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HOUSE OF CLASSIC
& SPORTS CARARS
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The home of the Triumphs...

All models and all colours...

1958 Triumph
TR3A

1955 Triumph
TR2

1971
Triumph
Spitfire

1964
Triumph
TR4

Do you have a Triumph gathering dust in your garage that you
would like to sell? Or are you looking to buy a Triumph?
Give us a call and we can chat!

We buy and sell all makes and models of Classic, Vintage and Sports

Cars and urgently need more stock. Consignment sales welcome.
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Editorial

Let me begin by apologising for the gaps in the March Sabrina.

This was all due to my experiment with different fonts. Nothing was
missing but the Printers PDF apparently could not cope with the abrupt
change from one font to another despite the on screen copy being correct. .
| asked for your comments on the various fonts, as to your likes or dislikes.

Sadly | only received two comments the subject of the fonts . One
was from the UK being Andrew Poynter the Editor of the Driver’s Club
Magazine and the other was from Stuart Jones and guess what he
preferred the one that was the font that | have been regularly using.

| am concerned about the increasing lack of responses to not only to
my requests. This seems to be a malaise that is prevalent throughout the
club.

| sent an E-Mail to all Chairmen, asking them to look at the Electronic
Sabrina experiment where Guy Snelling put the Pretoria Newsletter on the
ISSUU site , and received no comments.

Dennis Cook has been asking for articles for the Cape Town
Newsletter, no response.

Jamie Hart the Cape Town Registrar put out a car questionnaire
again no response.

The Electronic Sabrina questionnaire put out by our Chairman
resulted in only 14% of our members replying.

Please this cannot go on. Without any input from members, despite
repeated requests, please tell me what | must do.

However one must never despair just when everything about
SABRINA seemed to be negative | received the updated members listing
showing the SABRINA recipients. These number 274 which is the most that
there has been during my tenure. With the overseas ones this makes a
Total of 284. Apparently SABRINA is not all gloom, so my thanks to you all.

Another Birthday this year and it is the turn of the TR4A. Nols has put
together a tribute article that is enclosed herein and the
Pretoria/Johannesburg Show Day/Concours features a TR4A tableau.

| have long been a believer in Synchronicity ( something stranger
than co-incidence). In June | received the article on the Swallow Doretti
models from Gertjan and immediately entered it. It then struck me that
there is possibly a Swallow Doretti was one here. This was reported upon
in a 2008 Sabrina with great articles from Dennis Cook and Rene de
Villiers. So with apologies to both , | have used their 2008 articles in a
greatly abridged form. Lo and behold when receiving the July edition of
“Classic & Sports Car” what do | find but an article comparing the TR2 and
a Swallow Doretti.

The National Web Site is now on air at www.triumphclubsa.com



Chairman’s Chat

| wonder what Jan van Riebeeck would say if he was still around today? In
the first place about the politics and about the latest technology, especially
the social media, internet and cellphone technology. This brings me to the
topic | would like you to think about.

| don’t know where it will all end up, but know that change is inevitable.

People are using social media more and more and it has become the
communication method of most of the population. There is emails, Twitter,
Facebook, Whatsapp, WeChat, YouTube, Instagram, etc. and then still
obviously the internet browsers such as Chrome, FireFox, Internet
Explorer, etc. There are no hard and fast rules about these communication
channels, but am of the opinion that things are sometimes just moving too
fast. For instance, a person will send an email to you and then expect you
to respond immediately and expect that communication have taken place
and you know about the message or request that was sent to you.

There is an unwritten rule in business that 24 hours is an acceptable
time for a response on an email, but what happens when you're out of
office, yes you can receive emails on your phones and we do, but now this
opens up another can of worms, because you will watch your phone like a
hawk and respond immediately when an email comes in, or ignore it, or
people think and expect that you be available 24x7 to look and respond to
these emails. Now your privacy and work / life balance is affected, because
you can be on leave and receive an email and respond, or it can upset you
that it spoils your well earned deserved vacation.

| still like to talk to people and might be seen as “OLD SCHOOL” but
| have found that 5 minutes of discussion on a phone or face to face is
better than hours of sending electronic messages such as emails,
Whatsapp or SMS messages.

As you are aware, we still print and distribute Sabrina on a quarterly
basis and there have been requests to go electronic and have done our
research from a member’s point of view and first indications are that most
wants an electronic version, but it is up to you, our members what you get
and we will manage it in that manner.

Please assist us and talk about this to your centre chairman and let’s get
your views ASAP.

| am very encouraged about the large number of entrants for the
Gauteng Concours and show day, well done and get the Triumphs ready
for the national gathering.

Until next time, enjoy Spring and your Triumphs.
Triumphant Regards,
Gerhard



REGISTRARS REPORt

This report is a short one because | have included tables with a complete
breakdown of the various Triumphs in the register in my previous report.

Since the June report | have managed to access seven more
Triumphs in the register and our total increased from 1085 to 1093. We are
now only seven cars short of the magic target of 1100 and | think or hope at
least, that | will be able to announce mission completed in the December
issue of Sabrina.

If our members and or centre Secretaries all pull together and
continue to supply details of Triumphs we will hopefully make it. | have
decided to award a special title to the person who sends me the details of
Triumph no. 1100: Registrar's Victor Ludorum!

Cheers vir eers
Nols

National Gathering 2016
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Our members will know that the 2016 National Gathering will be held at
Hartenbos from 2-7 May 2016. There is much going on behind the scenes
to make this a memorable gathering although not much new to report as
yet. Our aim has been, from the outset, to make the Gathering affordable to
our members, many of whom are now pensioners. We have been fortunate
to secure a number of sponsors already and we are confident that we will
offer our members a great value for money holiday and National Gathering.
Some of the sponsorship contributions come from brethren in Gauteng, so
it will really be a Triumph team effort.

The Cape Town centre will be holding a novel run during November
to raise funds for the Nationals. This will be known as the Century Classic
car run, limited to 100 cars, open to all comers where the total of the age of
the entrant’s car and the driver must be 100 years or more, and the route
will travel from Century City for 100 km. car. This is being run by a
dedicated team of our members and there is already much interest from the



Classic motoring fraternity in our City. We are hoping to attract interest
from the media far and wide and make this an annual event.

Booking for accommodation in Hartenbos will not open until about
Sabrina publication date but we will inform centre Chairmen directly as
soon as we have the rates and information. Start planning now; we want
you to be there.

Regards: The Cape Town team.

Notice of 2016 bgm

Dear Triumph Club member
NATIONAL GATHERING, HARTENBOS 2016: AGENDA
Herewith the draft agenda for the BGM which is scheduled to be held in the
course of the National Gathering at Hartenbos during April/May 2016.
Should you wish to add any specific item, please contact Gerhard or
myself.
Certain items such as the following come up for discussion on a regular
basis, without being resolved. If you wish to include these (or similar) items
you are requested to put forward a full motivation together with a proposed
resolution:

1. The venue for National Gatherings

2. A points structure to reward Club members who drive their cars to the
National Gathering vs. those who trailer their cars.

3. Sabrina distribution : Please note that this item is already on the
agenda.

We look forward to hearing from you.

René de Villiers

Meeting Secretary

Post Scriptum: The Club’s Constitution (2014) was published in Sabrina,
but if you want an electronic copy, please ask.

AGENDA OF THE 20" BIENNIAL GENERAL MEETING OF THE
TRIUMPH SPORTS CAR CLUB OF SOUTH AFRICA TO BE HELD AT
XX:XX ON xxxDAY yy™2zzZzzZ,2016 IN THE .......... HALL,
HARTENBOS RESORT, HARTENBOS

DRAFT FOR COMMENT
WELCOME AND APOLOGIES/ATTENDANCE REGISTER
MINUTES OF THE 19™ BIENNIAL GENERAL MEETING HELD IN PORT
EDWARD ON 29™ APRIL 2014 (Published in Sabrina, June 2014)
MATTERS ARISING FROM THE MINUTES
CHAIRMAN’S REPORT
REGISTRAR’S REPORT




TREASURER’S REPORT
EDITOR OF SABRINA: REPORT
SPARES FUND : REPORT AND SPARES FUND FINANCIAL
STATEMENTS
GRAHAM CHEETHAM FUND
SAMCA REPORT
GENERAL
1. Club insurance scheme
2. National Gathering 2018
3. Sabrina: electronic vs. hard copy

4. Any other matters

ELECTION OF NATIONAL COMMITTEE MEMBERS: National President;
Chairman; Registrar; Treasurer; Editor; Spares Fund Administrator;
SAMCA Representative.
CLOSURE
Notes:

1. Club members who cannot attend the meeting may appoint a proxy in

writing. Such appointment should be given to the Chairman before
the meeting.

2. Nominations for the National Committee may be made to the
Chairman.

REGIONAL REPORTS

Bloemfontein

Another Cars in the Park has passed, and it was the biggest and best in all
its twenty years. There were entries from all over the country:
Johannesburg, Cape Town, Port Elizabeth, Kroonstad, Kimberley, Welkom
and Bethlehem. | am not sure how many cars there were, but | will take a
guess at two to three hundred. Our club had seven Triumphs, an Austin
Healey, Healey Sprite, MGF, '37 Rover 16 and a Jaguar XJ-S. The event
was also very well attended by the public.

Our breakfast run to Brandfort on the 20" May was good fun — it
was a church fete with pancakes on the menu! We were only five cars from
our club, but there were also a few cars from Johannesburg and Kroonstad,
altogether about 60 cars. Unknown to us the cars were judged by a team
from Joburg and to my delight my TR7 was judged as best car of the show.
| even got a floating trophy!
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Other than these two events reported (tongue in cheek), | am afraid
| must close now as | have exhausted all the exciting events which have
happened in the good old OFS... till next time.

Happy motoring & God bless.
Alan

Border

Well doesn’t time fly when you are having fun in winter... Having lived in
South Africa for the past 6 years | can honestly say this is my coldest winter
to date, especially considering that before SA the lowest winter
temperatures my family and | experienced was in the mid 20 degrees, from
our 11 years living and working in the Middle East. So it has been all fun
and games trying to figure out the Jetmaster whilst explaining to the kids
that only houses in the Northern Hemisphere have double glazing and
central heating systems.

So since our June submission | guess you are all keenly wondering
what our club, firmly nestled in the heart of the Xhosa kingdom, has been
up to?.... We | can tell you... absolutely bloody nothing as it has been too
damn cold.... | expect our brethren from Kimberley and Bloem would agree
on that front?

So we are all now looking forward to the first shoots of Spring so we
can dust off our cars and get back on the road. So progress on the
cars....Geoff's TR3 is making excellent progress in time to take the Gold
Medal and best in show winner of the 2016 Nationals (the gauntlet has
been laid down for those of you keen enough? © ). Geoff | am reliably
informed is already in communication with the organizing committee to
canvas potential judges for his planned donations to their favorite charity
groups... No doubt | will get a slap from Geoff when he reads this.... only
for letting the cat out of the bag, so to say ©

Gavin Turner is now all cashed up having sold his Concours restored
Aston Martin BDS to a UK collector. So Gavin might be on the look-out for
a new TR toy (a TR4 in-fact) in the very near future so he can get back into
the driving seat so to say. Johno William’s TR7 drop top continues to
remain in excellent condition.... what more can | say; other than Johno has
also now “officially officially” stepped into retirement at the ripe old age of
80 something!! Jeanette Uys still drops in occasionally at the Noggins and
our outings as do Les and Dee Kock. Many of us are still in touch with Ted
and Wilna Burden who are now happily settled in George, although also
complaining of the winter cold.

MyTR7v8 is almost nearing completion with Steve Pestifield having
kindly taken on the role of completing the restoration that Hans van Ek had
started. Hans has left the club following the sale of his house and has
moved to Bathhurst.
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Finally it is with sadness to advise that Philip Rothbart a keen
attendee at many club outings, when not hampered by health issues,
regrettably passed away in July; he will be missed by many members of the
club (R.I.P Philip).

