekend as 40+ members and
22 Triumphs descended upon
the quaint little historical town
of KaapscheHoop in
Mpumalanga.

The weekend ended just as the mist moved in across the mountains which created some spectacular
“Triumphs in the Mist” photo shots.

SOMESAY ....cooiviiiiiiiiin, the weekend was great!
SOMESAY ....covvviiiiiiiiin.. the weekend was fantastic!
SOME SAY ....civviiiiiiiiiinn, it will be remembered 30 years on.

The “Gymkhana at Rafters Pub” was to all accounts one of the best we have had, with some 29
participating classics. Fun and Drama was the rule of the day. Drama certainly as the BIG BOY TR V8’s
MG’s and Turbo charged porches all giving spectacular spinning appearances, with great sound effects, but
getting nowhere fast.

Some say their Bark is Bigger than their Bite! The overall winner remains the little 4 cylinder motor just
puuring away and driving “Oh so properly”, giving the big boys a run for their balls.

Much fun was had by all, so much so that | had to reluctantly say “no more” towards the end of an otherwise
day that may have continued indefinitely.

Our June 16" ALL DAY NOGGIN and BOOT SALE was also surprisingly well attended as this is also a
“one off” event held on a public holiday........... much was swapped and sold on this day. Sadly this was
also the last time many of us had the privilege of speaking with our friend Marco Claassen who attended in
his TR7. Marco sadly passed away after his mototcycle accident in early July.

Further Ahead

Our 30" Birthday Concours is scheduled for the 28" August at the Grove Mall off Lynnwood Rd, Pta East,
where our ladies can “Shop till they Drop” and the guys can “eat and drink till they pop”. We aim to have a
minimum of 30 Triumphs on display from Pretoria for the public to view (and envy).

September brings our Interclub Quiz between Jo’burg and Pretoria, this time hosted by Jo’burg, with an
apparent different slant to the format.

No Male only team may participate, and this also hints to something different. Pretoria hold the Trophy at
present, so let’s see what happens !

Runs to come............. The Treasure Hunt planned within Suikerbosrand Nature reserve, near Hiedelburg,
and the Jacaranda Run in October planned around visiting some impressive Historical places.

All’s well in Pretoria
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Flying High Triumphantly
Bill Flynn

Lost Cars of the Karoo and Free State.

Rosemary and | recently completed a road trip from Durban to the Karoo and returned via the Eastern Free

State.

We love remote areas and spent 5 days at a farm in the Karoo after driving there in our Nissan double—cab
4x4. Those of you who have travelled recently will be aware that almost every road in the country has a

liberal share of pot holes but good news, there are repairs underway.

These repairs result in stop/go delays
which allow a close interaction with
the countryside...so a little extra time
must be allowed for any trip. Local
folk sell boiled eggs, peanuts and cold-
drinks at the stop/go barriers. Having
big tyres and a rugged also suspension
makes the potholes a little less
daunting.

We came across a few rusty hulks of
cars and in each case the old car added
to the atmosphere.
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The most evocative is a large American sedan which lies on a plateau 4km up the hiking trail on
Compassberg near Nieu Bethesda. The only identifying features are a shark-tooth grill and a small 8 on the
right front mudguard. 1 wonder how it got there and when?

IR

A

"V The Standard Vanguard station wagon lies in the
village of Rosendal and looks beyond restoration
while the other greyish car resembles a stranded
woolly Mammoth and is at a location | would like
to keep secret, as it is our ‘special’ spot.

Keep the revs up! Darryl Hurter

SPARES

TR2/3/3A windscreens.

Brand new at R901 each. lan Carmichael had arranged for the manufacture of a very limited run of these &
has kindly offered the last two remaining of these very rare items to Club members. Contact Rene de
Villiers.

Please take note of Rene de Villiers ne Spares E-Mail

triumphclubspares@telkomsa.net

From John Dobbins
1. 3.08 Crown Wheel & Pinion for TR7 & TR8.
Ideal to reduce revs on your TR7V8. He got this for a customer who never paid. Price is R 2750
which is well below the price of an imported one, if you can get it!
2 Stripping Chicane Automatic for spares.
Most parts except engine are available .

You can contact John on 0825080910 or home 011 679 2954
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INSURANCE.

John Dobbins reports the good news that Fussell & Associates the Insurance brokers have included Fussell
Assist to our cover at no extra cost. This is a free road side assistance scheme (AA) if it is arranged through
the brokers. A booklet was included in your last renewal
notice, so read it our contact Dilys Meechan on 011 582 1000
for details.

From the bookshelf

Now for something completely different & it maybe unique.
How about the comparative road tests not of several cars but
of one car, but comparing the testers views of different
journals & covering the period from 1970 to 2011.

The first comes from the “Autocar” of June 1970, the second
from the last issue of the “Old Motor” of March 1982, before
it was taken over by Haymarket press & became “Classic &
Sports Car”. We the have from that magazine a test published
in May 2011 & lastly that featured in “Thoroughbred &
Classic” cars also in May 2011.

So lets see how their views match up as they discuss the
Triumph Stag.

The Engine
TRIUMPH STAG V8
Cylinderheads Two valves per cylinder,
ohc per bank, aluminium alloy “ 59 @
Compression ratio 8.8:1 BOth the Autocal‘ &
Cylinder block 2997cc, V8, cast iron - 99
Bore 86mm Stroke 64.5mm CIaSSIC CarS haVe
Fuel system Two Zenith-Stromberg .
CD/CDSI75 carburettors features on the engine.

Power 145bhp @ 5500rpm
Torque 170ft Ib @ 3500rpm
Weight 204kg Length 689.5mm
Width 595.5mm Height 650mm

gt
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That of Autocar is by Jeffrey Daniels & obviously derives much of its input British Leyland Press Releases.
Martyn Morgan Jones is bang up to date in his article in “Classic Cars” entitled “Loved at Last”.

Daniels starts with the engine spec & how half of the V8 had been developed as the canted Triumph 4 cyl
for Saab,

which is now the most durable engine in Europe boding well for the Stag. The head design is ingenious
allowing the cams to be removed without disturbing anything else thus avoiding the need to reset the timing.
Much thought going into the design to make it easy to service.

Daniels says that SU carbs were used because they comply with USA pollution requirements much better
than PI.

However in the contained specification table it is Zenith-Strombergs & not SU’s that are listed.

The 16.5in engine fan has a viscous drive thereby reducing power loss & noise.

It was felt that Electric fans were too bulky, difficult too install & would not be able to cope with arduous
cooling conditions.

In comparison Morgan Jones draws on the same historical data but has the benefit of 40 years of practical
history to draw on.

He describes the same Triumph/Saab developments & states that the Stag was slated to enter production
with the TR5 engine but the V8 was showing so much promise that the Marketing Department one the day.
Perhaps prophetical was the comment in the “Automobile Engineer ““ of July 1970 that in stretching the
originally envisaged 2.5 | design by increasing the Saab bore slightly & giving it a much shorter stroke the
now 2997cc unit has little stretch potential left in it but not much.

When considered for other Triumphs the length became critical resulting ion an odd crankshaft design in
which the bearing journals on two & four are considerably narrower than one, three & five.

Height was also a consideration & hence SU’s were replaced by Zenith —Strombergs which were inclined.
Now here is something that | have not seen mentioned elsewhere. Stags for the USA were fitted with
different inlet manifolds & ignition advance in order to reduce emissions but this resulted in huge power (
127bhp v 145 bhp) & economy losses.

Morgan Jones describes the Stag V8 as a technical marvel & an aural delight but was a poor imitation of its
2.5 | sibling.

To many compromises resulted in loss of quality & the USA used to long life lumbering V8s could not
stomach frequent servicing and so following many complaints & warranty claims the Stag was withdrawn
from the US market in 1973.

But says Morgan Jones most of the problems were caused, not by poor design, but by insufficient funding &
development time. Unfortunately the detailed design criteria were passed over in favour of value
engineering.
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A typical example being broken valve springs which resulted in many broken engines. Despite high quality
valve springs being specified a vastly inferior type were outsourced.

The article closes with the comment that if fitted with quality part & correctly maintained the Stage engine
is as long lived as any other classic engine.

