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The National TSOA Magazine

At the last National Meeting, an idea was put forward for a National
Magazine for TSOA. This was not to replace the State Magazines but to
share information of interest more widely.
I volunteered to be the foundation editor.
The Magazine will be published quarterly and will contain my ideas of
the most relevant articles published during the quarter by the state magazines. I will also include any article sent to me of national relevance,
such as suggestions for the National Meeting etc.
I will also include the classifieds from the various state magazines.
These will be of necessity up to 3 months old, but it often takes a long
time to shift those cars and parts.
Publication is going to be the main problem. I will forward copies to
each state committee who can dispense the copy as they see fit. I will
also try to publish this magazine on the web.
Laurie Bromley
laurence.bromley@bigpond.com.au
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South Australia
The Triumph 2000 Story Conquest and Consolidation: 1963-1969
From the outset, there could be little doubt about the success of
the Triumph 2000 in the marketplace. Triumph's decision to announce
the car some months before it became fully available, paid dividends in terms 'priming' the buying public with favourable press reviews, though the car was also clearly selling on its undoubted attributes.
The entry into full production of the automatic transmission version in
the summer of 1964 helped matters further and, by the end of the first
full year in production, more than 20,000 cars had been made, with
yearly volumes to rise further still.
Quite a few detail changes to specification were introduced during
that time, covering areas as diverse as

interior trim, suspension
and the exhaust system, and it is likely that at least some of these
derived from practical experience with those cars lent to
prospective customers
for evaluation prior to the model's|
sales launch. In general, however, the cars proved robust from
the very start, as their record in international rallying made clear.
Ironically it was competition work that showed up some weaknesses in
the rear suspension arrangements when all three works entries in the
1964 Spa-Sofia-Liege rally retired due to the outer rear sub frame mountings tearing out of the floor pan.
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Whilst local reinforcement of the floor between the sills and rear toe
board quickly overcame this particular weakness, the rubber
mountings themselves remained prone to failure even in normal use
and during the course of 1964, the original arrangement of floormounted shackles picking up on longitudinal bushings in the outer sub
frame members was replaced by new vertically-mounted bushes sandwiched between the sub frame ends and the floor pan itself.
The 1965 Triumph 2000 Estate
Although undoubtedly gratified by the success of the 2000 in the market
place, Triumph was not resting on its laurels and in the Autumn of 1965,
the proposition was made even more attractive by the introduction of a
2000 estate. This maintained much of the existing saloon structure, the
most obvious changes being largely confined to a new roof panel and lift
-up tailgate, rear quarters and modified rear doors. In order to permit fold
-down rear seat, the petrol tank had been relocated to a new position beneath the luggage compartment floor and the tank filler relocated to the
right-hand side. As well as preserving the acclaimed good looks of the
2000 saloon, the design also permitted tooling costs for the estate variant
to be minimised, part-built saloon shells being dispatched from
Pressed Steel's Swindon plant to the premises of Carbodies in Coventry,
where they were converted to receive the new estate car panel work and
then sent on to Triumph at Canley for painting and final assembly.
Mechanically, there were few departures from the established 2000
specification, the most notable consisting of higher-rate rear springs and
the standard fitment of 175-section radial tyres. The fully trimmed rear
compartment provided a capacious and versatile load space, without any
significant compromise to the saloon's standards of ride, handling and
performance. Applied both to estates and saloons at this time was a simpler and more modern steering wheel with a thin central bar and horn ring
in place of the original's stylised boss. The estate was favourably received in the marketplace and, given its relatively specialist nature, sold
well from the outset. In fact, for a number of years at least, Triumph
found itself in the very happy position of having a virtual monopoly
over the lucrative and expanding market for 'executive' estate cars;
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whilst Ford offered an estate version of the Corsair as a catalogued item,
it was not factory built but rather an Abbott conversion which, although
beautifully made, was rather more expensive than its saloon counterpart.
On the home market at least, not until the early 1970s would Triumph's
dominance of this sector be seriously challenged.