So our club is getting smaller by the month... but we remain in
healthy contact with our MG Club friends; and enjoy accompanying them
on the odd outing; purely to see the envy in their faces which speaks of

“I wish | too could own a Triumph”.

Phil Morris.

cape town

The Cape Town members have been hard at work arranging the next
national gathering at Hartenbos. We have managed to obtain some
sponsorship and are also busy arranging a Century Classic Car run in
November where the combined age of the car and driver has to exceed
100 years to participate.

The weather is certainly changing and although we have had a cold
winter did not get nearly enough rain as we did in the past years. However,
we are still expecting more rain before we are really into summer.

We had a bumper packed couple of months since our last report
April run was to Jakes in the Village at Steenberg arranged by Maggie and
Ashley Ellis. We had an excellent turnout of 12 cars and 21 members and
good to see some old faces joining us for the outing, Steve and Shirley
Woodward came along in their TR6 and James Hibbs who came along in
an MGBGT. We can’t wait to see James in his beautiful TR3A. The Auto-
jumble / Regalia Show the end of April at the Multi Motor Club were not well
attended.

We were invited by the Jaguar club to attend the Riebeeck Olive
Festival Sunday 3rd May. The Riebeek Valley Olive Festival is a lifestyle
festival - voted one of the best food festivals in the Western Cape, because
of the divine olives, wine, cheese, pickles, jams, bread and an eclectic mix
of local character, to name but a few ingredients making up this memorable
feast. Three couples in their Triumphs enjoyed a lovely day out with like
minded friends.

The coastal centres decided to participate in the Knysna Motor Show
and included a Regional Gathering from 8 — 10 May. A total of 15 Triumphs
were on display at this exclusive regional car show. A number of events
were held and everyone enjoyed this soon to be annual event. June’s run
was combined with the Crankhandle club on Father’s day. There were
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more than 100 people and 8 Triumphs in attendance to the Cape
Farmhouse restaurant in Scarborough.

The Christmas in July run was to The Spice Route Winelands Estate
near Paarl, a collaborative concept offering artisan foods, wines, coffee,
chocolate as well as a working brewery and distillery (grappa & eaux de
vie).

A party of 14 members enjoyed lunch at Le Grapperia Pizza
restaurant and the view from the tables are absolutely beautiful, with
vineyards in front of you and mountains backdrop. We even saw the “fox
hunters” on horseback with their hunting dogs to complete the total picture.
This is a place you have to visit when you are in the area. It started with
rain in Cape Town, but soon turned out to be a beautiful Cape winters day,
with crisp air and sunshine, good food and wine and it goes without saying,
company of friends. Tom Dougan gave an interesting talk on his visit to the
Schlumph Collection in Mulhouse in France at our noggin and to stay with
the tradition, bacon rolls and coffee served.

As you can see, we are seriously busy without even mentioning the
arrangements for the next national gathering in Hartenbos, which you have
to attend please.

JOHANNESBURG

It seems like ages ago since we visited the Chequered Flag in Benoni. This
was the club’s second visit in a year and having personally missed the first
visit, | wondered what could possibly be such a big drawcard on the East
Rand? For first time visitors we were not disappointed. Steve Koterba has a
valuable collection of exotica all housed in a converted house ranging from
a Fiat 1500, a host of Alfas and Porsches from the ‘60s to a Ferrari F40 of
the ‘90s and an area dedicated to motor bikes.

Walls adorned with framed motoring photos, signed portraits of
famous drivers, overalls and helmets of local drivers past and present. A
huge pub and braai area really sets the tone for any enthusiast. Visitors
from other centres should try and visit this venue.

Otherwise, motoring activities have been on the quiet side through the
winter months; not so with the noggins where, despite the low
temperatures, the attendance has been surprisingly busy. Without a doubt,
the clubhouse is the catalyst for very sociable evenings. Here over the past
few months we have taken the opportunity to welcome new members, John
Pestana and Riaan van Rooyen. We have other new members who we
have yet to meet; Stephan Herb and Eric Slaghuis and most recently John
Sim who is having an Italia restored. Welcome one and all.

It says a lot when attending a motoring quiz that the Triumph Club in
Gauteng (Johannesburg and Pretoria Centres) can put together four teams
in a contest of twelve other teams. This is what happened on the evening of
18™" August at the MG Clubhouse. Club participation were: Austin Healey,
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Morgan, Lotus, Sunbeam, Mercedes Benz , MG Jhb, MG Pretoria, Alfa,
Triumph and Jaguar. We did well too.
Results: 1t Lotus 2" tie between Triumph Jhb and MG Pretoria. 4"
Triumph Pretoria. It was an enjoyable night sponsored by Classic and
Performance Car Africa and Cross Country Insurance. Well done guys.
We are gearing up for the Biennial Concours, this time organised by
our compatriots in Pretoria on the 23" August. This is also a day to
celebrate the 50" anniversary of the Triumph TR4A. I’'m not sure how
many Triumphs that have had a full restoration will be entered this year, but
| do know that Rodney Keyser has been working hard to get his TR2 ready
as well as Gert Botes with his TR3 and we all wish them the best on the
day.
Its our turn to host another quiz in September, this one is between
Johannesburg against Pretoria. Retain the Trophy at all costs boys!
Drive Safe, Mike

KZN

With any changes, such as we have had with our Committee this year,
there came new ideas and these have certainly been appreciated by the
members.
Firstly, Andy le Roux who was nominated Chairman, had a hard act to
follow with David Blair standing down from a position he’d held admirably
for so many years, but Andy has weathered the storm with his strong
personality and sense of humour and was definitely the man for the job.
Secondly, Trish MacDonald has taken on the job of Regalia, | won’t
say with glee when she was nominated but wow!! she has taken up the
challenge and run with it. Trish has sourced a range of light weight cotton
shirts, a necessity in the Durban humidity and which we are looking forward
to wearing once summer puts in its appearance. Raffles have also been
organised with prizes sourced from various suppliers, she is always
thinking of new ideas.

Thirdly, our Vice Chairman, Dave van de Westhuizen, has
organised for members to give brief technical talks during noggins and
these have gone down well but it was our Secretary, Eileen le Roux’s talk
on helping her husband Andy, our new Chairman, when he is working on
his Spitfire which had us in fits of laughter and would like to share the talk
with you.

Bruce and Fran Piggott in their TR3A organised a well attended
and interesting run in April. We started off with breakfast at PheZulu
situated in the Valley of a Thousand Hills with stunning views over the hills.
After breakfast and for those who were keen to continue, Bruce and Fran
lead the way to a view site overlooking Inanda Dam, a first for many of us.
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A couple of black eagles glided past looking for thermals to get them up
and over the cliffs, ----what magnificent raptors. One could not have a fear
of heights as we gazed down to the dam, quite magnificent. We carried on
through new territory to Hillcrest and then on to the Kloof Falls and more
magnificent views of cliffs and forests.

Colleen Fraser in her red Spitfire, accompanied by husband Dave,
was exhausted by the end of the drive as her Spittie is normally only used
for local trips. Well done Colleen.

Cars in the Park was situated at a new venue Ashburton, south of
PMB was our May run. It was a very grey morning with light rain but still
four TR7s, one TR6, two Chicanes and three Spitfires set off towards the
venue. To be honest, we were not happy campers as we set up in our
allotted area but soon the gazebo was up and coffee dispensed, we all felt
a lot happier and there was even a glimmer of sunlight. There was a
magnificent turn out of both cars and visitors but again problems on the
access to the venue. At least we drove home in our Spitfire in sunshine
and with the hood down.

For our June run a number of very hardy folk set off for Rosetta in
the Midlands. Most of you will know that KZN folk do not take kindly to
temperatures below 20 degrees, so when we arrived to temps of 11
degrees with a wind straight off the snow covered mountains, we were not
happy bunnies. However, as the MG Club had invited us, we all put on a
brave face and enjoyed the market by the dam followed by a delicious
lunch. Many stayed over and apparently had a rip roaring evening at the
100 year old Rosetta Hotel. New friends were made and next meeting will
be in warmer climes down the hill.

July was the Scottburgh Classic Car Show, again a new venue,
and very well attended by members.There were twenty Triumphs in total as
we were joined by the south coast folk, many of whom helped out with
marshalling etc. It was great to catch up with them, sitting out in the warm
sunshine without feeling guilty that one was wasting time.

Keep warm dear friends, it is almost Spring.
God Bless,
Val Bowden

PORT ELIZABETH

Hi folks from down South in good old P E.

The weather still is cold even though Summer is mean’t to be on the
way and those “necessary repairs”, we should all be doing, are taking a
back seat.
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We had a record turn-out for our June event on the 28th, (a trip to the
Thornhill Hotel for lunch at only R 50.00 per head for their “special”,
{consisting of steak egg and chips and a glass of wine.

Our Jeffreys Bay members and their wives joined us, as Thornhill is
close to Jeffreys Bay.It was great to see Johan Marais, (the Davdon owner,
{that painstakingly put together and vastly improved this “special car” with
Triumph TR3 DNA}), and Johnny Viljoen and his wife, amongst others.

A very good time was had by all. Even Heinz (Heinrich) Koncki and his
wife, Paula, came all the way from George, in his Triumph TR6, (a nice
long run for this Triumph after a meticulous rebuild by Heinz).

The weather was not super hot but at least it did not rain.

My vote, (echoed by many of us), is that this venue deserves another
visit
Our outing for July was to be to the S A Air Force Museum but, because it
was going to cost a lot, (a fee to use their bar and clubhouse facilities), it
was canned without any objection from club members.

Instead we went, (at least some of us did), on an event organized by the
Jeffreys Baai Kassieke Kar Klub, to which we were invited, in the second
week in August.

Yours truly did not go as | was using my holiday points that weekend.
Here is the article that Carl Butlion prepared for our local newsletter and
kindly consented that | could use:

“The Weather Gods certainly made sure that we were all aware that
Winter was still with us. Cold, windy and wet with a touch of Sun to greet us
every now and then.

Triumph turnout in a Triumph Car was rather dismal, with Barbara
and myself in the 1500 Spitfire and Michael in the TR6 together with John
Ryan and Jonathan in the Dolomite Sprint. Jackie Gericke also attended
with her niece in the red Dart. There was another non member from, |
believe, Uitenhage in a MK3 Spitfire. Chairman Beyers together with Milé
and son Johan opted for cosy comfort in the BMW sedan. Jim and Eileen
Boggess left the TR7 at home and arrived in their recently acquired 924
Porsche.

Other Triumph members from J.Bay were the organizer of the event
and lead guitar player Johnny Viljoen with his wife Das as well as Johan
Marais and Santa who left his Davdon and MK3 Spitfire back home in
JBay.

Another Triumph member, (Leon van Loggerenberg, {and his wife,
Carol}, who has yet to kick start his TR4, {now sporting a new battery}),
also attended the event but they of course arrived in their MGB Roadster.

Besides the few Triumphs there were at least 6 or more MG Club
cars at the event. Most noticeable was the Alfa Club that had no less than
13 cars on show. But what was even more noticeable about the Alfas was
that besides a single Alfa Sud all the cars were shiny new modern cars. It
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does not look as if there are any classic Alfa cars supporting the club in PE.
A pity | think.

The event itself was fully booked with | believe about 130 people
attending the run to Loerie. The venue was very nice and well laid out with
enough seating for everyone. There was an enormous fire place with a
roaring big fire which certainly helped to off-set the cold and miserable
weather outside.

Music was as always highly entertaining and supplied by our own Triumph
member Johnny (Vee) Viljoen and his one man band all the way from JBay.

The food was nothing to complain about with more than enough
available. Looking around the tables, everyone had their plates piled high
with plenty to eat. A more than large enough selection to choose from was
available to cater for everyone’s hunger pangs.

The bar was one side with a steady stream of thirsty customers
keeping the bar on the boil all day long,

By 3pm the venue was all but empty with, as usual, Triumph people
the very last to leave. Proof, | think, that the Triumph members that support
the club always enjoy our outings.