The Car

Autocar’s Autotest is dated a month (by Anonymous) after their first visit and is shown as 30" July 1970.
“straight away they had obviously not read the “Automobile Engineer” of the same month in that they state
that at 145bhp it is not much more than the TR6PI & that there is obviously lots of potential for
improvement.

Fuel
starvatio
n on full throttle acceleration probably accounted for the performance not matching that of BL. 0 to 60mph
in 11.6 sec & to 100mph in 36.9 are not much better than a 2.5 PI saloon. A maximum of 115mph with the
hard top on & 113mph with the roof off were recorded on a French Autoroute. Wind roar at 70mph with
hardtop or soft-top & when open the rollover frame produced a loud whistle, other than these the car is
quiet.

This Stag is believed to have been a pre-production model which they state probably explains the weak
synchromesh & chattering gear lever when accelerating & the heavy clutch.

The ride was considered to be soft & the power steering required some learning but the Michelin XAS tyres
transmitted little road noise. Power on corning was stable, initial understeer disguised by the power steering
and any tail out transition being killed by the inside rear wheel lifting & lifting off in bends causes the front
to safely tuck in.

On windy English country lanes & greasy London streets the tail could come out without warning. In France
on very wet bends it was the front that slid out & tyres were felt to be aquaplaning on the Autoroute at above
110mph & at 100mph the wipers lifted off the windscreen
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On this journey they never got less than 18mpg & at a steady 70mph in overdrive achieved 26mpg.

There was no sign of brake fade during 10 stops in rapid succession but the pedal effort could be heavy.
Driving position even for 6 footer was considered to be good but the 15 % in steering wheel was thought to
be too large.

The hard top was reckoned to be a fair copy of that of the Mercedes 280 SL but requires 2 people to remove
it and in doing so can damage the vinyl cover of the roll bar.

( Strange | have never seen a Stag with a Pagoda hard top... ED)

Fitting the overdrive switch in the gear knob was reckoned to be most logical.

While the QI headlights gave good light they were thought to be of too small a diameter which restricted
overall performance.

In summing up the Stag was declared to be a satisfying spirited car which the more you drive it the more
you will appreciate it.

So let now move forward 11 years to March 1982 & Mike McCarthy’ comparative test of a Stag versus a
Reliant Scimitar GTC, although for this report I will ignore the Scimitar.

The Stag in question was owned by Tony Hart of Hart Racing services & has chassis No 13 & preproduction
number 10.

Mike points out that the Stag when launched was totally different from that envisaged using many
2000/2500 parts & in fact had virtually none.

At launch it cost £2000 compared to Fords Capri 3000 GT at £1400.

Tony’s Stag was one of the original press fleet which BL sold to journalist Clive Jacobs at the end of 1970,
with 11,000 miles on the clock, for £1750.

This was the beginning of a love hate relationship.

A new speedo was fitted at 20,000 miles & it has now covered 167,000 miles.

An apparently very generous BL originally looked after it & Clive’s wife reckons that it had 5 engines &
gearboxes.

It had the usual Stag problems: overheating, timing chain slipping & many electrical problems before Clive
was advised to take it to Tony Hart.

In 1976 Clive had BL restore it changing the colour from damson to black, fitting Wolf Race wheels, ling
the hard top in the same vinyl as the seat all for roughly £ 2000.

One night in 1979 a fuel line broke over the rear axle & the car caught fire & so Clive sold it to Tony who
carried out a complete rebuild. The colour reverted to the original Damson & correct Stag wheels were
fitted, a £ 7000 job says Tony.

In the comparative test with its barely run rebuilt engine 115mph was recorded

& 0to 60mph in 11.6 secs. The Stag’s auto box changed up & down smoothly but the steering was thought
to rather soft & soggy resulting in the car rolling & wallowing. With top down much wind roar hid any
mechanical noise & the engine noise was a muffled hum.
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The interior reflects its period with wood fascia, PVC seats & a large smooth rimmed steering wheel. The
stag has refinement, smooth engine & tractability & ride but the cooling system & timing chain are potential
problem areas.

Now lets jump nearly 30 years to May 2011 and to “Classic & Sports Car “ whose Martin Buckley
compares a Stag with a Peugeot 504 V6.

In 1970 the Stag had an exiting future, it was a lifestyle car a throaty Grand Tourer that could trump the
Germans & Italians at their own game.

It was an image car from one of the less creaky parts of BL, with V8 power, all independent suspension,
even James Bond drove one in “Diamonds are Forever”.

It is fussy, flashy & yet handsome with a Triumph corporate face, its adverts it was a car for the smart set. It
looked at home parked outside a pavement café or beside a yacht on the French Riviera. It seemed
unimaginable that this sleek 2 door

4 seater came a factory, run by, if you believed the newspapers, a card carrying communist work force.
(Refer to the back cover of this Sabrina)

You sit low on a seat which seems to lack padding & which forces you to splay your legs around the
steering column. The dash is ambitious having a multi function warning gauge & having dull finish pseudo
wood.

Its engine sounds interesting its twin pipes emit a tuneful gurgle that sound more sophisticated & potent than
the car really is. While the Manual/ Overdrive version is nicely high geared the Automatic is nicely suited to
the cars lazy character.

It has modest understeer & will get slight lurchy & pitchy on an undulating surface.

The PAS rack & pinion is a little too light & low geared.

Martin ends by saying that he would chose the Peugeot over the Stag because the Stag is not special or rare
enough for his elitist vote.

But let’s hear what its owners have to say

The Booths bought this Stag 20 years ago “ It is like part of the family” to the extent that when there has
been mention of selling it their children have spoken out against it. It was one of a batch built for the USA
as evidenced by its running lights but never went there & is RHD.

Apart from an engine rebuild early in the Booths ownership it has been reliable even to being used on
holidays in Europe.

So there you have it given the period of time covered by these tests it is interesting how much they have in
common. What is most noticeable is how the writing styles & formats have changed, The Autocar is terse,
regulated & lacks enthusiasm, almost as though the each article is produced to a strict regimen & and
anything slightly anti is stated in such a toned down manner as to not give offence to BL. The “Old
Motor” is far more relaxed & is more pragmatic.

The two 2011 articles are relaxed, enthusiastic & one can say even breezy.

My thanks to John Dobbins, Autocar, Old Motor, “Thorough Bred & Classic Cars” and to “ Classic &
Sports Car”

The July issue of “ Thoroughbred & Classic Cars” had a fascinating article on the life & stormy career of
Walter Belgrove.

I think that most of us know him as the designer of the TR2 but how about the 30’s Dolomite Roadster with
its “waterfall grill” or the Standard Vanguard, BRM V16, Triumph TRX & Standard 8?

He joined Triumph in 1927 working under Frank Warner in the styling department where he formed a
lasting friendship with Donald Healey.

On the departure of Warner to SS (Jaguar) he became Triumphs chief stylist but was made redundant in
June 1939 by Triumphs receivers, but found work with Standard. In 1945 Standard bought the remains of
Triumph & Belgrove was on board & well thought of by Sir John Black. He had perpetual fallouts with Ted
Grinham who was in charge of engineering. Grinham obviously was not favoured by Black which led to
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Black being ousted at a Board Meeting revolt in January 1954 brought about by his wanting to fire Grinham.
Alec Dick was made MD & Grinham was his Deputy. They both vented their antipathy to Belgrove this
reached a head at the launch of the Vanguard Phase 111 at the October 1955 Earls Court Motor Show. The
new Vanguard was warmly received but apparently Grinham received no praise & he made it known that on
their return to Coventry he would fire Belgrove. However imagine the uproar when Belgrove publicly
announced from the company’s show stand that he was resigning with immediate effect.

He turned down positions with BMC preferring to freelance & did work for Fergusson on the R5 prototype
& P99 GP car.

He gave it all up in 1961 & took over the running of a village post office in Devon.

Staying with this magazine in their August issue they celebrate the TR4’s 50" birthday.

This is done in 3 parts; the first is a detailed road test comparison of a TR4 & TR4A covering 5 full colour
pages. The second is an event-by-event chronicle of the TR4’s rally campaigns and finally Brian Culcheth
recounts his rally experiences & firmly declares that Triumph should have become a motor sport world-
beater.

This issue is one that you should definitely buy.

Presumably you all subscribe to “ Classic & Performance Car Africa”, if you don’t then you should do.
The September issue has 4-page colour feature, by Stuart Grant, of Lynton Lomas’ superb GT®6. It fits nicely
into our Sabrina feature on the Spitfire, which in December arrives at the GT®6.
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Now to a strange one, imagine my surprise when opening the First National Bank magazine, Private Life,
to find that the index listed an article

“For the Love of Sabrina”.

So | immediately turned to page 22 to discover that the Sabrina Love Foundation is a charitable organisation
to support vulnerable township children. It was formed by Tony & Suzy Lubber in memory of their daughter
Sabrina who sadly died, aged 7, from a rare bone disorder. Those of you in Cape Town may have wondered
where the Sabrina Ocean Challenge cycle team (In the Cape Argus) comes from. Well now you know & if
you want to know more visit www.sabrinalove.co.za

_Eric Fletcher

What you see may not be what you get
The Spitfire saga continues with the Spitfire MK V.

SPITFIRE MK IV

Launched in October 1970 it just missed the 1970 Earls Court Motor Show because
of the confused Triumph publicity department.

A restyled exterior upgraded & smartened interior & a less radical rear swing spring
suspension, with only the doors & sills of the MK 3 being retained.

The new style was based on the Stag which was only launched after the MK IV.

To cater for taller drivers the windscreen was raised by 50mm & the frame was no
longer removable. The raised seams along the bonnet sides were gone and a
slimmer front bumper blade with black plastic underriders.

The first car had the commission number FH 3 and in 1973 a major face-lift was
undertaken at FH 50,000, while the last car in November 1974 was FH 64,995.

At FH 3 the only badging on the bonnet was a ne Spitfire IV badge on the left front
of the bonnet & in line with the, now Aluminium cast rim, headlight.

A new side/indicator light was used but still with the same chrome bezel.

In front of the bonnet catches was stuck a rectangular British Leyland badge.

This could be had with the blue and silver colours reversed.

A new bonnet brace which gave more rigidity to the wheel arches was used.




The front quarter valances were elaborate rust traps.

The horns were now attached to the sides of the bonnet hinge boxes.

The commission number plate originally the same as the MK3 was later updated
giving the manufacturers name as “The Triumph Motor Co Ltd” & later still to
“Triumph Motors British Leyland UK Ltd". Finally the plate was revised to include the
Spitfire MK IV name & Kerb Wt in Kg.

After FH 30,795 an EEC approval plate to the RH A post.

The polished Aluminium door handles were flush fitting & had integral doorlocks.
The simple boot lock has a rotating plate to protect it & there was no boot handle.
At FH 62,271 a rubber grommet was located at each interior boot lid corner to
prevent corrosion, they were ineffective.

After FH 28,430 the 37.5l fuel tank was replaced with on containing only 33I.

A strange night dimming relay was fitted up to FH 50,000. This reduced the brake
light intensity when the sidelights were on.

This was to prevent dazzling the following cars.

The jack & tools were stored in a canvas pouch, but no wheel nut spanner was
provided.

The hood was a refined version of the MK3, available in black or white until 1973 &
then only in black.

Inside the hood frame was covered & protected by black plastic moldings.

At FH 60,00 a black front spoiler was introduced and the black rubber seal behind
the rear light cluster was replaced by an inferior sponge rubber seal.

The engine was essentially the same as the MK3 but had bigger main & big end
bearings as the result of standardisation since they were the same as the 2000 | &
2.5l cranks. The con rods & bearings were also common.

At FH 25,000 the sporty 25°65°25°65° camshaft was replaced with an 18°58°18°58°
in order to reduce emissions & fuel consumption.

Thus the engine was now the same as the Toledo & power was reduced from 63bhp
at 6,000rpm to 61bhp at 5,500rpm.

The green ignition leads had straight connectors at the spark plugs.

While the oil filler cap reverted to the simpler MK2 type the rocker cover had a
central hump which contained a blow back plate & gauze.

Carburetors were still 11/4 in HS2 SU'’s, but with AAN needles, and for the first time
were cable operated.

The all-new air filter box, had black corrugated trunking to the front of the car, but
was soon replaced by a longer one.

After FH 5,311 a graduated timing plate was used.

The plastic engine fan now had 7 blades & was orange.

A recess behind the battery was to accommodate the tandem master cylinder fitted
to some LHD cars.

For improved cold staring an ignition ballast resistor was used secured using one of
the ignition coils fixing screws. On 1973 cars the separate ballast was replaced by a
resistive wire built into the loom. The coil had a red decal to show that should only
be used with a ballast resistor.
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After FH 25,000 there were several changes under the bonnet.

The block was now the same as the Toledo’s with a counter bored recess around
each bore to cater for the new head gasket.

A Delco Remy D204 series distributor was used,

At FH 25,501 the metal vacuum pipe was changed for a cheaper black plastic one.
At FH 50,001 the fuel & vacuum pipes were re-routed around the rear of the engine,
this required fitting different carburetors so that these pipes could connect on the
sides.

At FH 50,001 the fuel pump was changed to a Unitac type.

For standardisation at Fh 60,001 a new inlet manifold (311925) was fitted with the
heater pipe exiting by a T piece. This made the coolant tapping at the rear of the
head unnecessary & so it was blanked off with a square headed plug.

At FH 60.001 the nylon fuel pipe around the rear of the engine was replaced with a
steel one.

At roughly the same time the thermostat housing was changed removing the large
lug on one side.

The alternator was upgraded to a Lucas 16 ACR unit at FH 60,977

A new matt black plastic dashboard was used (first found on USA MK3's) & similar
to the GT6 MKII.

Speedo & Tacho were now flush fitted directly in front of the driver & all instruments
were black bezelled.

The 2-speed wiper switch incorporated the windscreen washer.

A plastic door micro switch activated a light on the driver side which illuminated the
ignition switch.

The new improved seats had a long handled catch to allow the seats to tilt forward
there was no recline facility. At the front of the seat was a 9-position slide
mechanism. Details varied between the 2 suppliers ( A.W Chapman & Hallam Sleigh
Cheston)

Seat belts were standard fitments.

Sunvisors were black, non-swiveling & padded with that of the passenger having a
vanity mirror.

The straight stemmed rear-view mirror was replaced by a goose necked version at
FH 4,169.

A full width, wood veneered, anti reflective semi-matt finished dashboard came at
FH 50,000.

Modern Smiths instruments with Chrome bezel also came in with this dashboard &
the heater slide controls were & faced a clear plastic beading, on USA cars this was
lit by light diffraction.

All instruments were illuminated at night with a green tint.

The TR6 steering wheel was used with its centre horn push merely lettered
TRIUMPH.

Seats could now recline & the recline lever was an MG door handle!

As a special order seats were fitted with headrests & in keeping with US legislation
all interior trim was fire retardant.
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Also at FH 50,000 the rear track was increased by 50MM.

155x13 SR radial tyres were fitted at FH 38,271.

The optional wire wheels were of the bolt on type with, at FH 51,203, a British
Leyland logo’d hub badge. This badge is very rare as the wire wheel option was
discontinued at FH 60,000.

Overdrive was by special order. After FH 60,000 the stronger J type replaced the
original Laycock de Normanville D type.

Early in 1974 Tonneau covers, in black only, became standard.

The passenger glove box was the site of the Radiomobile rectangular speaker.

SPITFIRE 1500
Announced in
December 1974 the
Spitfire 1500 (1493cc)
was a true 100mph
sports car externally
no different from the
MKIV except with
different badging &
ancillary equipment.
Sadly due to the
parlous state of British
Leyland’s financial
situation it never
received the
development that it
deserved.

The first 1500, FH 75,000 rolled off the line in October 1974 & an Inca Yellow
TFADWSAT 0098, fitted with overdrive was the last produced in August 1980 at the
Canley works.

Obviously restricting cooling the 1500’s number plate was fitted on the underside of
the front bumper.

A black or Aluminium decal was placed on left front of the bonnet, it's colour dictated
by body colour.

The British Leyland house badge was to be found on both front wings until October
1975 when only one was used. This was placed on the right side for RHD cars & on
the left for LHD cars. In 1976 they were deleted completely.

The wheels were the same as the MKIV but painted silver.