At the end of the day | think that it was an event well worth attending,
however | personally think that the Hankey Hotel outings over the last few
years was and still is a hard act to follow, especially all those selections of
yummy dessert that was simply to good to look forward to at the end of the
main meal.”
| hope to have more to report next time.

Cheers
Jon

Pretoria

The Highveldt winter is upon us and we even had rain in June.

The annual Cats Eyes event that is a joint Pretoria and MG do was
due to Bill Flynn’s illness was organised by myself, my daughter Megan
and Jaco van Vuuren.

This event is always held in one shopping mall and is essentially a cryptic
treasure hunt. The winner gets to organise next years event. This year it
was won by Gary & Heather Chapman who are MG’ers so they have the
honour next year. The turnout out was very poor but those that did attend
had a fun evening and we all ended at a Spur Steakhouse for a meal.

For the July Noggin we held a Concours Workshop run by Terry
Murphy, Nols and myself. Wow we had a turnout of 26 members which is
roughly 60% of our members. We only wrapped up at about 1030hrs and
this on an evening with an outside temperature of 7° C. Food for thought
maybe.
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The first Sunday in August was the annual Cars in the Park at
Zwartkops Race Track. We had a good turn out of Triumphs (20 in all)
mainly Pretoria Cars. This was followed on the 6™ with the third annual
Classic Cars Marque Clubs quiz. Yes we are slipping . The results were
First was a repeat win for the Lotus Club followed by Triumph
Johannesburg an MG North for equal third and Pretoria Triumph in fourth
place. These were all covered by only Two and a half points. But what a
showing by Triumph from an entry of some 16 clubs.

August was brought to an end with what was truly a magnificent farewell to
winter Blessed with a wonderful warm and cloudless day we hosted the
Triumph Show Day at the Woodlands Boulevard Complex.This embraced
the Bi-Annual Pretoria/Johannesburg Concours with classes being d’Etat,
d’Elegance, Tops Only , just arrive and show your Triumph and with pride
of place being a display of 9 TR4A'’s to celebrate their 50" Birthday. All in
all, we had 62 Triumphs included the 1947 Roadster and beautifully
restored Mayflower.

The standard of the cars just seems to improve and improve so | will
close with presenting the results.

d’Etat

NAME CLASS % MEDAL
Denys Fourie Stag 96.7 | Gold
Eddie Steel TR4,TR4A,TR5,TR250 96.6 | Gold
Nols Pienaar TR7,TR7-V8, TRS8 96.4 | Gold
Gerald Habig TR2,TR3,TR3A 94.3 | Gold
Italo Moranduzzo TR2,3,3A 94.0 Gold
Duncan Roberts TR6 92.1 Silver
Giselle Gurnell TR7,TR7-V8, TR8 89.4 | Silver
Guy Snelling Spitfire 78.5 | Bronze

MK1,MK2,MK3,GT6

D’Elegance

NAME CLASS % MEDAL
Terry Murphy TR7,TR7-V8, TR8 98.7 | Gold
Andre Greyling TR7,TR7-V8, TR8 98.1 |Gold
John Roets TR2,TR3,TR3A 98.1 | Gold
Eric Fletcher TR7,TR7-V8, TRS8 96.5 Gold
Juan Gerber TR4,TR4A,TR5,TR250 96.0 | Gold
Gert Botes TR2,TRE, TR3A, 94.9 Gold
Braam Jansen TR7,TR7-V8,TRS8 94.5 Gold
Norman Bull TR2,TR3,TR3A 94.5 Gold
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Mike Bilson Spitfire 94.1 | Gold
MK1,MK2,MK3,GT6

Gary Booyens Spitfire 94.1 | Gold
MK1,MK2,MK3,GT6

Rodney Keyzer TR2,TR3,TR3A 91.0 | Silver

Jean Coppens Stag 90.7 | Silver

Bill Sales TR2,TR3,TR3A 84.1 | Silver

Ed Grondel TR2,TR3,TR3A 75.9 | Bronze

Tops Only

NAME CLASS % MEDAL

Ed Gurnall SpitfireMK1,MK2,MK3,GTS |92.2 Silver

Nols Pienaar TR6 87.5 Silver

Dave Sawyer TR$,TR4A,TR5,TR250 78.9 Bronze

Betty Rooke Spitfire MK1,MK2,MK3,GTS | 74.7 Bronze

Duncan Roberts’ TR6 won the award for most desirable car. This 6 was
bought new by his Father and was used on his parents honeymoon. It has
never been restored.

Eric Fletcher

Marque quiz

If Mr Poirot , Agatha Christies sleuth, uses “the little grey cells” to
solve crimes then there was a lot of them working overtime at the recently
held Interclub Challenge Quiz hosted by the MG JHB club at Old Eds.
Sixteen teams of four members each entered battle under quizmaster
George Shipway and management of Clive Winterstein while the audience
also took part in the fun.

The questions were set by Michael Gilchrist and included a
picture for each question which possibly gave a clue to the answer.

Some clubs including Triumph (JHB and Pretoria), MG , Alfa
Romeo, Mercedes Benz and Lotus fielded two teams while others including
Morgan, Sunbeam and Austin Healey had one team each.

The procedure was that all partook in the first two rounds of
questions after which the top four teams went into the finals accompanied
by the Wild card team which was made up of the top 4 audience individual
scores.

The final was a joust between last years winners, the Lotus Club
and a team from the Triumph clubs of JHB and Pretoria and the MG club
of Pta( Northerns).
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Questions were from simple general knowledge to real toughies and much
joking and comments flew across the room.

The competition was pretty fierce with the second and third teams
( MG Northerns and Triumph JHB) having the identical final score, which
put them in second place behind the victors; the Lotus club for the second
time in so many years. The Triumph club of Pretoria brought up the rear
and the “Wild card” audience team was last.

The * Classic and Performance Car Africa” trophy was presented to the
winning team of Giles Millard, Janie van Aswegen, Malcolm Keevy, Alan
Keevy by Alan Grant, father of Stuart the editor of the magazine , while the
wild card team each got trophies sponsored by Cross Country Classic Car
Insurance.

It was a wonderful evening where people from different clubs had
an opportunity to chat and rub shoulders and “fight “ for glory.
Michael Gilchrist is looking for someone to take over the drawing up of the
guestions so if you feel you have it in you please contact him
at mikeqilchristhome@gmail.com and he will tell you what it entails.

Clive Winterstein

TR4A GOLDEN ANNIVERSARY: 1965 — 2015

Launched in 1965, the Triumph TR4A turns fifty this year.

If we had more of these TR's around locally we could perhaps have
arranged a little golden anniversary event. With only four 4A's in the
Pretoria club, and only 3 of them currently on the road,

| don't think a celebration consisting of meaningful numbers will be
viable. On the other hand, Marius Labuschagne will bring his red TR4A to
the Triumph show day in August, and William Kelly will do the same with
his white Surrey top 4A, they could join my green car in a little threesome
celebration. Clerk of the Concours, Terry, is kindly giving them a special
parking place....

By 1959/1960 the TR3 was becoming very long in the tooth and sales
had dropped significantly. Standard-Triumph realised that a new TR with
more modern features and creature comforts, such as wind-up windows,
was needed to redress the situation, so the Italian maestro, Giovanni
Michelotti, was contracted to design a successor. The TR4 was launched in
the second half of 1961, a date that passed us by virtually unnoticed.

The wheel- base on the new car was the same as that of the
predecessor because the chassis and suspension, with the slightly wider
track and rack and pinion steering as the only modifications, was basically
the same as the TR3 chassis. The body, however, was radically different
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and heavier too. The fixed rear screen allowed for a removable hard top
and canvass 'Surry top', while a full soft top version could be had as
alternative.

The engine (2138 cc) used in the later version of the TR3A (100 bhp)
was carried over but the gearbox gained synchro on first gear. Remaining
in production up to January 1965, the TR4 saw a total production run of 40
254 units. Some observers were convinced that the TR4 was actually a
TR3 underneath with a sleek and more modern body on top of an age old
chassis. More modernisation and refinement was needed.

The successor TR4A had many cosmetic changes: new grille, new
wooden  dashboard, redesigned seats, modern handbrake between the
seats, and new parking lights mounted on the front wings together with
stainless steel finishers, to name a few.

Under the bonnet was a redesigned radiator, in addition to an uprated
version of the 2138 cc wet liner four cylinder engine producing 104 bhp.

This was achieved thanks to a new exhaust manifold, tapered inlet
ports and slightly changed camshatft profiles. A new diaphragm type
clutch, in addition to Stromberg carburetors, completed the otherwise
familiar theme.

The most radical improvement, however, was not obvious at first
glance: a redesigned chassis that allowed for a full independent rear
suspension. Coil springs and trailing arms cast in aluminium alloy in order
to reduce unsprung weight, together with splined side-shafts resulted in a
more civilized ride, especially over less than smooth road surfaces. This
TR4A chassis and suspension was carried over into the TR5, TR250, and
TR6.

In the biggest sales market, the USA, buyers had a choice between the
fixed rear axle version of the TR4 and the new IRS (independent rear
suspension) layout. This is the reason why the letters 'IRS' appear on the
boot lid of some TR4A versions.

Another interesting observation is that the TR4A is the only TR that
officially carried the 'A' as part of its series name. The manufacturer never
officially produced a 'TR3A' because the public referred to the wide grille
version of the TR3 as the TR3A in order to make a distinction. Even the last
'Sidescreen' car carried the name TR3'.

Production of the TR4A ceased by August 1967 after 28 468 units
had been produced. The successor, the TR5/250 appeared virtually the
same from the outside, while the 2498 cc six cylinder engine was the great
game changer. In retrospect some regard the TR4A as perhaps the most
special in the entire classic (separate chassis) TR range because it was the
last to use the famous and 'traditional’ four cylinder wet liner engine, while
the car's more modern chassis laid the foundation for the highly successful
and sought after TR5/250 and still later theTR6 that remained in production
up to 1976.
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As the real 'bridge' between the first and the last versions of the
classic TR's it deserves a special place of merit in the annals of TR
motoring.

Of all three TR's in my stable, the green 1967 4A, aka as my
'‘Mistress', is my favourite. After 43 years of ownership I think | know her
inside out and | have many fond memories of our great times together. |
bought her way back in October 1972 when | was still resident in Port
Elizabeth, took her with to the town of Alice in 1975 where she later
became a founder member car in the Border Triumph Sports Car Club in
1979.

We ended up in Pretoria in 1980 and again she in 1981 became a
founder member car of the newly established Pretoria Triumph Sports Car
Club, together with Marius Labuschagne's red TR4A.

Affairs between lovers and their mistresses seldom last for more than
40 years. | am however proud of this particular affair and treasure its
longevity.

As the years marched on relentlessly even my dear mistress was not
spared.

The patina of old age, as with the loveliest ladies, are so characteristically
made obvious by fine skin wrinkles, in the same way that my mistress now
bears testimony with fine cracks in her paintwork. When she turns 50 in two
years from now her birthday present shall be a new green coat (of paint).
Please don't tell her; it has to be a surprise!

Nols

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
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The mystery car is a Bond Equipe 2 litre using the Triumph Vitesse chassis
and engine, built in Preston and Tamworth at the Reliant plant where a total
of 4,389 were built.

Launched in October 1967 at the London Motor Show it followed the
Vitesse's late 1968 upgrade.

Not well known in SA it is perhaps pertinent to present more details
particularly in view of a strong Triumph connection.

Bond originated in 1949 as a manufacturer of 3 wheeled cars using Villiers
motorcycle engines and built by Sharp’s Commercials . The Bond Bug is
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Herald chassis and engine with a glass fibre body. In 1964 Sharp’s
changed their name to Bond and introduced the Equipe GT4S now having
twin headlights and an opening boot. ( One of these (unfortunately with
a Herald bonnet ) was at Angela’s Picnic in April it belongs to Flippie
Muller and Nols is persuading him to become a member) Mike Bilson
has news of 2 in Pinetown, over to you in KZN.