On the luxury pack a polished stainless steel door mirror was fitted to the drivers
side.

The only badging at the rear was a decal on the right lower corner of the boot lid.
The boot was now fitted with a courtesy light.

The standard black tonneau cover was available with or without provision for the
optional head rests. At FH 76,285 its all-plastic fasteners were replaced with plastic
coated brass ones.
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The front indicator light lens was replaced at FH 78,674 with an angled lens which
was in common with MG.

At FH 80,000 the driver door mirror became standard fitment & was finished in black
satin, as were the windshield wipers.

The door handles also became black satin at FH 100,020.

Between FH 100,020 & FH 100,447 polished wheel embellishers were fitted.
Laminated windscreens became standard fitment in 1978.

At FH 116,000 the plinth type rear number plate lights were replaced by simpler &
cheaper units.

Wheel size increased to 13 x 5J at FH 130,001

International VIN numbers & plates were introduced in October 1979 this appears to
be around FH 127376. Sometime later the VIN number was repeated on a small
plate spot welded to the RH boot gutter.

The 1500’s engine was first used in Spitfires for the USA market in early 1973.

As part of BL’s rationalization it was also fitted to the MG Midget.

Larger 11/2 in SU’s and a new inlet manifold were used.

A new exhaust manifold fed ports 1-4 & 2-3 into two pipes which then combined into
one exhaust pipe.

Full flow oil filters were used & a Lucas 45D4 distributor.

In 1976 a useful engine data label was to be found on the underside of the bonnet.
Slotted screws to prevent over tightening of the rocker cover nuts were introduced at
FH 80,000.

Increase emission controls brought about the use of so called tamperproof SU’s at
FH 85,802.

TR7 switch gear was introduced at SH 100,020 & a small electric windscreen
washer pump was used. The Tudor label on the washer bottle disappeared around
1976.

A viscous fan coupling made its appearance at FH 105,734.

Yet another change to the carburetors. Now with shorter stubby dashpots, at

FH 105,278 and different float chamber tops.

A large chubby damper top distinguished the final carburetor type at FH 118,874
and at FH 127,151 a new air filter box.

A larger bulkhead recess was required at FH 130,000 to fit the tandem brake master
cylinder required for the new dual line brake system. A pressure differential warning
valve was fitted operating a dash mounted brake warning light.

A luxury pack, (inertia reel belts, head rests, map light, dipping rear view mirror, an
arm rest with extra transmission tunnel padding, door mirror) previously as options
became standard in January 1976 at FH 80,001.

Cloth seats came in 1977, as did TR7 steering column switchgear at FH 100,020.
At FH 84,398 a different style of inertia seat belt was fitted & the seat belt lock was
all black & no longer edged in chrome.

Around FH 114,523 the carpets became loop pile in place of the original tufted pile.
A Moto-Lita steering wheel with real leather trim was used from mid 1978, but was
changed to a new style wheel (not Mot-Lita) at FH 130,000.
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At the same time, because of legislation, the Speedo was changed using fewer mph
figures.

Also the passenger was given a foot well light.

From inception the 1500 tools & bag were as for the MK IV but now included a
wheel nut spanner. The hardurer canvas bag was replaced in 1978 by a black
plastic bag long enough to accommodate the jack handle,

Once again thanks are due to John Thompson, Bill Piggott & Autocar.

In December we will see the GT6.

Eric Fletcher

TRIUMPH CLUB YOUTH PROJECT

TRIUMPH CLUB SPITFIRE

The body is being worked on by the panel beater in his spare time.

The response from members & most Centres is very supportive in words, but so far there have been no
definitive offers of help, spares or finance.

Without these this project will not succeed, so please lets have some action to go with the talk.

John Dobbins

The following is the first part of the serialization of R W Kastner’s official British Leyland booklet on
Spitfire Competition Preparation

This 27-page booklet is the 3" edition and was published in 1967. John Dobbins has a copy in his library
which he graciously loaned me.

Scanning & then cutting & pasting did not work well & so it had to be retyped. Unfortunately the
photographs in the original are not very clear & the scanned results were even worse, so they have been
omitted.

The final part will be included in Decembers Sabrina.
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TRIUMPH SPITFIRE

3rd EDITION

COMPETITION PREPARATION

by R. W. KASTNER

Competitions Manager, British Leyland Motors Inc.

It is the policy of the British Leyland Competitions Departmens, ho:)
in England and the U.S., to constently seek improvements in pur
formance and make this information available after complete tostizg
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FOREWORD

This Book is written with the intent of assisting Spitfire owners in
the preparation of their cars for Sports Car Club of America production
car racing. All procedures and parts that are recommended are legal under
the revised regulations for the production car category of the S.C.C.A.
for the year 1967. When further changes are made to these regulations
amendments to this book will be issued. This Department will never
knowingly advise modifications that will be contrary to the Regulations.

Due to the vast quantities of material available on special tuning,
the information contained in the Book must not be confused with other
writings or books from other sources. This book is written for Triumph
Spitfire cars and although a particular modification will be good for the
Spitfire, this does not mean it will give the same result in another type
vehicle.

It would be near impossible to go in depth into the various small
ways of “super tuning”; therefore this book is intended to put the major
components in the best order for competition which will give a good head
start on a top performing Spitfire.

In competition preparation, careful attention to detail, a satisfactory
working area and the use of correct equipment often makes the difference
between a “front running” race car and a poor handling “sled” that is
prone to “blowing up”. However, no amount of instruction or equipment
will make up for poor workmanship. All of the procedures can be accom-
plished with a minimum of tools, it being a case of more effort required
for those not having machine shop facilities available.

It is assumed that the necessary inpection of new or used parts for
defects will be attended to, and that Magnaflux and X-ray procedures will
be carried out. It is also assumed that those entering into this type of
modifications will have a copy of the Workshop Manual and will carry
out the normal engine balancing routine.

CRANKSHAFT

The standard crankshaft is a very strong unit & it is not necessary to buy a special competition unit. To save

a slight amount of reciprocating weight & to increase the strength potential of the unit, a complete

smoothing job can be done to the crankshaft webs & balance weights. This is most easily done with a disc
grinder. Use a rough disc to remove the heavy flashing & deep machine marks then finish up with a fine grit

disc. The intricate work around the bearing journals should be done with a small high-speed hand grinder.
To ensure that no damage is done to the bearing surfaces, wrap them with several layers of masking tape.
Nitride hardening will improve the wear characteristics of the crankshaft, but this is not necessary if good

maintenance is carried out & the correct bearings installed.
It is advisable to have the bearing surfaces micro polished.

When assembling the crankshaft & cylinder block, be certain to check the crankshaft end float very

carefully.

The connecting rods are made of the same high quality material as the crankshaft and therefore use of the

CONNECTING RODS

standard units is advised.
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Using a mill file first smooth out the “I”” section of the rod, removing only the amount of material to obtain a
smooth finish, free of flashing or grinding marks.

Note rods in process in Fig 1. Careful study of figs 2 & 3 will show the additional areas where metal can be
removed. Do not remove more than 50% of the bridge area over the connecting rod cap.

After rough grinding & filing has been accomplished, blend in all of
the sharp edges with a fine grit stone in a high-speed grinder. The
next step is to remove the grinding & file marks. This is best done
with a Cratex rubber wheel in a bench grinder.

This wheel can cut quite rapidly so exercise care. For the final polish,
mount a stitched buffing wheel in your bench grinder & apply either
emery or stainless steel compound to the wheel. This will produce a
very smooth bright finish.

Two connecting rods are provided in normal service. The earlier has a
bushed small end and the later a plain steel small end. The plain steel
type is fitted with a press fit piston ring while the earlier type has a
normal slip fit pin. Both the earlier type (part No 138549) & the later
type (part No 142572) can be lightened from approx 210z to 180z.

Figure 2 When using the later type it is recommended that the small ends be
bored out to accept the standard wrist pin bushing & then this bushing
fitted to the wrist pins. This will give a full floating pin instead of the
clamped type.

Shot peen the rods after all the polishing procedures have been done.
It is also recommended that the connecting rods be made the exact

4 same length by boring the bushings with a diamond pin-boring

/ machine commonly known as a “Tobin Arp” machine. At the same
time give the proper pin clearance of .0005.

After peening check all the crevices in the connecting rods and
particulary around the pin bushing for any remaining shot pellets as
they can cause considerable engine damage.

Figure 3

Carefully clean the rods with a strong soap & hot water & then lightly oil to prevent rusting. Before
assembling be certain that the rod bolts are in perfect condition & that none of their threads are rough or
damaged.

Be watchful for bolts that have been stretched in previous assembly.

It is assumed that big end bores have been checked for truth before any work was attempted & that the rods
were correctly aligned.
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PISTONS
The present SCCA regulations allow an overbore of 1.2mm.
Manufacturers do not normally furnish this odd oversize dimension & unless you have special pistons cast
settle for the 0.040 overbore. This is only a loss of .006 & therefore the possibility of power loss is remote.
There are several makes of good pistons that will serve you well with slight modifications. The majority of
the overbore pistons are furnished with
4 rings, being 2 compression rings & 2 oil control rings.
Do not fit the oil control ring to the piston skirt. In the past we have recommended that the bottom of the
piston be cut off at the bottom oil ring groove but since have found that the minimal weight savings hardly
compensated for the increased ring life. Therefore it is recommended that you leave the pistons as is & do
not shorten them.

The cylinder bore to piston clearance should be .0035 to .004, either with the standard or overbore pistons.
The only time that it is possible to reduce this clearance is when the pistons have been hard anodized.

Hard anodizing is a good practice & will reduce the friction between wall & piston, and at the same time
make the possibility of momentary piston seizure more remote. If you have the pistons anodized specify a
thickness of .001 all over, except in the ring land & pin bores. When the piton has been so treated the piston
to wall clearance can be reduced to .0025 to .003.

Be very careful in your inspection of the wrist pin circlips & of the circlip slot in the piston.

Although at this time we do not generally have available forged pistons or pistons with Dykes rings, these
are highly recommended.

CYLINDER HEAD
Porting of the cylinder head is the first job to accomplish. Remove the steel locating rings in the intake ports
& grind out the cast iron of the port to the outside dimensions of the counter bore as was originally made in
production for these steel sleeves. Smooth out the interior of the port, paying attention to making the port
straight into the valve pocket. Rather than concentrating on making the inside diameter larger. We are not
interested in making the interior of the port a great deal larger, but more interested in providing a direct
flow from the port beginning to the valve pocket.
The separator boss between the ports can be nicely shaped & smoothed into the port & thus provide easy gas
flow up to the valve.
Attention is necessary under the valve seat or valve choke area of the port.
The production machining leaves a sharp edge at this point & this edge must be ground away to a smooth
radius. This will then provide a continuous smooth passage for the gas, directly up to the valve seat.
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The intake valve seat should not be more than .020 wide & situated on the very outside edge of the intake
valve.
After the valve seats are cut & the valves lapped in to determine the exact seat location it will be noted that
there is material inside of the valve seat.
This material can best be removed with a 70d cutter which will provide the best angle for gas flow as found
in our bench testing. Using either a cutter or a stone cut the angle as described until the outer edge of the cut
is just inside the valve seat. Now smooth or blend in the sharp edge at the bottom of the 70d cut until it gives
a nice rounded smooth passage.
Do not cut this area to 90d as was previously recommended, as this will reduce the flow through the valve.
Part No 126893 inlet valves (MK3 Spitfire) as furnished for replacement are legal for use in the Spitfire &
are a larger diameter. It is recommended that they are fitted using normal valve seat grinding equipment.
The exhaust ports should be increased to a dimension of
1-1/16 square. Grind out the passage up to the valve,
keeping the port as straight as possible but tapering
S S slightly as you cut so that there is not a sudden change in
5t B the port cross section. The port should be larger at the
manifold face than in the pocket under the valve, treat
the area under the valve seat in the same manner as was
done to the intake ports. The exhaust seat width should

__BLEND IN SHARP EDGE

L wierrorr | be .032. Again the seat must be on the very outside edge
‘L ZaN of the valve.
i SBitet | Both the intake & exhaust valves should have a facing
cut made across the valve head to make it true then a
He slight radius made on the top edge of the outer

periphery. Smooth the underside of the valve. The valves

should be ground to a 44d angle & the seats of the head
. e to a 45d angle. This will give a 1d interference fit. All

polishing must be completed before the seats are cut on

the valve head. The facing operation is the last operation

on the valves.

The compression can be raised significantly by

removing .080 of material from the cylinder head face.

A-
N
i s
\ Additional milling can be done but must be carefully
(@
L

calculated so that there is no possibility of gasket leak

around the spark plug bores. The best method is to

mill.080 from the cylinder head face & then coat the

area around each combustion chamber with die makers
Figure 44 b I ue.

SPITFIRE COMBUSTION
CHAMBER

KASTNER  2/67

FIG.-4A NO SCALE
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Now line up the head gasket on the cylinder head face & scribe the shape of the gasket opening directly
onto the machined surface. This will then allow you to grind a slight crescent shape over the spark plug bore
to the thinned edge & at the same time show exactly how much more can be removed can be removed
before head gasket protrusion into the combustion chamber occurs.

After the milling operation is completed remove all sharp edges around the combustion chamber, water
jacket holes etc.

We no longer recommend the use of a thin head gasket to increase compression. As it is necessary to
compression ratios at approximately 12.2: 1 for top completion, a system of popping up the standard flat top
piston has been devised. This entails considerable machine work but on the whole is well worth the effort &
cost.

Install the crankshaft in the block & the pistons with rings & con rods after the con rods have lightened &
trued. Bring No 1 & 4 pistons to top dead centre (Check with a dial indicator mounted on top of the block
with the indicator stem in the centre of the piston crown). Now depth mic the distance between the top of the
block & the top of the piston.

Record this measurement. It will be approximately.020. Repeat the measurement on pistons 2 & 3. You will
note some differences in the stroke of each crankshaft throw. We now know exactly how high each piston
comes up the bore on its normal travel in stroke. Disassemble the engine including the crankshaft & have the
top of the block milled an amount .010 greater than the larges measurement taken from the 4 pistons at
TDC.

This will make the pistons pop up over the top of the block a minimum of .010.

Using a lathe, take from the crown of each piston the exact amount so that all pistons are now popping up
.010. Obviously 3 pistons only will have to be machined as the shortest one was the one from which the
original measurement for block milling was calculated. We now have the pistons all popped up the exact
same dimension .010.

The standard head gasket when compressed is .035 & the piston pops up .010, the deck clearance (clearance
between head & piston) is now .025. This is sufficient clearance for the Spitfire. Popping up the piston will
diminish the unswept volume at a ratio of approximately 3 to 2 over milling of the cylinder head face for we
have diminished an area equal to the bore diameter not just the combustion chamber dimension. When .100
has been milled from the cylinder head & the pistons popped up .010 the compression ratio is approximately
11.9: 1. The exact figure can only be determined by measuring the cubic centimeter capacity of the
combustion chamber. This measurement will fluctuate for it will depend on the amount milled, the depth of
the valves in their seats & the grinding done in the actual combustion chamber.

Obviously further increases in compression can be made by popping up the pistons to a further height.

We cannot do this without additional machine work of a highly intricate nature. For further popping up the
cylinder head is counter bored the exact same size as the head gasket for a depth of .050. We can now pop
up the pistons the same amount (.050) & leave a larger degree of safety with an increased deck clearance.
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The deck clearance would now be the entire thickness of the head gasket or .035. It should be readily
apparent that it would be necessary to mill additional material from the cylinder block to pop up the pistons
this increased amount.

When a .050 pop up is wanted you would of course mill a total of .050 plus the deepest measurement made
from the piston crown when at TDC.

This system of compression increase has a great many virtues that offset the cost & effort involved. The
cylinder head does not need to be milled more than .080 thus leaving a thicker head & more strength for the
head gasket & the increase in deck height will give smoother engine performance although no actual power
increase. The major issue involved is the head gasket life & reliability.

Gain in power can be made by modifying the combustion chamber.

The section that needs attention is the portion of the combustion chamber near the inlet valve. Grind away
the casting to give increased clearance. This simple bit of grinding alone will give considerable
improvement in fuel flow & consequently power.