This was followed in April 1967 by the GT4S 1300 using the 1296 Spitfire
engine and front disc brakes.

In February 1969 the Reliant Motor Company bought out Bond and
production moved to Tamworth.

Eric Fletcher

Heritage original Triumph Technical literature

Rimmers have 3 Heritage DVD'’s covering all Triumphs.
They are:-

1. TR2 ,3,4,4A,5 and 6 from 1953 to 1976

2. TR7,8,Stag and Saloons from 1963 to 1981

3. Spitfires , GT6, Herald and Vitesse from 1959 to 1980.
Each DVD contains a huge amount of literature, including workshop
manuals, spare part manual, handbooks, technical updates etc. The
contents are far to detailed to list here.
Each DVD sells for £ 29.58 ex vat.

a model mystery car

Gertjan van der Klashorst sent me this news of a new model of the
Swallow Doretti. They are by Max Derrez contact him on
maxderrez@hotmail.com

(Swallow Doretti, GB)

Model specifications

Scale and length model: 1/43, 94 mm

Material body: resin

Material floor: resin

Chrome parts: bumpers, grille, surrounding headlamps, door handles, light
license plate, window frame, fuel cap, striping on wings

Lamps: plastic lenses

Tyres: rubber

Photo-etched parts: windscreen wipers, filling up grille, side striping,
wirewheels

Colours:

body: black, white, red, silver, burgundy metallic

interior: black, red, cream

Other interior and exterior colours are possible on request.
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Delivering possible: RHD/LHD, wirewheels/disk wheels, higher or lower
rear lights, yes or no chrome side bumperparts, yes or no side striping

Box: clear plastic, black floor

Price: Euro 139,50

Now | am sure that you all know the story of the Swallow Doretti but
some of you are bound to be asking “are there any in South Africa?”.
There was definitely one as this highly abridged version of a superb
article by Dennis Cook shows that appeared in the September 2008
Sabrina.( Sorry for the repeat Dennis)

............................................. | am grateful to Peter du Sautoy who
acquired a tremendous amount of information from the owner of the blue
Doretti that appeared on the front cover of Sabrina at the Simonstown
waterfront a few years ago. The owner of that car was, or is, one John
Sanders, but it is not clear to me whether there is any relation to the Eric

Now this article resulted in Rene de Villiers throwing some
light on the car that was seen in Simonstown. He detailed this in the
following (again highly abridged) that appeared in the December 2008
Sabrina. Article adding to the search for the car.

Now for some Swallow Doretti news

In the September 2008 issue of Sabrina, Editor Eric Fletcher asked that
anyone who knew anything about the Doretti which made its appearance at
the “Triumph 75” celebrations at the Zwartkops Air Force Base .

Nols Pienaar took a bird’s-eye-view photograph of the event which
shows more than 250 Triumphs parked two to three deep in a huge circle
with the letters 75, made up of the parked Triumphs.
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If you take a careful look at the photograph, you will see that the
Doretti, complete with the dinner plate sized hole in its canvas roof is the
third car from the end of the leg of the “7”, in the middle row. Someone said
that there was a second Doretti (a blue one) there on the day, but itis
certainly not parked with the white/ivory one which is the subject of this
story.

Mention is made in the aforementioned September 2008 issue of
Sabrina of a Club member by the name of Peter Bishop who supposedly
owned the car at the time but who cannot be traced on the membership
register. Peter Bishop may or may not be/have been a member, but he has
no connection with the Doretti in the photo.

This, too, | can say without fear of contradiction, because | had personally
arranged for the Doretti to be there. This is the story....

The Swallow Doretti in question appeared in Mondeor,
Johannesburg, which is where | live, in about 1989 and | reported on it in
the September 1990 issue of Sabrina.

But let me get back to the Mondeor example of the car .The car
made its appearance in the workshop of the local Mobil service station.
Apparently it belonged to a priest who brought it down from Rhodesia and
left it there.. | took some photographs of the car where it sat on a garage
hoist .

The actual engine in the car was numbered TS14057E which shows
that it is a late +- 1957

The car’s steering wheel was pure TR, including the centre boss with
indicator button at the top. A badge reading “Mashonaland Motor Car Club”
had been fixed to the centre of the hooter button.

The standard sized registration plates were yellow with black lettering
which read: 170-007 P. There were yellow stickers with black lettering of
about 30mm on either side of the number plate, which read “SALISBURY”
on the right hand side and “"RHODESIA” on the left hand side of the
number plate.

| spotted the Doretti again some years later, and more dilapidated.
Same car, same low-port head TR engine number TS 14057 E. By now the
ownership problem had become more complex. The owner (by then in the
USA, and who was now said to be a doctor), who had left the car at the
Mobil service station nearly ten years before, claimed that the car was still
his. Rory, who had hung onto the car all those years, and who appreciated
its rarity value, could not legally sell it but was loath to just dump it on the
nearest rubbish tip, or to hand it over to the boys in blue. Still stalemate.

However, he was willing to let us have it for the Triumph 75
celebrations in Pretoria. To get it there and back proved to be a minor
mission in itself.

At the Zwartkops Air Force Base we at least had many willing hands to off
and on load the car and to push it to the spot where you can see it on the
photograph. At the end of the day of celebrations, back it went to
Johannesburg to be parked under the tarp, under its tree.
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So, here we are, ten years later, and Eric wants to know what
happened to the car. Unfortunately, | cannot relate a happy ending. Rory
O’Donoghue died about three years ago and all the leads have gone cold.
At this point one can only speculate and | would certainly like for anyone
who knows more to contact me.

. René de Villiers
So there you have the situation as it was in late 2008.
Has this Swallow Doretti survived and if so where is it?
Was there or is there a second one being the blue one
reportedly at the 75 anniversary?
You never know they could be hidden away in a barn!.

Eric Fletcher

A womans place is in the ------------

| don’t know if all wives feel the same as | do when asked to help in the
garage.

This doesn’t apply to Shirley who is an ace. Not only does she know what
Is going on, she actually fixes it herself. Maybe Angelo feels like | do at
times.

A call to assist in the garage generally means holding something
awkward really tightly while the mechanic does the serious bit. It also
entails holding the lead light so it shines on what he’s doing and is not
blinding him, and passing things like no.10 ring or no. 11 set spanners, or
Y2 “ socket. Once you have the tools out its ok, as they are generally used
for most of the job, although you may have to hunt for another odd number
or two. Sockets are kept in a box, all lined up like soldiers. It’s rather like
choosing a chocolate from a box — pick up one, scrutinise the number, put
it back, pick up another. Choosing chocolates is more rewarding.

Just as you are going into relaxed brain mode from boredom
standing round, a call of “bobbejaan” comes across. This jolts one awake
with a choice of 3 options:

1) I've dozed off and just been insulted,

2) a quick glance round the garage to see if the local monkey troop has
invaded, or
3) Pick up a shifting spanner and pass it over.

Why the Afrikaans folk have named a spanner after a baboon | have
not yet fathomed, and am still not sure whether the smaller spanners in that
range are referred to as “vervets”!!
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Anyway, recently Andy discovered the Spittie was overheating. This
could not be solved by twisting the dial on the dash board. He fitted a new
water pump, took the car for a quick spin. He spent some time in the
garage and eventually came up to the house and announced that due to
the new problem, Cars in the park via Spittie was out. He couldn’t clearly
pinpoint where the leak had sprung.

Friday morning he had another look, a bit worried that it may be the
cylinder head due to the previous overheating, but now was pretty certain it
was the front welsh plug; quite a big job! Off he went to see if he could get
a plug the correct size and returned clutching 2 of them. He had that look in
his eyes that said — “all hands on deck — let’'s see what we can do by
Sunday!”

A welsh plug must not be confused with a Welsh prop — those are the
big okes in the front line of the Welsh rugby scrum. A welsh plug is a metal
plug which goes into the engine block. Water circulates in the block as part
of the cooling system, and these plugs stop the water pouring out. Our
block has 5 plugs — Andy had replaced the 3 side plugs, but in reality
should have replaced all the plugs on one of the occasions when we had
the engine out and they were easy to get to.

This was the front plug, and he explained what we had to do. Remove
the radiator, the timing cover — as soon as | heard that | had issues. I've
had problems in the removal of that. Then remove the timing chain and the
plate behind that which is attached to the engine block. The plug lurks half
hidden in the block behind this plate.

One also has to remove the starter motor — and it is the cog behind this that
gives me nightmares. Also loosen the generator, and finally to get the plate
off the block, undo the engine mountings.

So we get started. Get rid of the radiator. Take out the starter motor.
In front of the timing cover is a whopping great nut which is attached to the
crankshaft and also holds the pulley for the fan belt.

Andy then attacks the nut with a large bobbejaan, as we don’t have a
socket or ring spanner to fit. This means | have to stop the crank from
turning as he needs the leverage to loosen the nut. This entails me
jamming either a tyre iron or a crowbar into the teeth of the cog which was
revealed when the starter motor was removed. This cog is obviously
connected to the crank, but it doesn’t have the largest teeth in the world.
As Andy puts effort into loosening the nut, the crowbar invariably slips out
of the cog, and my fingers get crushed between bar and some other car
part — this usually creates a tantrum from me and we do it over and over
until the nut is loose.

Once the nut is off, the timing cover can be unbolted —“please keep
all the bolts in the order in which | give them to you so we know they are
going back into a place we know they fit;” Nothing new in this. | stand like a
car guard with my hand held out to receive all bolts removed from
anywhere, | attach the nut belonging to it so the washers are all kept, and
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carefully place them for re assembly, but this time | was accused of
dropping a bolt. Guess who had miscounted?? It wasn’t me!!

The timing chain and other bits are carefully marked in position so
they can be reassembled — this has to do with the timing and running of the
engine — it was explained. Apparently the marks line up and no. 1 piston
should be up with the rotor pointing at the no.1 cylinder and the no 4 piston
is in the “rocking” position — or something!!

The plate behind the chain is then levered off the block, and “voila”
the Welsh plug is revealed — so rusted it looked like lace.

Examination of the plug showed that the plugs bought were 1” instead of 1
Y2”, so while the mechanic nipped off to get another one, | am handed the
plate and asked to get all the gasket remains off — nice and clean please,
down to bare metal. | did, but it was a tough ask. The gasket was fairly
thick, like the cork ones, but as it had been in place ever since the engine
was assembled, it had well and truly baked onto the plate and block.

Levering the plate off the block had left chunks of it attached to both
plate and block. After a half-hearted attempt at cleaning the gasket off the
block, | left that to Andy. By then it was after 3pm, and we’d been in the
garage since 11 that morning. | was getting a bit weary.We got it all
cleaned and reassembled to the point of getting the timing chain on, then
packed up for the day — it was just before 6pm.

Saturday we were back in the garage by 7.30am. Andy had to re
settle the timing chain as his mind had been churning in the night and he
realised that it was 180 out. That sorted, it was getting everything back
together so he could actually turn the key.

After carefully bolting the timing cover over the chain and making sure it
was even and tight, he turned round and found that he’d left the oil slinger
out. Off came the cover again! At 1pm he finally turned the key.

She started 1%t kick, chugged a bit but then backfired a few times.
Andy said that if the chain was 1 tooth out he would have to take it all apart
again. | said | didn’t care if it was a full set of dentures out, I'd had enough.
He adjusted the carbs — one float had stuck, and we had bumped the
distributor while working, which he settled.

On Sunday she flew like a bird.

Here I'd like to make a suggestion to all working on a Spitfire engine.
Please think about taping or cable tying the elbow joint of the stalk that
holds the bonnet up. | did make this suggestion to the mechanic, but it was
ignored, but | still feel certain that it would have prevented the bonnet from
crashing down on him 3 times during the repairs. The suggestion of
wearing a bicycle helmet was not even contemplated!

Andy never gives up. He is too heavy to walk on water, and | won't
let him cut my hair, but in the 48 years | known him he has never ceased to
be my hero.