My test engine has been running with a compression ratio of 12:1 & has shown no ill effects from this
increase. It is mandatory that the oil cooler is fitted when going to high compression ratios. It is also
mandatory that a careful watch be kept on the con rod bearings, so that any problem can be corrected before
real damage occurs. We have had no failure of the lower end & have replaced con rod bearings only as a
matter of maintenance, not of necessity.

After milling, valve grinding etc has been completed measure the combustion chamber volume with a
pipette or beaker scribed with 1/10™ cc increments. The combustion chambers should all be 2/10" cc in
volume and to be perfect they should all be exactly the same. This is achieved by removing material from
the smallest chamber until its volume is the same as the largest measured.

When installing the cylinder head increase the cylinder torque to 60ft pounds. This is necessary due to the
compression increase. It is advantageous to replace the standard cylinder head nuts with ones nuts that have
an increased number of threads available. Make certain that these nuts are of high quality. If you should not
be able to find the proper nuts the normal wheel lug nuts will do until the proper nuts can be located.

Eric Fletcher

With thanks to John Dobbins

WANTED

Heinz Koncki is looking for TR2/3/3A temperature gauge & a hood frame
(2,3 or 3A) for his TR2 project.

You can contact him on

044 873 5250

Graham Ritchie is still looking for a TR3A, must have overdrive & be in Concours condition.
Contact Graham on 021 761 6348 or graeside@telkomsa.net.

Gerhard Vorster is looking for a push type boot lock for a TR7 & a master light switch also for TR7
Contact Gerhard on 082 776 1835

FOR SALE.

Triumph Spitfire 1969.

With soft-top, red in colour with only 77360 genuine Km on the clock. Lady’s car for many years & in
excellent condition, all for R55, 000

Contact Trudie McCarthy on 011 713 9516 in office hours.

TR7 V8.
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This is John Dobbins personal car & is used on a regular basis & was converted using only the correct
equipment 10 years ago.

Silver with Blue interior, a standard 3.5 V8, 5-speed box, uprated suspension & brakes, Weber carb, 4 x
14inch Compomotive mags, 3.08 Diff ratio, Half & Full Tonneaus and roll bar (still to be fitted).

John is asking R 56,000 and can be contacted on 0825080910 or at home on

011 679 2954.

1974 Dolomite Sprint.

2L 175bhp, 2 Webers, close ratio box, o/drive, adjustable suspension, good sunroof, original & with some
engine spares. In regular use & parked in a closed garage. Jean bought 4 years ago to compete in Classic car
rallies & races he claims it is ready to race but his job does not leave enough time.

Make him a fair offer & it is yours.

Contact Jean Coppens on 083 708 9425 or jean.coppens@bhpbilliton.com

ANNIVERSARIES

40 th Anniversary of the Cape Town Triumph Sports car Club

I am sitting at my desk blowing out the candles on an imaginary celebratory cake, as it is 40 years ago that |
purchased the car for which | had long wished - my Triumph TR 3 A; and shortly thereafter our Cape Town
Club was formed.

This TR 3 A has been such a major part of my life that | have changed careers and even gone through a
divorce because of it, but that is perhaps a story for another day.
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Although it is intended to officially celebrate the 40th anniversary of the Cape Town club in 2012, our Club
predates the forming of the TR Register and has a continuous, unbroken history of 40 years, having first
been formed in Cape Town in mid-1971.

There had been a Triumph sports car club in Cape Town during the 60s, whose single aim it seems had been
to try and stay one up on the MG Owners Club, but it was eventually disbanded, presumably as the cars
became more derelict.

Our Cape Town club, as we know it today, was started by one Mike Allan in 1971; who was certainly one of
the first to undertake a major restoration of a TR at that time. | had purchased my TR 3 A in early 1971 in
poor condition for R 200 and I was scouring the motor spares columns of the Cape Argus at the time
because it was pretty common then to find spares advertised for these cars. (I subsequently purchased a
second donor car, complete, but rusted to pieces for R 60). Mike had placed an ad in the spares column
inviting those interested to meet at the Glendower hotel in Rondebosch to form a club, and the first meeting
took place in April or May 1971. Several meetings were held at the hotel during 1971, and it was agreed to
pay subs to Mike for postage and other communication costs by way of a blue R2.00 note (if I recall
correctly).

It was exciting to find that a number of guys, mostly in their thirties, who had not earlier been able to afford
a TR, were undertaking or planning restorations. A topic of frequent discussion was the location of the
“treasure trove” of spares that were sold off by the Standard Triumph agents- Welch Motors- who lost the
agency when BMC took over ST. These spares were subsequently located in a spares shop in Maitland and
treasures were indeed to be had if one was prepared to sort through piles of boxes and packets in their
storeroom. Some TR 2/3 parts were, for quite a few years, available from BMC Agents, Robbs Motors, in
Paardeneiland, particularly if you could provide the ST part number. Of those who attended the first meeting
that was held in April or May 1971, Bruce Erasmus, of whom | had previously written and who was burned
to death in his Austin Healey, was the only one then with a good road going car, a black TR 2 that had
belonged to Roux v.d. Merwe in the Eastern Cape and now is in the possession of Bruce’s brother.

A couple of meetings were held in the large Rondebosch home that Bruce ran as a commune, just to be able
to admire the car and chat informally in his kitchen.

I am fortunate that this really exciting sports car has been restored for me to enjoy in my retirement that
through trial, tribulations and many separations has remained such an important part of my life. Similarly
the Club has been a wonderful source of knowledge and friendship over these past 4 decades, and | look
forward to many more (friends and years)

Dennis Cook
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WHAT CAR IS THIS?

Name the Make.

Name the Model.

Give the engine size.

Where was it made & when?
Does it have Triumph DNA,

June’s Mystery Car

Interestingly this car actually resulted in an exchange of E-Mails. One from Beyers Vermaak had all the
correct answers but was interested to know which Triumph engine it had. This was answered by an E-Mail
to me from Cameron Standal, again the right answers but providing the information that it had a Dolomite
engine.

On receiving this E-Mail I at first thought that it was the perhaps the straight 8 Dolomite but closer
examination of the photographs show this to be a no no, particulary as it would have shown the 8 individual
exhaust pipes which exited the engine on the passenger side. It could be the straight 6, 2-litre Dolomite
engine which fits the date of our mystery car.
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So what is it you ask?

Itis a 1938 HRG coupe one of only
one built, the photo shows it after an
extensive rebuild at the 2010
Pittsburgh Vintage Grand Prix &
owned by Bob Affleck. However on
contacting Paul VVorbach the restorers
Hahn - Woodward in the USA he told
me that it is a 1938 1460, 4 cylinder
Dolomite engine and that the car was
the brainchild of Ted Halford & was
not only the only HRG with a Triumph
engine but their only coupe.

The chassis of the Halford —Cross
Rotary Special racing car was widened
to accept the Coupe body &
rechristened Chassis #WT-68.

[ F—— ———

The rear section of the car was
from the 2" series MG Airline
Coupe manufactured by

Carbodies (now London Taxi)




Wings & bonnet were unique to HRG & made by Crofts
Coachbuilding who also handled the body assembly.

The car was debuted at Brooklands in 1938.
The company scrapped the project when Halford left the
company, but kept the car.
Robert Affleck purchased it in 1965 disassembled it &
took it to the USA in 1985.
There it was reassembled & underwent an extensive
restoration culminating in its current state.
As a one off vehicle it is a unique & historic piece of
British & indeed Triumph automotive history




For a change Gertjan, as | predicted, was totally wrong but stated that it was an MG Airline .At a second
attempt he was correct but still maintained that it looked like an Airline. Well now we know that he was
partially correct.

HRG of Tolworth in Surrey, England, was founded in 1936 by Edward Halford, Guy Robins & Henry
Godfrey. Between1936 & 1956 they produced 241 cars (7 models) of these some 226 survive and many live
an active competition life.

They used originally 1497cc Meadows engines but in 1938 switched to Singer engines. The 1938 Coupe
being the only Triumph powered HRG, they did however lay claim to some engineering firsts which
coincide & may even predate those of Triumph. They used Moss gearbox, & Rudge centre lock wheel
system which can be found on the 1935 car and in 1939 they were using a synchromesh gearbox developed
by themselves.

A further Triumph connection is that when the company was first formed several of the Black family were
directors and John Black became Chairman & MD of the Standard Motor Company.

They first entered the Le Mans 24 hours in 1938 being the highest placed British car & the following year
won the 1.5] class.



They continued competing in endurance racing in 1947 with their Aerodynamic model taking 3" at Chimay
& in 1948 & 1949 winning the team prize at the Spa 24hrs. Their car was fitted with 2-way radio so that the
drivers could communicate with the pits.

The Aerodynamica was available with independent suspension, their own designed disc brakes & cast
magnesium wheels.

In 1955 they developed a twin cam head for the 1497cc Singer engine, perhaps a boy friend for Sabrina.

A TRIUMPH MYSTERY

I mentioned the straight 8 Dolomite engine when discussing the HRG Coupe and we now enter the world of
mystery & synchronicity.

In June after the June Sabrina had gone to print & the HRG story was in draft for this issue, John Dobbins
loaned me an Old Motor magazine of March 1982 (More of this elsewhere in this issue of Sabrina) in it |
found an intriguing article about the Triumph Dolomite.

Firstly 1 did not realise that only 3 were made after were made after Donald Healy and journalist Tommy
Wisdom persuaded Colonel Holbrook (Triumphs Chief) in late 1933 to fund the budget for the car with £
5,000.

Both Healey & Wisdom were convinced that the Alfa Romeo was the best sports car & decided to copy it.
Wisdom bought An Alfa from Brian Lewis & gave to Triumph so that they could copy the engine, the
chassis, transmission & suspension would be pure Triumph.

It has always been held that the copying of the engine led to legal action by Alfa, but according to Healey &
Vittoria Jano this was not the case as Alfa was in full agreement.

The Triumph engine was designed as a 2 litre but was actually 1900cc (60mm X 88mm) while the Alfa was
2336¢c (65mm x 88mm)

It is from now that the mystery begins.

Now three chassis were built with Nol carrying the Chassis No DMH1 & was prepared for the 1934 Monte
Carlo Rally. Number 2 went to the 1934 Olympia car show as a fully built car with cycle type wings,
Number 3 also was at Olympia but as a Chromed show chassis. Autocar (October 5 1934) feature the
Dolomite with a cutaway drawing that shows gracefully swept wings, None of the 3 ever had swept wings
while owned by Triumph.

No 1 Registered as ADU 4 was famously written off by Donald Healy during the Monte in a collision with a
train at a level crossing in Denmark.

Soon after Triumph scrapped the Dolomite project without selling a single car.

The cars in incomplete form remained at Triumph and in 1936 Healey finished 8" on the Monte driving a
2.4 un-supercharged Dolomite, possibly DMH?2.




Later in 1936 Tony Rolt purchased everything from Triumph, engines, chassis body work, the lot for
somewhere between £ 850 & £ 1,000.He prepared one for racing & then at the end of 1937 advertised the
whole in Autocar not claiming that there were sufficient parts to build 3 cars.

All was purchased by HSM of London & one of the cars was advertised, complete & running for £650.

In the 1950’s an HSM was regularly seen in competition owned by a Mr Merritt & at least two were said to
have been rebodied by HSM.

Triumph historian the late Len Roxby found one in London being renovated this car carried the Registration
FYM 224 & the chassis number DMH-1!

In the 1980’s two cars surfaced in Don Margulies London establishment & were examined by Graham
Robson. One carried the Chassis No DMH 2 & engine No JCR 1 (J C Ridley was a Triumph works driver in
1934) the gearbox carried the number HSM2003.

The second one, registered FYM 224 has the Chassis number DMH-1 being that of the first car built &
driven by Donald Healy. Another car was being rebuilt by Tony Merrick. Graham Robson believes that this
is DMH-2 and draws the conclusion that the car that Donald Healey wrote off (ADU 4) was in fact Chassis
No DMH-3 & not DMH-1.

So what of DMH-1?

This was completely rebuilt in the original Triumph body style (not HSM) but with the sweeping wings
depicted by Autocar. On completion in 1982 it stayed in the UK

and here is our mystery. Dan Margulies would not reveal who the buyer was, not even to Graham Robson;
all he would say was that he was a South African.

John Dobbins says that he had heard that this was David Cohen.

So come on you Triumph fundi’s who could it have been & where is the car now?

Eric Fletcher
With thanks to Old Motor & John Dobbins

ELECTRICAL THEORY OF SMOKE...BY JOSEPH
LUCAS

Positive ground depends upon proper circuit functioning, the transmission of
negative ions by retention of the visible spectral manifestation known as "smoke".
Smoke is the thing that makes electrical circuits work; we know this to be true
because every time one lets the smoke out of the electrical system, it stops working.
This can be verified repeatedly through empirical testing.

When, for example, the smoke escapes from an electrical component (i.e., say, a
Lucas voltage regulator), it will be observed that the component stops working.
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The function of the wire harness is to carry the smoke from one device to another;
when the wire harness "springs a leak", and lets all the smoke out of the system,
nothing works afterwards. Starter motors were frowned upon in British Automobiles
for some time, largely because they consume large quantities of smoke, requiring
very large wires.

It has been noted that Lucas components are possibly more prone to electrical
leakage than Bosch or generic Japanese electrics. Experts point out that this is
because Lucas is British and all things British leak. British engines leak oil, shock
absorbers, hydraulic forks and disk brakes leak fluid, British tires leak air and the
British defense establishment leaks secrets...so, naturally, British electronics leak
smoke.

Author Unknown

The Theory Explained through Discussion.
Q: When wires smoke, how come the smoke is not the same color as the wire?

A: This is not completely true. When the smoke is in the wire, it is under pressure
(called voltage). The pressure difference causes the color to change from the
normal color we are used to. Not unlike the blood in our veins and arteries changing
color due to the oxygen content. When the smoke escapes the wire and is exposed
to air, the pressure is released, and the color reverts back to what we commonly
recognize as smoke. The wire then changes to the color of the smoke that escaped.

| hope this helps you understand.

Q: I would only question the last sentence of that description. It has been my
experience that the wire turns a color directly opposite of the smoke.

A: Not always true, | think it must depend on the composition of the smoke in
guestion.

| should have made it a little clearer; the color the wire becomes, is directly
proportional to the escape velocity of the smoke. Higher velocities generate higher
heat. This heat tends to burn the wire and affect the colouring. The statement was
meant to be a generalization, indicating the fact that the color of the wire does in fact
change. Sorry for the miscommunication.

| was speaking of electrical smoke that is generally white. The spent smoke casing
generally assumes a color somewhat near black after the smoke leaves.

Q: I can't stand it anymore! If, as you say, light bulbs suck up darkness and convert

it to smoke which is transmitted (via wire) to a power source for recycling...why do
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car batteries go dead when lights are left on? Do car batteries (and flashlight
batteries for that matter) have a limited amount of storage capability? Is it like a hard
drive that gets so full that you have to double-space and then lose all data?

A: Now you're getting it.......

| thought you guys were smarter than this. Of course the battery stores the smoke.
In fact it can store so much smoke that if you open the top and light a match, the
resulting explosion can do serious damage. I'm sure you are aware that usually
where there's smoke there's fire. If you connect the battery to a charger, the smoke
Is then returned to the wire (Remember, a light bulb wont work unless it is
connected to a wire system) for the utility companies to use. Your hard drive
analogy is a very good example.

Our hardware guys might be onto something in their quest for superior wiring. | have
noticed the unigue method of series/parallel wiring the power strips on our systems
seems to prevent the smoke from getting out of the wires. A "Smoke Loop" of sorts.
In the case of the "smoked" workstation recently, you should notice that this was a
conventional single power strip installation.

Q: Since color is perceived by the cone shaped receptors in our eyes, and cones
require more light that their rod shaped counterparts. Is the sky blue at night?

A: At night the process including contraction of the pupil is visual purple by which
the eye adapts to conditions of increased illumination when facing 300 candle power
redeflecting devices.

Since there is a spectrum of light that we as humans cannot see, | support the
theory that everything is going up in smoke, we just can't see it. This may explain
why the neighbour’s dog barks for no apparent reason.