Eileen Le Roux
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A hole in the darkness part one

This article was written by Ted Schumacher who was introduced to
you in the “TR7 Still Sporty at Forty” DVD. It was then edited by
Andrew Poynter for publication, in 3 parts, in the TRDriver magazine,
finishing in October last year.

| am grateful to both Ted and Andrew for their approval and
assistance in using it in Sabrina.

“In the mid-Eighties, in the United States, there was a series of
races known as ‘Showroom-Stock’; and TRDC-Member Ted
Schumacher was in the thick of it racing both TR7s and TR8s. The
series was initially sponsored by Playboy, a top-shelf publication
well-known to all, and - in 1986 - by Escort Radar Detectors.

In this issue we start with ‘A Hole in the Darkness’, reference
to what can be seen eighteen hours into a 24-hour endurance race
and continue with race day The second part you will find in
December’s Sabrina.... Editor”

A Hole in the Darkness - Ted Schumacher

Its 3:00 am, 1200 miles
driven and I'm feeling a bit
sleepy.

One problem - I'm

in a race car and driving in
a 24 hour race.
Plus there’s an hour left in
my shift! Its goal setting
time - | need to focus on
the pair of tail-lights in
front of me. The goal is to
catch - and pass - that set
of lights, then repeat the maneuver for the next set of lights.This forces you
to concentrate, but you have to catch and pass without putting any
unnecessary stain on the car. There are still nine hours to go! Endurance
racing requires running the car at 95%+ lap times and a ‘save the car’ mind
set.

What can be done to save the brakes [pit-crew members hate
changing hot brakes], get one, two or even five more laps from this fuel
load, and lessen the strain on the driveline? How can we eliminate one pit
stop, make a stop faster [the drivers change on every stop] and reduce the
time it takes to do a driver change? All these - and a thousand other
guestions - need to be successfully answered.
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Now how do we answer these questions? The answer is, you
can’t, but still you do everything in your power to try! You start with basic
preparation. All bolts, shocks, bushings, cooling and fuel systems are
tested and replaced if needed [yes, it does hurt to throw away a 32-row oil-
cooler that cost $300, but it's cheaper than a multi-thousand dollar engine].
Suspension components are crack-tested. The engine, transmission and
the differential are rebuilt and modified for power and longevity.

This completes the basic package. Now it’s off to the track for testing of

the race package.

We're very fortunate to have Goodyear on board as a sponsor, and

they provided tires, technical support - and even rented race tracks - for us

to use for testing. We would spend a day at a track looking for what

combinations would, or would not, work. Every lap was recorded using in-
car cameras and lap times.

Temperatures, tire pressure and fuel consumption were also recorded.

We’d also go out and do ‘segment’ times, where we’d run a certain

corner repeatedly. Entry and exit times would be recorded, changes would
be made and then the whole process would be done over again. When we
found a combination that worked well, we knew that faster lap times were
possible.

Normal procedure was to run five or six laps to get everything warmed up
and all the parts speaking to each other. Then we’d bring the car into the
pits and up in the air on stands. The wheels would be pulled off and a
thorough overall examination made - wheel bearings, bolts, any wear mark
on a suspension component, brake lines or anything else remotely
suspicious.

Next we’d pump the tank dry.

With absolutely no fuel in car we'd fill it with a known amount of fuel,
normally five US gallons. The car is then sent out and run at race speeds,
with every lap meticulously recorded. We run the car until it runs out of
fuel. As we enter the ‘window’ for running out, the crew and driver are in
constant radio communication. As soon as the car gives any indication of
running out - the engine stumbles exiting a turn, there’s a hesitation where
there had been no hesitation the lap before - the crew chief is immediately
notified. The position of the car on the track is noted and car continues.

Every stumble, however small, is radioed in and when the car finally
runs dry, we know exactly how many laps are available after the initial
indication of low fuel. We also try to weave the car back-and-forth to see if
any additional fuel slopping around in the bottom of the tank can be picked
up. This information lets the crew-chief decide, during a race, when to call
the car in for a fuel stop. If we know that we can go three laps after the
first indication, this gives the crew a heads-up. The crew-chief will radio
the driver that we will pit in two laps and then counts down the laps. In this
example, we have a three-lap cushion and we don’t take chances. Since
the team is already aware of how many laps per tank the car will run, this
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really helps with the planning of the overall pit strategy. The crew comes
out and tows the car back to the pits.

So what did we learn? At this track, with this temperature, and with
known weather conditions, we can go ‘X’ many laps on a fuel load and
knowing this data makes sure we can maximize on track time, and limit
time spent in the pits.

Because of our deal with Goodyear, tyre cost was not an issue.

At most tracks we could scrub off speed by turning into a corner,
and turning back out, several times before making the actual turn - this
would scrub off speed without having to use the brakes. The car would be
two or three seconds a lap below the track record but you could get by
using the brakes only two or three times a lap. Since we changed tyres
every stop, the extra wear was not an issue.

Speaking of Goodyear, we had our own tyre engineer for both test
days and races, he was a highly valuable asset. Every time the car came
into the pits Andy [our tyre engineer] was there to measure tyre
temperature, wear, pressure as well as several other items. On race
week-ends Andy would evaluate air temperature, track temperature,
humidity, track surface and the tyre compound. Based on this information,
he’d tell us what lap to use for qualifying.

You need to qualify on the 3rd lap. So, out | go. Make sure the traffic
is such that we can get a clean lap and go for it on the 3rd lap.

Let me explain the qualifying procedure. All cars were on the course
for thirty minutes. Because of the amount of traffic - and the fact that Andy
said the 3 lap - we wait patiently in the pits until the traffic has sorted out a
bit. Then out we go. There may be only ten minutes left in the session but
we need a clean lap. Lap One warms up the car - fluids, tyres, and driver!
Lap Two and the car is up to speed, and Lap Three is GO FOR IT! If we
cannot get a clean run its back to the pits, mount four new tyres and do it
all over again. If Lap Three was good, we’d run another couple laps for
insurance. Even though everything was the same, the succeeding laps
were always fractionally slower than Lap Three - the tyres were starting to
lose just a little of their edge.

The name of the game is trying to maximize the amount of time spent
on track, and minimizing the time spent in the pits. Let’s continue on with
some of the other things we found. The longer the car stays out during a
race the fewer pit stops are needed, and the main item needed to keep the
car out longer is fuel. We found that if we raised the right-hand side of the
car during refueling, we could crowd in an extra half-gallon of fuel.

By tilting the car fuel would go up into the filler neck, which on the
TR8 is both fairly large in diameter and relatively long. An additional half-
gallon per pit stop added up to making one less stop during a 24-hour race.

Another thing we did to speed up the pit stops involved the driver
change - we’d change drivers on every stop, using three drivers for a 24-
hour race and two drivers for a 12-hour race. Having more than three
drivers meant that someone was out of the car for several hours while the

32



other drivers cycled through, and this got you too far removed from the flow
of the race. You needed to go out and spend time getting acclimated if
you'd been out of the car for any extended period of time. To speed up
driver changes we fastened each strap of the shoulder harness to its
corresponding side of the seat belt.

This way when the out-going driver exited and the new driver
entered, no time was lost looking for the seat belt/shoulder harness.

For those of you not familiar with a racing restraint system there’s a
lap-belt - three inches wide - and two shoulder harness as well as an ‘anti-
submarine’ belt that was attached to the floor. This -belt came up between
your legs and attached to the main seat belt. The purpose of this belt
was, in case on an accident, to keep the driver from sliding out under the
seat belts/shoulder harness. You had to get all these belts gathered up and
correctly fastened - anything that reduced this time was a big plus.

Under the series rules the cars were not allowed to have racing
seats. However, nothing was said about not being able to repair a
damaged seat so off to the upholstery shop we go. Once there we had the
driver's seat taken apart. New foam, something much firmer than the
original, was installed. The upholstery shop also took the opportunity to
beef-up the side bolsters, making them much firmer as well!

This kept you in a better driving position, and a good racing seat is
worth anything up to a second a lap. If you are hanging on in a corner,
trying to stay behind the wheel, you’re not as fast. Concentration should be
dedicated to driving, without the distraction of trying to hold yourself in
place!

Some seemingly minor mechanical items could also make the
difference between time spent on track and time wasted in the pits. We
always started with a slightly used set of belts for both the power steering
and water pump/alternator. New belts always stretch, so we would ‘runin’ a
new set during a test session. These would then be set aside and mounted
for the race. Speaking of belts, we always had a spare set ready. The car
had a brace between the strut towers; commonly known as a strut-brace.
A spare, pre-stretched power steering belt was cable-tied to the left-hand
side, and a water pump/alternator belt was cable-tied to the right-hand side.

Another precious second saved - the belts were fastened to the brace
on the side where they would be needed. All the flexible lines were made
extra-long - brake, clutch and fuel. This way there was less chance of
stressing the line in case of an ‘incident’. The battery was mounted on a
pad that soaked up vibration.

Both the starter and the alternator wiring harnesses were attached
using quick-disconnect fittings, and to speed replacement the new
component, should it be needed, already had a matching harness installed.
So it became a case of just unplugging the old unit and installing a new one
that was already wired and pre-prepared. Yes, these units were also test
run before packing!

33



Testing also showed that the power-steering pump wanted to blow
out fluid during hard cornering. We eventually solved this problem by
installing a vented cap with a hose going to a catch bottle. Another testing-
discovered ‘fix’ was using the hand brake to adjust the rear brakes. Since
the TR7\TR8 had a disc \ drum-brake set-up, we could get through a 24-
hour race using only one set of brake shoes. However, as the shoes wore
down the pedal travel would increase.

Experimenting with the hand brake handle during testing, we found
we could ‘adjust’ the rear shoes by pulling on a click or two - much better
than adjusting the brakes on a pit stop, and it was controllable! You could
back-off the rear brakes by just releasing the hand brake! Depending on
the track we’'d use a harder compound brake pad on the outside of the
caliper. Since the outside of the caliper doesn’t get as much cooling as the
inside - the outside is covered by the wheel - we could even-out brake wear
and hopefully eliminate pit stop for brakes.

Now that you've had an idea of what'’s involved in endurance racing,
next time will be all about what happens before - and on - race day. Stay
tuned!

Race Day — Ted Schumacher

What do thirty people, packing thousands of dollars-worth of
equipment - sometimes primitive conditions - and three days-worth of high
intensity have in common? That's what happens when you go Endurance
Racing. As promised in the June Issue, let’'s go racing! But first, we have
to get all the equipment - and the personnel - to the event.

A typical race-week starts on the Monday of the event. All the
equipment - the cars, the necessary pit equipment and essential spares -
have already been checked, rebuilt, and packed; and are ready to load.
Let’s talk for a moment about equipment and spares. The term ‘Equipment’
encompasses things like floor jacks, roller chest tool boxes, and enough
spare parts to rebuild everything apart from a complete body tub. It also
includes generators, pit-lights, multiple radios, hoists, portable power,
nitrogen bottles and much more.

Why nitrogen bottles, you ask? We use nitrogen to run the various
air-tools and to inflate the tyres. Not only does Nitrogen give a more
accurate tyre inflation, but the pressure remains consistent. A tyre inflated
with air will increase in pressure as it gets hot from running. Nitrogen
decreases the amount of pressure gain. We carry three big nitrogen bottles
- one for tyres, a second for the air wrenches and one for back up. The air
wrench bottle has two ‘T’ fittings that will run up to four air tools at one time.

There are two half-inch impact wrenches for tyre changes on one ‘T’
fitting. The other ‘T’ fitting was used to mount a three-eighth impact and an
air-chisel. A lot of air hoses to keep straight - but it's so much better to be
safe than sorry!
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A typical pit set-up is usually no more than a framework that extends
illumination out over the pit-stall for night servicing. Two roller tool chests
sit at the back of the pit area, tucked way behind the pit wall where they are
not in the way but provide immediate access. Nothing is allowed to be
placed - or stacked - in front of the tool boxes. Tyres - those for dry
conditions, intermediate rain and rain - are stacked at one end of the pit
space.

These are all inflated to the correct pressure and are ready for
immediate use. Fuel is stored at the back of the space and only brought
forward when the car is preparing to come in for a fuel-stop.

The car is refueled on every stop, regardless of whether it's a
scheduled stop or not. All the equipment is arranged to make the best use
of the available space and to provide economy of motion. Outside the pit
space is a table containing hot and cold beverages, Gatorade and water,
as well as a variety of high energy snacks. Since we're on the subject of
food, let’'s wander over to the ‘catering area’.

My wife and two other people had a complete food service set up well
behind the pit area. Chili, sandwiches, and even breakfast was available for
thirty-six hours. The kitchen would open on the Saturday morning of the
race, closing on the following day. Hot and cold food - and drinks - were
available for the drivers and crew.

No matter what time of the day or night, the people responsible for
running the car were fed. When we ran two cars, we normally had a staff
of between twenty-five and thirty to cater for — there were three drivers for
each car, three timing and scoring personnel, two full shifts of crew [six per
crew, each with their own team chief], a crew chief and the food staff. On
race day the crew chief's job was to park himself in a chair with a radio
headset and supervise the overall operation. Unless he HAD to perform a
job [read this as a major car problem], he stayed in his chair for 24 hours!

As well as the comprehensive list of spares mentioned earlier, there’s
an engine for each car. Each engine is complete with a starter, an
alternator, distributor, carburetors, clutch and transmission. In a nutshell, its
ready to drop straight in and all the connections on the race car - electrical,
fuel and water - are set up with quick-disconnect fittings. There’s also a
complete front and rear suspension kit, again pre-fitted with brakes,
calipers, and springs. Spare drive shafts, differentials, brake hoses, fuel
lines, axles [and hubs with bearings installed] are amongst the major
components available, should they be needed.

Its arrival time at the track. Registration first, then technical and pit
assignments are carried out. The car is unloaded. Pit equipment is moved
to the pit area and set-up. The radio antenna is raised and anchored, and
the pit lights are erected and wired. Finally, the cars are moved into the pit
lane and its practice time. Nothing major here.

Tyre pressures are checked, then we go out and look for any changes to
the track surface since we were last here. Or - in the case of a new venue -
we go learn the race track.
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Let's go for a quick tour of my ‘office’. There is a high-back
competition seat [later in the series the rules were changed to allow race
seats] with shoulder harness, a three-inch wide lap belt and a two-inch
wide ‘anti-submarine’ belt. This bolts to the floor, the strap passes between
your legs and attaches to the main lap belt. No, | don’t want to test it!
There are two radio ‘push to talk’ buttons - one is mounted to the steering
wheel and the second is mounted on the shift lever.

That way you have instant radio communication no matter what
happens, or what you are doing. And, it provides a useful back-up should
one decide to be a distant Lucas descendant. A full set of gauges, and a
battery of switches for all the electrics, including the side marker lights that
are used to identify the car at night.

With the driving lights on all the cars look somewhat the same as
they approach either the pits or the timing area, and by using a unique light
- or a combination of lights - on the side of the car it makes for much easier
identification. A roll cage surrounds the cockpit perimeter, and a drinking
bottle tube is attached to the right hand shoulder belt.

Time for a practice session. Tyre pressures are checked [again], the
car is warmed up and out we go for three or four gentle laps to warm
everything up. There follows a couple quick laps, then it's back into the pits
where everything is checked before the next driver goes out to re-acquaint
himself with the car and track. This goes on for the entire session.

There follows a quick driver debriefing, and a meeting with the crew
chief at the end of the session completes the first practice.

Anything that needs to be changed will be changed. Tyre pressures
were monitored during the ‘in’ and ‘out’ sequence of the first session.
Earlier we said that only three drivers were used for a 24-hour race. Why
only three? Any more than three makes for a too longer a time period
between the driving sessions - a long wait, and the driver can go stale with
all the hanging around pit-side and not be at their sharpest; although some
teams actually used five drivers! If you get a session lasting for between
sixty and ninety minutes on a full fuel load, with five drivers taking turns
they are out of the car for around five hours. That's far too long - they lose
the flow of the track, the intimacy of the car and the necessary awareness
of what is going on around them. Finally it’s time to race...

Re-written by Andrew Poynter \ TRDC from text supplied by Ted
Schumacher.

From the bookshelf

The May “Classic & Sports Car” Is a must buy issue. | have never seen
this magazine with so many items on Triumphs. Even the Editorial
mentions a GT 6.

So let me whet your appetite by going item by item.
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On page 15 the report on the second MG & Triumph Spares Day
mentions the Triumph Club celebrating the 50" Birthday of the Triumph
1300. The accompanying main photograph feature an uncountable
collection of Triumphs with pride of place going to a strangely coloured
(yellow or gold or both) TR7 FHC.

Page 29 and James Elliot describes the build by Rob Green of his re-
creation of a Triumph Straight 8 Dolomite.

Onto page 98 and here begins the details( a page on each) car
by car of 10 cars described as “The Best Affordable Classis” . These
include a Ferrari Mondial, Audi Quatro, Model A Ford, Lancias Aprilia
Lusso, Austin Healey Sprite MKI, Rolls Royce Silver Shadow, Alfa Romeo
GT1600 Junior and from Triumph the GT6 MK3.

As if this was not enough it is immediately followed by Mick Walsh’s 6 page
feature describing and driving an Alfa Romeo 8C Monza ( the car reputedly
copied by Donald Healey in building the Triumph Straight 8 Dolomite) and
the rebuilt original Triumph Straight 8 Dolomite DMH 1.

If this wasn’t enough, what do we find on page 194 but a
feature article “New Heights for Rare Triumphs”. This kicks of with Italia’s at
between £ 88 & £ 95 thou ( R1.6 to R1.t5 M) , how about a Swallow Doretti
at £50K ( R 925 K).

Fancy a Dové at £ 30k (R 550 K, and the final word is “ If the rarest and
most gorgeous coach-built Triumph of them all--- the Conrero--- were it to
ever come out of hiding, heavens knows what that might be worth now”
Well that was the May issue of C & S C and lo and
behold they follow that up in the June issue with a comparison of a 2500PI
Mk 2 with the Citroen DS 23 EFi Pallas and a Lancia 2000IE Berlina. At
first sight this article appears an oddity as to what prompted them to
compare such a trio.
The answer is that not only are all three fuel injected but the all
championed fuel injection for the masses in the 1960’s and into the 1970’s
when such carburation was only found on F1 cars. The Triumph 2500P1 at
its ;launch was the only British saloon to have Fuel injection it predated the
Citroen by several months although Lancia had introduced on their 1962
Flavia.

A rather telling comment in the article states “..... The 2.5Pi is
yet another example of British Leyland’s propensity for ruining the
prospects of its most promising models, a car that could have served as an
opening act to a new generation of Triumphs had the parent company’s
management understood quality control”.

There is a sad note in that the 2500 and 2000 were the last large
Triumph saloons and the Lancia 20001E was the last of the true Lancias’.
July’s “Classic & Sports Car” has a detailed 7 page article
comparing the TR2 with a Swallow Doretti , great reading.
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New TR7 book

Probably, like me, you probably think of the Isle of Man and the Motor Bike
TT in the same breath. Of course it was the scene of the TR7 V8 rally
successes in 1978 and 1980 plus a TR7 was the TT course opening car in
1976.

Don’t forget that ex F1 World Champion Nigel Mansell lives there .

Put these all together and it is little wonder that can boast a prolific Motor
Sport Publisher , Lilly Publications.

In 2008 Steve Jackson moved from Scotland to the Island , he had a
history of mainly BL cars starting when at the age of 22 he bought a TR7
having desired one since their launch. Sadly this was a bit of a disaster and
so got rid of it for a Ford Capri.

In Scotland prior to his move he had a MG Midget that he considered too
small so on arriving in the loM he found a Vermillion TR7 FHC in England
and having purchased it joined the TR Drivers Club.

This brought him into contact with John Clancy and one thing led to
another resulting in him producing the new TR7 book

“TRY7 the Bullet that Backfired on British Leyland”.

This was launched in June , where else but in the Isle of Man where a large
selection of Triumphs accompanied the event.

The Unlikely Tractor”

| just couldn’t resist this Sidescreen article that | found on the Web
Site of the TR Register of the USA ‘s Desert Centre
Eric

“Article from the March 1971 issue of Car & Driver Magazine
remembering the TR3. The article was titled: “The Unlikely

Tractor” with the sub-title “Out of desperation Triumph mated an
unimaginative British Saloon with, of all things, a tractor engine and
the resultant issue went on to become one of the world’s most
popular sports cars.”

‘It was an evil sounding, raucous little bastard that would lure you
into a corner all cozily under-steering the way you’d expect from a car with
2-liters worth of good stout cast iron way up front, then throw up its hands
and bumble off backward.

There was nothing delicate about it, either. None of your clipping
daisies with a knockoff. You drove it like a USAC Sprinter, all elbows and
shoulders, and when the weird harmonics set in at 3700 revs and it gave
off that hairy chested bellow, it sounded ready to take on any Super Car in
town. All 100 advertised horse-power of it.
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Strangest of all, it never quit running. Somehow, electronics not
withstanding, the flat top pistons kept popping up and down and the valves
kept clattering away mile after mile after mile.

Unforgiving, brawny, dependabile...it was, in short, everything a
British sports car was not.

At the same time, it seemed the very epitome of traditional British
machinery.

The oddly trapezoidal lines, the tooth rattling four-banger engine, the built-
in agony of the cockpit, the 19-snap cloth top that was designed to channel
the rain at you instead of vice versa, all were in the mould of the typical
mid-Fifties British sports car.

So it was a puzzle. An enigma that wasn’t what it seemed and
seemed to be what it wasn’t. Which was the mystery, the unfathomable
stubborn charm of the TR-3. Or, to its intimates (who learned the hard way
to deal with its mechanical idiosyncrasies) the TR-goddam-3. More
correctly, the TR-2, TR-3, TR-3A and the TR-3B. In all 83,572 sports cars
that are still showing people a viable alternative to Detroit seven years after
the last one left Coventry.

In retrospect, the TR-3 had no business being such a marvellous
misfit. It sprang, after all, from an impeccably British background. The
paternal side of the line was a succession of incredibly dull saloons and
tourers extending all the way back to 1903. Its mother was a tractor.

Further , it owed its existence, ultimately, to a gentlemen named
Reginald W. Maudslay, whose feelings about car design didn’t bode well
for sports cars. He explained, “I don’t want any of these new ideas. | want
my car to be composed purely of those components whose principles have
been tried and tested and accepted as reliable standards.”

With that, in 1903, the company that would one day give birth to the
TR-3 was founded. Not unexpectedly, Maudslay called it the Standard
Motor Company.

For some 50 years, the “nothing new” principle guided the fortunes of the
company, and guided them rather well. Although no on was shouting loud
huzzahs over the cars Maudslay produced, they were selling well. Then the
First World War brought lucrative government contracts for everything from
BE-12 bi-planes to Stokes Trench Mortars. This allowed Standard to
expand its factories so that at war’s end the company could get on in style
with the job at hand: grinding out thousands of reliable, conservative cars
for thousands of reliable, conservative customers.

When Maudslay died in 1934, the company continued on in his
tradition.

Even after the Second World War, which yielded its share of
government contracts for the firm, more of the same dull cars seemed to be
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in the offing. And as a matter of fact Standard did produce a gaggle of re-
hashed 1939 designs after the war. But a bizarre set of circumstances was
developing: so bizarre that the Standard Motor Company, as it was before
the war, would not survive but would turn into something entirely new; so
bizarre, that it lead to the birth of the TR-goddam-3.

First, in 1945, Standard bought a down-and-out ragamuffin of a
company called Triumph. An automotive off-shoot of the prosperous
Triumph motorcycle operation,

it had been floundering even before the war. Then Heinkels and Dorniers
of the Luftwaffe came to finish off the job. So what Standard got for its
money was Triumph’s “good will” and a whole lot of bomb craters. And an
outlet for some new products.