Q: | think your basic understanding of smoke systems is remarkable. However | find
a flaw with your theory. The battery is a reusable storage device for smoke.
Therefore, one would assume that some sort of one-way valve (we can call it a
diode) should be needed to prevent pressure flooding back into the system while at
rest. Unlike the A/C system, the smoke system is collecting darkness at the
headlights and converting it to smoke. This causes the system to fill up. The battery
can contain much higher pressures and volumes than the wires. If this pressure
exceeds the capacity of the wire, it will cause a rupture as you described. The
rupture can be controlled by a sacrificial device known as a fuse. But this still
doesn't eliminate the problem. Perhaps a two-way valve (zener diode) is used to
allow a small amount of pressure to return to the system, and partially equalize. |
find this theory unlikely though, due to the increase in the force required to start the
pump (which is now under pressure) working again...

A: The smoke continues circulating through the system, due to the pressure
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differential in the battery (smoke pressure/vacuum reservoir). When the reservoir
becomes depleted, the pressure simply equalizes everywhere in the system
(similar to an A/C system when it's turned off) and stuff just wont work. Notice the
relations: Work (W) = Force (F) x Distance (D); Force (F) = total difference in
pressure (Dp) x Area (A). Therefore, the work done in a pressure system is: Dp x A
x D. If the pressure differential (Dp) is reduced to zerothen W =0x A x D =0.

The smoke only escapes the wires when a path is created between the pressure
differential areas (either the reservoir or the pump) that has too little restriction.
When this happens, the smoke travels through the wires so fast that the friction
between the smoke and the outer walls of the wiring heats the wires until they
rupture. The smoke continues to escape until its pressure is equalized with the
atmosphere, or until the conduit that provides the path between pressure areas is
severed. When this happens, the sudden drop in pressure allows the wires to
"collapse” slightly and, being so hot, as the edges of the ruptures and severed ends
touch, the material becomes fused, sealing the system and retaining the remaining
smoke.

FAREWELLS

Bill Boddy 1913-2011

Perhaps the greatest Motoring Editor ever, joining the Brooklands Gazette in 1924 (correct) this then
became “Motor Sport” which in 1937 promoted him to Editor & was a regular contributor right up to the
August 2011, which was published posthumously.

He inspired the forming of the VSCC, formed the 750 club & encouraged the establishment of the 500cc
movement. He founded the “Brooklands Society’, wrote the definitive book of Brooklands and was a crucial
element in the saving of what is left of the track & later the founding of the Brooklands Museum.

His sometimes-caustic appraisals of new cars often resulted in problems with the manufacturer. His critique
of the Austin A70 resulted in Austin refusing to advertise in Motor Sport and later this was repeated with
Jaguar.

Together with Dennis Jenkinson, they were a formidable pair damming cars & racing drivers as the saw fit.

As Doug Nye says in his tribute to “Bod”,

“ He is in a more comfy place, now and he an Jenks are probably already locked in arguments over the way
itused to be...... God speed Bod. Thanks for all the gen.”
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RIP Peter du Sautoy

Peter Du Sautoy passed away peacefully on the morning of 10 July 2001 after
almost a year of struggling with cancer. His wife, Monika, said that they had spent
much of the previous night talking and that Peter's youngest son, Guy, had also
phoned from overseas that night, after which Peter seemed to accept that his time
had come.

Peter was not only well-known in the Triumph Sports car club but also universally
well liked. He was an active member of the Johannesburg centre for many years
and where | met him in the early 80s, attending most events and he subsequently
served two terms as National chairman of the club. During his tenure he travelled
guite a bit and always tried to fit his trips to the major centres around the local club
centre noggins. In the late 1990’s he retired from the photographic business to a
lovely town house in Simonstown, overlooking Simon’s bay, the yacht basin and
Naval dockyard, and was an equally active member of the Cape town centre.

Peter had a great and lasting love of Triumph sports cars, and owned one or more
throughout most of his life. He was fortunate to be able to purchase a brand new
TR2 back in the early 1950’s. He owned most of the range at some time in his past
and during the years in Johannesburg drove a very nice Stag and the well-known
Mimosa yellow GT6 which, | believe, is back in Gauteng somewhere. While still
living on a smallholding near Four Ways he was fortunate to acquire the TR5; which
he still owns. Peter loves to tell the story of how he came to own this car. He had
purchased a raffle ticket and won a new BMW motorcycle, which she had no desire
whatsoever to keep; so sold it and use the proceeds to purchase the TR5. He
subsequently realised that a rebuild would be necessary to preserve the car and
really enjoy it and assisted by his then young son, Guy, subsequently turned out the
beautiful dark blue TR 5 that became well-known at events at national gatherings.
The car has been bequeathed to Guy who is determined to keep it and use it
regularly as a tribute to his father.

Peter enjoyed his retirement in Simonstown, having met up with and married
Monika, who was the wife of an old friend and business associate.

They travelled extensively together and were very involved in the church and social
welfare projects in Simonstown. For most of the time that | knew Peter in
Johannesburg he lived alone as a bachelor, but for the past 12 years he has lived
that of a happily married man as the gentle Monika loved and cared for him.

She was very supportive of his involvement in the Triumph Sports car club and they
were regularly seen at noggins and events until Peter’s health made it impossible for
him to attend any longer.
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The funeral took
place at the
historic St Francis
Church in the
guaint naval
village of
Simonstown on 14
July. In his last
months, Peter "
had expressed the |-
wish that his '
Coffin be
conveyed to his
funeral in a TR.
This is not
practically
achieved, so the NS
Club decided to .
give him a TRIUMPHANT send off and the hearse was accompanied by a cortege of
10 Triumphs from outside Simonstown to the church, with his son Guy inthe TR 5in
the vanguard.

Thanks must go to all those who turned out in their Triumphs, some of whom had
driven long distances- especially Jamie and Jenny Hart all the way from Hermanus.
A poignant service was conducted with a Eulogy by Peter’s long standing friend,
John Sprake with a Triumphant theme, and a final tribute from the Triumph Sports
Car club by Dennis Cook.

Peter will live on in the memory of the many friends and acquaintances that he
made during his long time in the Club.

Dennis Cooke

A tribute to Peter Du Sautoy.

Sadly we have lost a man who could teach us all a great deal about being a decent human being.

Peter was one of those rare people who always behaved as a real gentleman.

Most of the Triumph Club members, who knew Peter, will associate him with the yellow GT 6 and the
beautiful dark blue TR5 which he restored.
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I remember him for many things, including generosity. He gave me a set of genuine Stanpart competition
springs and dampers for the front suspension of my green TR 3, just because he thought I would make good
use of them!

When he first joined the TSCC he was enduring unhappy times as a result of divorce, but he coped
admirably, by immersing himself in matters Triumph and maintaining his pride and love for his family.

I became aware of this pride in his children when Peter and | found ourselves as competing supporters of
school boy rowing. Peter showed great enjoyment and
excitement; with pride in the way his son, Guy, performed

asa sportsman. It is a credit to Peter that irrespective of the
result, his son’s attitude was one of respect for his competitors and the striving to do better.
A great competitor, never a bad loser.

With the TR5 rebuild successfully completed and valuable involvement in the Triumph Club committee, life
carried on. Then, as if the tide had turned, Peter celebrated the return of companionship and happiness when
he and Monika were married.

While Peter was living with the knowledge that his health was failing he never complained. He diverted the
conversation to how lucky he was to have such a wonderful, caring wife and how he appreciated his twelve
years of marriage to Monika.

He expressed gratitude that he did not really suffer a lot of pain, but was concerned about being a burden to
Monika.

I know that he and Monika and the family had no “loose ends” and that as difficult as it must have been
there was peace and calm in Peter’s last days. He was immensely proud of his family. He said so often!

We trust that Peter and his loved ones realise that his behavior served as a reminder to appreciate what we
have, while we have it.

We wish you positive thoughts during this difficult time.

Alan Grant

Marko Claassen a long-standing & dedicated Pretoria member passed away on Saturday July 9™. Marko
died in Hospital due to severe injuries sustained in a motorcycle accident.

The funeral took place at the Nederduitsch Hervormde Kerk, Rietvallei, Pretoria on the 15" of July.
Our thoughts go out to his wife, Anel, his son lvan and to his parents & two brothers.