With one eye firmly on the profit ledger, Standard set its new
subsidiary to work on an unlikely project. Not a car. Not even a motorcycle.
But, of all things, a tractor! It was to be a four-wheel-drive machine based
on an 8-hp Standard car engine.

The project itself never amounted to anything. But it turned out to
have been a pretty good move anyway. Triumph, instead of making its own
tractors, wound up with a fat contract to produce the Ferguson tractor.
More importantly, that contract included a license to produce the Ferguson
engine — a 2-liter in-line Four with chrome wet-liners in a cast-iron block.

The company’s first move was to design a car around the tractor
motor. It was a dumb, bulbous little family car called the Vanguard, built
with one eye on the anemic postwar economy in Europe and the other eye
on the newly stringent vehicle tax laws. The same engine wound up in
another pair of cars — cars that were being produced more or less with
Triumph’s left hand while the right hand concentrated on the tractor
business. These were an odd-looking but interesting roadster and a
handsome razor-edge saloon, both called the TR-1800.

Meanwhile, on the other side of the ocean, another event in the
bizarre sequence was underway. America had discovered the sports car.
Thousands were outfitting themselves in tweed caps and string-backed
gloved and spending big money for anything automotive that looked slinky
and came from overseas. The boom was on, money was flowing and MG
and Jaguar were selling more cars than they made.

That sort of thing wasn't likely to go unnoticed at the Standard works,
of course. So, just six months before the 1952 Earls Court Auto Show, the
company decided to claim a piece of the active.

A hastily devised roadster body with cut down doors, a bobbed-tail
and a puckered little grille was clapped onto a Vanguard frame, the trusty
tractor motor was dropped in place and — voila — the 1952 show car from
Triumph.

Out on the test track the thing turned out to handle like a three-legged
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camel but that was a minor detail — besides that wouldn’t be apparent on
the show stand. So it was off to Earls Court.

There, even though the most dim-bulb show-goer could see it had no
provision for luggage, it was a hit. More importantly, it hunkered down
neatly into the market gap between the 1250cc MG and the 3.5-liter
Jaguar.

So the engineers set about making the TR-1 (yes, there really was a TR-1)
into something you could drive without maiming yourself and which could
carry something more substantial than a Dopp Kit. Retaining the same
basic body, they gave it a longer tail with a hint of a trunk, devised a new
frame, fiddled with the suspension and by 1953 were producing the TR-2. It
came on like Genghis Kahn in the marketplace.

For that matter, it did pretty well on the road, too. As soon as the
photographers were done with it, Ken Richardson, the competition director
of Triumph, took the prototype, stuck on a belly-pan and some streamlining,
removed the windscreen and was clocked at 124 mph down the Jabbeke
highway in Belgium — a new record. And almost as soon as it hit this
country the TR was super plan in E-Production racing. It was low, it was
little (11.55 square feet of frontal area without the windscreen),
it would turn 100 mph century and then some, and it had torque to burn for
starts and digging out of slow corners (remember, the engine was originally
designed to pull a two-bottom plough).

Getting it stopped could be an adventure, but even that was
alleviated in 1957 when the car (by this time it has been through a series of
minor design changes and was called the TR-3) came with a set of Girling
disc brakes in front.

Best of all from a racing standpoint was the fact that it never, never
broke down. You practically had to throw rocks in the sump to blow the
engine and one of the favourite pastimes of TR-3 fans is swapping stories
of TR-3’s that survived hideous disasters and kept going.

For instance, there was one TR-3 that actually ran the last 12 laps of
a race in Bainbridge, Georgia, in 1965 on only three wheels — and finished
third in class. An off-course excursion early in the race ripped out the left
from suspension, leaving the wheel dangling from the upper A-arm and the
steering arm. The driver commented “It was pretty sloppy in a right hand
turn after that, but it ran like stink down the straights and through the left
handers, so | just kept on going and hoped the corner crews wouldn't
notice.”

Another TR-3 ran a whole race at Courtland, Alabama, with the
wrist pin in number four cylinder machining a deep groove in the bore after
its retaining clip fell out. And still another TR-3 flipped at the Chimney Rock,

41



North Carolina, hill-climb, was righted, had the oil topped up and went on to
win its class.

The stories are almost endless, but the point is that the TR was
virtually indestructible and it was fast for its time — it was also cheap.

So for years it had pretty much its own way cleaning up
championship after championship in SCCA and international competition.

Not that there weren’t some ups and downs along the way. In 1957, for
example, the AC Bristol arrived on the scene looking as alluring as a Port
Said hooker and running like some kind of 2-liter Altas-Agena. The TR-3
was so badly outclassed it couldn’t even stay within rock throwing distance
on the track.

Things took a turn for the better in 1959, thanks to R.W. “Kas”
Kastner, who was a hero TR-3 racer in California. He became obsessed
with the nut-ball notion that the TR-3 could be induced to beat the dreaded
invader of E-Production. Creating a “production” TR-3 like no one in
England had ever seen, Kastner proceeded to hustle the AC right out of its
championship on its own home stomping grounds in California.

For years, the TR-3 had its way with the competition. Despite the
fact that it went out of production at the end of the 1962 run, the marvellous
misfit kept on winning, filling the grid at the annual championship ARRC
and often as not bringing home the silverware. It was positively embracing.
The factory’s fist blush of pride for the car soon turned to doubt, then to
outright dismay. After all, the car wasn'’t even in production anymore. There
were new models to sell. Sheepishly, the factory reduced its support money
for winning TR-3s. Finally the money was cut off completely. The SCCA,
taking the hint, bumped the car back into E-Production where — it was
assumed — the senile ole campaigner wouldn’t be able to cut the mustard
anymore. But it could and did and still does. Not as often as before, of
course, but often enough to bring a twinge to the engineers who made her.

Those engineers, it seems, had wrought something particularly rare
and fine. An honest car. No pretensions, no illusions. Four wheels and an
engine laid out in the simplest possible fashion.

You sat in plain leather bucket seats with your legs out in front of you
straight as sticks to the firewall where hung the requisite three pedals. The
throttle, although it operated through a Rube Goldberg collection of ball-
jointed rods, bell cranks, cotter pins and bedsprings, was direct and
responsive. X amount of input yielded X amount of engine noise every
time.

A flat, plain dashboard held all the instruments and switches you
needed to get on with your driving. The mechanical tach drove directly off
the distributor and registered on a big Smith’s dial immediately in front of
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you with enthusiastic swoops of the needle. Next to it was an equally
excitable speedometer. Nearby, clustered in a small panel at the centre of
he dash were the other appropriate dials: “Fuel,” “Amps,” “Oil Press” and
“Water Temp” (often as not in degrees centigrade). In all, six plain white-
on-black dials that told their story with Hemingway-esc directness.

The shift lever had a hard rubber knob that soon lost its hardness and felt
like a fist-full of cold oatmeal. but it stood severely upright in the middle of
the transmission hump and it changed gears with a satisfying “snick”.

And, although the synchronizers lasted only about a week, it took terrible
abuse to cause a serious malfunction of the gearbox. you simply learned to
shift by ear, like a proper driver should.

It was honest in motion, too. The macadam whizzed past in a blur
just under your elbow, which stuck out over the cut-down door.

The breezes fluttered your collar, your sleeves, even your pants
cuffs down in the foot-well.

In fact with the top and side curtains down you stood a pretty good
chance of being flapped insensible by your clothes. At 70 mph you knew
you were, by gosh, doing 70 mph.

In the end that basic honesty — which made it a winner on the track
— was what did the car in at the marketplace. Through the years minor
changes like a new colour scheme for the badge and major changes like a
series of new heads failed to alter the basic personality of the car. Even in
1962 when it was all gussied up with a TR-3 engine (2138cc) and a TR-4
gearbox (fully synchronized) it was still stubborn, straightforward and
honest as an oak tree. It was still the TR-goddam-3, even if the factory
called it a TR-3B.

And so, by 1961, a year before its final demise, the end was in sight.
A new car was being born in Coventry. Boxy in line, refined in concept (at
least by comparison to the rustic, lusty TR-3), the TR-4 reflected a new
generation’s ideas about driving. Although the TR-4 was at first little more
that a TR-3 with a civilized body, that difference was enough. The new
generation had little use for the rain-water-in-the-ear school of driving that
spawned the TR-3.

But before you write off the TR-3 as a relic from an earlier time,
please notice one thing. Notice who is at the wheel of the next TR-3 you
see on the road.

Odds on he’s yours. Maybe with a beard. And with a post-teenybopper with
a Mighty-Mouse appliqued tee-shirt at his side. Grinning and blipping that
wonderful throttle as he goes. And where is your generation gap now, sir

for sale
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TR6 — Starter motor, rebuilt, tested ,new brushes, good Bendix  R750
TR6 Chicane — Starter Motor complete, for spares as is R 250
TR6 Front indicator/sidelamp lenses LH and RH (bran dew in box from
Rimmer at £32.5 each plus shipping and import duty.

Asking R 630 each or R1000 for the pair.

TR6 2off Door draught excluder- Furflex Seal- Black brand new ( will fit any
TR)

From Rimmer @ £16.04 each plus shipping and import duty.

Asking R 640 each or R750 for the pair.

Contact Heinz Koncki on A
0796250240 or
h.koncki@gmail.com

TR2/3 Low port head, skimmed ,
valves done, inlet manifold and

SU Carbs all complete. Asking D e
R10,000 ‘
Contact Gert Botes on 083 259 3050 or gert@cossni.co.za

R7 V8

Gerhard Vorster’s baby.
Contact Gerhard on

076 236 5414 or
gerhardvorsterl@gmail.com

TR7 — Original Mag Wheels
Complete with fairly new tyres R4,500.
Contact Mike Gilchrist on 072 798 6976

Wanted

TR6 front bumper in good shape (straight, no major dents)
Surface Rust not a problem.
Contact Heinz Koncki on 0796250240 or h.koncki@gmail.com

GT6 Old/current club member really, really, really wants a GT6
(colour, mark unimportant) to fill his GT6-sized sentimental hole. | had two
when still in SA, one now lives in Pretoria, the other in Durban.

| want a GT6 to keep and not to sell on, and | want one from my
home country. It's that simple. This is a car to keep, and not to speculate
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with.
Paul Leicht (Rodda), Pretoria/Germany (pick one!).

Email is ps@rodda.org, Skype is "barongrumpy"”, Cell is +49 1575 638
5264. Or drop a line to Nols Pienaar in the Pretoria Centre!

where have all the flowers gone?

You may remember the lovely song, "Where have all the flowers gone,
long time ago"? Well, | would like to ask : "Where have all the Chicanes
gone"?. At one stage, and especially during our formative years, we had
quite a number of proud Triumph Chicane owners in our club and these
cars were regularly seen at events.

| was therefore very happy to see Bill Flynn acquiring his stately old
lady last year, fondly known as 'Aunty Olive'. | was even more pleased that
Bill gave her a very nice green coat (of paint) . Because | myself owned a
1975 maroon Triumph Chicane 2500 TC with overdrive way back in my
Eastern Cape years, | naturally had a keen interest in Bill's aunty (hey, it's
not what you think!). »

Looking back to the
1980's | cannot help
- but remembering some
~ of our members who
- drove Chicanes.
Remember Grant

LT Pl el Malherbe who had a

p ) S — W5 yellow Mk1 as well as
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a metallic blue Mk2? Remember Philip Willcock also with a yellow Mk1 and
silver Mk2? Even our very own Engela owned a Chicane auto that brought
herself and Jaco into the club way back in 1994. It is high time that this
once lovely red car gets rescued from their backyard in order to be restored
to its former glory.

Paul (Rodda) Leicht, club member now living in Germany, joined
the club thanks to a Chicane Mk 1 auto in April 1989, and later sold it to
Rudi Venter (now in Nelspruit, also still a club member and proud TR7
owner) in August 1989.

Tom Jefferson, not the erstwhile US President, may | add, also joined us
thanks to a 1976 Mk2, while Cecil Schimper bought the Mk2 of the famous
Miss Mullins, headmistress of the Pretoria Girls High, in 1990.

In 1992 Prof. Edwin Whittle joined with a similar car in 1992, but a
real star was the beautiful and pristine Mk2 that brought Dr Johan Retief (
now a TR6 owner) into the club in 1996. This beautiful car motivated Jaco
Smal to join the club in 2007 when he bought it from Johan.

The same car even later joined the Triumph stable of the late Terrance du
Toit, our very enthusiastic member in Tzaneen.

Quite a number of past Chicane owners did not get a mention but you
are quite entitled to ask about the interest shown in a Chicane in a
Michelotti report.

Well, the Triumph 2000 Mk2 (basis of the Chicane) is a facelift version
of the 2000 Mk 1 that was designed by none other than Giovanni Michelotti
himself. So, where does the name 'Chicane' on a Triumph come from? In
this respect the development engineers at Leyland South Africa were
pioneers because they wanted to create a more affordable if not reliable
version of the Triumph 2500 PI (petrol injection) that was on sale in South
Africa from 1970 to 1972.

They replaced the Lucas mechanical fuel injection system with twin
Stromberg carburetors and launched the car in South Africa as the Triumph
2500 TC Chicane in 1973. The name therefore is indigenous to South
Africa because nowhere else in the world could you buy a Triumph known
as a Chicane. Later the South African development was sent to British
Leyland in the UK for evaluation who then proceeded to produce a similar
carburetor version known as the Triumph 2500 'S'.

This became the basis for a local facelift version with slightly more power,
officially known as the Chicane Mk2, on sale in SA from 1976 to 1978.

A summary of road test reports by the local motoring magazine,
Car, reveal the following statistics for the three 2.5 litre six cylinder saloon
car variants:

Model Test Capacity | Power Gearbox | Top 0-100
date kW Speed km/h

2.5 Pl Mar 2498 cc | 102 4 spd + 177,4 10,9 sec.
1971 o/d
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2500 Feb 2498 cc | 76 3 spd 159,3 13,4 sec
AT 1973 auto

2500 Sept 2498 cc |76 4spd + 165,0 13,0 sec
O/D 1974 o/d

By today's standards performance figures are not great given the engine
size. However, these were big relatively heavy cars, yet their six cylinder
engines were extremely smooth. Forty five years ago the minority of cars
on the SA market could reach speeds exceeding 160 km/h while sub 10
seconds acceleration to 100 km/h was not the order of the day either.

In comparison a Mercedes Benz 220 A/T in May 1973 could accelerate
from 0-100 in 16.9 secs. while the top speed was 149,3 km/h. A BMW 2500
6 cylinder could in January 1973 do 10.4 secs and a top speed of 183.1
km/h.

What a pity these six cylinder saloon cars have largely disappeared
from the local scene. Hats off to Bill Flynn who saved Aunty Olive from
oblivion and also gave her back her pride. See what can be done, Engela.
Now it's your turn, speak to Jaco!

Cheers vir eers.Nols

ALTERNATIVE GEARBOX LUBRICATION FOR
TR7/8

My friend and fellow club member who lives in Germany, Gertjan van de
Klashorst, owns a beautiful black TR3B as well as a very nice metallic blue
TR7 drophead, known as Blauboet. Some time ago he sent me an email in
order to find out if | knew why Blauboet's gearbox appeared to become a
little hot on long trips and what gearbox oil should be used.

The owner's handbook of his car, a 1980 model from Canley with five
speed box, specified GL4 Hypoid 80 gear oil. | said that | am using ATF
because that is what British Leyland (BL) specified for five speed boxes for
1980/81 cars.

Gertjan then proceeded to investigate the matter and ended up
communicating with Alec Pringle, an experienced person in the technical
department of the TR Register in the UK. In response to Gertjan's
guestions, Alec answered as follows (Gertjan gave permission to share
this information):

"Back in the 1970s there was much confusion at BL about the 5-
speed LT77 gearbox. Two problems, first problem difficulty / engaging gear
from cold start especially in winter, and second problem the gearbox
overheating in hot summer weather. So BL stopped using Hypoid 80 and
switched to ATF - which 'improved' both problems, or at least alleviated the
symptoms, but at the expense of premature gearbox wear / failure. All BL
cared about was easy gear changing for the first year - what happened
afterwards was not their problem, the car was out of warranty..."
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“The solution that | have preferred for the past 10 years was
recommended by the late Ken Tomlinson. He was the BL transmission
wizard back in the day, and was responsible for most of the competition
and development transmission work in the 1970s and 80s. Very fine
craftsman.

Later he maintained all the transmission for the ex-works TR7V8s,
and other competition cars. The gearbox oil recommended by Ken was
MOTUL GEAR 300 - see link."

https:www.motul.com/gb/en/products/oils-lubricants/gear-300-

75w907?f%5Bapplication%5D=141&f%5Brange%5D=25
"It is good for gearbox and rear axle alike, but for limited slip diffs use the
GEAR 300 LS."

Gertjan also questioned him about the use of Liqui Moly, to which
Alec replied as follows:

"Liqui Moly is decent stuff for many applications, but it does NOT
seem to suit the LT77 gearbox - quite the opposite in fact. No, | don't know
why that should be, | speak from practical experience with TR7 and SD1
gearboxes, | don't know the theory!"

"If this was my gearbox, | would drain what is in there.

Then refill with ordinary ATF, old-fashioned Dexron 1 or Dexron 2
specification - NOT any of the more modern 'enhanced’ ATF fluids. Drive
maybe 10 kms, to get the box warm, and drain again, and let the ATF drain
fully - this should remove the last of the Hypoid 80 and Liqui Moly, old
fashioned ATF is a good flushing oil!"

" Now finally refill with GEAR 300 - which is a very long lasting oil.
Remember to check level after driving the car 1 or 2 kms."

| myself will try this recommended lubricant. | noticed that it is fully
synthetic and saw 1 litre containers on the shelves at Midas nearest to my
home (Elardus Park) and noted that it was quite expensive at more than
R200 per container. On the other hand, if it will help to prolong the life of
my TR7's gearbox it may be worth it. Far cheaper than a gearbox rebuild!
Nols

The TR7 Sprint

Written by Graham Fountain in the TR Driver Magazine in 1989

Even as early as January of 1975,when the TR7 was first launched in the
USA, the 16 valve engine (called a 4 valve engine by BL) Sprint version
was expected to follow soon after.

This was hardly surprising, since the TR7 already used the Dolomite
Sprint bottom end mated to the 1850 head (well like the 1850 anyway.

Yet the TR7 Sprint was never launched on either the European or US
market.
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A small number of preOproduction TR7 Sprints were in fact manufactured
between February and October 1977, but full production was apparently
killed off by the strike at Speke during 1978.

Estimates of the size of this run vary. 25 is the most commonly
guoted figure, but according to the archivist at the British Motor Industry
Heritage Trust the total number of cars manufactured was approximately
60 , all with chassis numbers prefixed with the letters ACH and Engine
numbers prefixed with CH and suffixed HE. There were two main batches
of chassis numbers, one of 25 and one of approximately 35, with one or
two cars manufactured outside of these batches.

The first 4 cars were apparently not properly documented and so details of
these are difficult to obtain.

| saw the car with chassis number ACH 1 F when it was owned by
Hazel and Peter Shepherd, which presumably was the first of these cars.
This is a RHD car and has an early Speke body, with large filler cap and
the interior light in the roof.

The remaining cars appear to have all been built using the 1978 y.m. TR7/8
bodies and were Fixed Head Coupes with the interior lights on the doors.
The cars were fitted with the same brakes as the TR7V8 being pre-
produced at the time, which used larger pads, thicker discs and larger
pistons in the calipers than the TR7, but still with only 2 pot calipers.

Of the first batch, the majority (excluding the first 4) of the cars seem
to have been Left Hand Drive. Many of these were sold off in Europe and
perhaps some went to the USA, although since they did not have emission
control systems this would seem unlikely .I am not sure of the exact detall
of trim and body of this first batch, but understand that the second batch
were :Home Market” specification and were , in terms of body, the same as
the early TR8 FHC being built at Speke at the same time(but RHD)

The first 2 cars of this batch went to the Webb Lane test track for
reliability testing and were registered VVC 696 S and VVC 697 S. The next
30 cars seem to have gone to the BL Press Garage at Canley and had S
suffix SJW registrations in the 520’s to 550’s. What happened to the
remaining 3 or 4 cars from the second batch is something of a mystery.

| haven’t been able to find anything of the whereabouts or history of
any of the cars. It maybe that these were LHD cars and thus were sold
abroad like many of the first batch. Visually, since the body shells are
standard, there is little to indicate the Sprint. Some of them had a side-
stripe similar to those often fitted to the TR7, but with the word Sprint
replacing the TR7 logo on the rear quarters.

The lettering style is very strange, not like anything used on other 7’s
or 8’s.

These are still available in some colours (not Black) from Moss. | have also
seen one

Picture in David Hardcastles’ book on the Rover V8 engine of a car owned
by the power train department, which had a V8 engine fitted. The picture
shows a small “sprint” decal on the front panel below the TR7 logo.
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This is identical to the Dolomite Sprints’ boot logo, but smaller. | have one
of these and they may be available from Moss.

There is some confusion over the TR7 rally cars. An article in Motor
Sport in June 1976, stated that the Rally cars had been Homologated with
the 16 valve engine. According to the RAC the TR7 Sprint with the 16
valve engine was not Homologated until February of 1978 and then only for
Group 4, Though it seemed clear that the Rally cars were using the 16
valve engine well before this date. The TR7 having been Homologated in
1975 under Homologation number 3071.1 have since obtained a copy of the
Tr7 Homologation documents and whilst it is true that the 16 valve head
was Homologated in 1978 , it was first Homologated for Group 4 in 1975 at
the same time that the production cars were Homologated for Group 3.

Although the SJW TR7V8 Rally cars began life as TR7 Sprints, the
Rally cars were scratch buit using bodies taken off the line and prepared by
Safety Devices.

So only the registration numbers from the Sprints were used. Although full
production of the factory Sprints did not start, the Sprint configuration has
remained very attracitive. So attractive that quite a number of 8 valve
(sometimes called 2 valve) TR7’s have been converted over the years, my
own 1980 TR7 DHC ( now register as a TR7 16V )included.

| only know of one TR7 Sprint in South Africa, and that belongs to Jon
Rademan in Port Elizabeth. My question is are there any others?
Perhaps Nols can help?

Not too many years ago a beautiful ground up restoration of a TR7
DHC was to be seen at Johannesburg runs. This car was fitted with a
Sprint engine and was (questionably) sold as being a genuine TR7
Sprint.

Where is this car now?

Again maybe Nols can help.

Eric
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web sites

With regions now starting to have their own Web Sites and hopefully
regularly update them

This page will list all the local ones plus any worthwhile international
ones

OUR NATIONAL WEB SITE
www.triumphclubsa.com

KZN www.tscckzn.co.za

Cape Town www.capetriumph.za.org

PE www.tsccpe.co.za

Pretoria www.pretoriatriumphclub.co.za
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JHB www.triumphclub-joburg.co.za

TR Register www.tr-reqgister.co.uk Highly
Professional

TR Drivers Club www.trdrivers.com

The best TR7/TR8 Forum www.forumtr7.com The easiest to use

Stag Owners Club www.staqg.org.uk

Club Triumph www.clubtriumph.org.uk

Triumph Sports 6 Club www.tscc.org.uk
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“If you see this low, blunt nose in your
mirror, pull over and let him go, unless

you have something VERY HOT!!” %

because It’s A

TRIUMPH Tr-2

TR RESTAURATIES EN HERSTELLEN VAN SCHADES
KENTEKEN EN APK KEURINGEN
TR ONDERHOUD
Graaf Florisweg 6, 2415 AB Nieuwerbrug, Tel: 0348-688737, Fax: 0348-688246

E-mail: hkooijtr@planet.nl