Prototype Fastback
As it happened, the estate car had been just one of a number of
potential variants being considered by Triumph.
Originally, the proposal was to extend the range through the introduction of an estate car and a convertible, but it soon became
apparent that funding was sufficient to undertake one new model
only and, as the sales department reckoned the estate car to be potentially the better seller of the two, that carried the day. Even
then, however, for some time Triumph wavered between ; conventional estate and a five-door fastback design dubbed the
2000GT. Comfortably preceding similar schemes from Rover which
eventually gave birth to the SD1, development of the 2000GT got
as far as the conversion of a running prototype from an existing car,
but the project was finally killed by doubts over its marketability,
not to mention technical difficulties with producing the very large
rear hatch.
Had it proceeded, the 2000GT might well have adopted the mechanical specification of the Triumph 2000TS, still-born highperformance variant loosely inspired by the works rally cars with
its engine 'super-tuned' to around 115bhp. The 2000TS concept
succumbed to the perceived difficulties attendant on reconciling
a specialised, low-volume variant with the established production
routine, but its spirit - if not detail - would later be revived, as
would the idea of a 2000 based convertible.
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The Stag
Late in 1964, stylist Giovanni Michelotti asked Triumph for the use of a
2000 as the basis for a motor show 'special', and the company's management agreed subject to the proviso that they would have first refusal on
the design if they liked it. In due course, Engineering Director Harry
Webster visited Michelotti's studio in Turin, was greatly impressed with
the four-seater convertible that Michelotti had created on the basis of the
slightly-shortened 2000 floor pan, and decided that Triumph would exercise its option to buy.
For a short while, the car was considered as a straightforward replacement for the TR4A, but soon matured into more specialised and refined
luxury GT loosely modeled on the Mercedes Benz 230SL. Codenamed
'Stag', after a somewhat tortuous development process the car was introduced under that name in June 1970, marketed as a model in its own
right and the flagship of the entire Triumph range.
A popular and successful product was further improved from October
1966, when major improvements were announced for the entire Triumph
2000 range. Although external differences were minimal and largely
restricted to the adoption of rubber-faced bumper overriders and slightly
revised badging, the interior gained new seats with standard leather upholstery, sundry improvements to the instrumentation. and the incorporation of a through-flow ventilation system. This latter featured adjustable
'eyeball' fresh-air outlets in the lower padded roll of the dashboard,
which now had an overall black finish in place of the previous and often
unpopular two-tone treatment. Extraction of stale air was accomplished
by one-way vents cunningly hidden in the bodywork panel returns,
above the rear windscreen on saloon cars, and above the number plate
on estates.
Revisions to the rear floor pan on saloons also permitted a choice of
spare-wheel stowage arrangements, the original vertical mounting being
supplemented with an optional under floor stowage (akin to that of the
estate car) that increased usable luggage space, albeit at the cost of some
inconvenience if access were to be required to the spare with the boot
fully loaded.
Electrical systems were changed from positive to negative earth at this
time, in line with general industry trends, whilst automatic cars also
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gained an improved version of the Borg-Warner Model 35 gearbox with
a revised (P-R-N-D-2-1) selector quadrant.
Whilst automatic-transmission cars were always a minority within the
production mix, they did offer a more relaxed style of driving without significantly detracting from performance or economy levels. Indeed, the
US journal Road & Track, which professed no great affection for the
Borg-Warner or, indeed, most other American automatic gearboxes of
the period, was moved to note that the Triumph's free-revving yet
torquey engine helped to make this particular installation perhaps the
most successful of its type yet encountered.
By contrast, whilst Rover did eventually get around to offering a twopedal version of the P6 using the same B-W 35 Transmission, the gearbox proved ill-suited to the rather different power/torque characteristics
of the four cylinder engine and the Rover 2000 Automatic was never as
well-regarded as its Triumph counterpart.
By the mid-1960s, the Triumph 2000 could hardly be viewed as much
other than a considerable success story for Standard-Triumph and its
Leyland masters, with typical production volumes in the region of
20,000 per annum.
The car was selling well. not only against comparable products such as
Rover 2000 and Ford Corsair, but also significantly more expensive offerings like the 2.4-litre Jaguar Mk2, not to mention making significant inroads into the market for traditional large saloons
like the Austin Westminster, Ford Zephyr, Humber Hawk and Vauxhall Cresta.
So well were sales progressing that, when in 1967 Rover joined the
Leyland Motor Corporation, there was never any serious consideration
given to a curtailing of the existing Triumph 2000 range in favour of its
new Solihul stable mate.
Both models were well-established and well-respected in the marketplace and, corporate politics aside, it was clearly understood neither
model - even in a revised form - would be likely to equal to combined sales of both Rover and Triumph product lines at that time.
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In this respect, little changed even after Leyland merged with British Motor Holdings (the combined BMC-Jaguar entity) in early 1968 to create the British Leyland Motor Corporation, though the increased
overlap different models which resulted certainly began to affect attitudes towards possible replacements.
The success of the 2000 formula also effected far-reaching shift in Triumph's strategy for its smaller saloon car line; the proposed Herald replacement was instead pitched up-market as a 'junior 2000' and, as the
Triumph 1300 made its appearance in 1966 to widespread acclaim.
Both for convenience and to satisfy local import requirements, some
markets - notably the Benelux countries, Australia, New Zealand and
South Africa - were satisfied through the export of cars in complete
knocked down (CKD) kit form, which were then assembled in-country
often using a certain degree of locally-sourced material. This, of course,
facilitated the creation of variants specific to those particular markets,
one such example being the Triumph 2000MD offered to Australian
buyers between 1965 and 1968. Intended to compete against USinspired but
Australian-built Ford and General Motors models, the 2000MD was
largely distinguished from the standard model by the incorporation of
'luxury' features such as overdrive, additional dashboard instrumentation, radial tyres and wire wheels, though it is understood that some cars
at least were also fitted with triple-carburetor engines. In this respect,
however, the 2000MD failed to equal the low-cost performance offered
by the domestic products and, compared with the ordinary (and very
popular) Triumph 2000, sales were slow.
US-market Triumph 2000
Sadly, one important market in which sales of the 2000 undeniably
failed to meet Triumph's expectations was the United States. Although
warmly greeted by the American automotive press, the car's 1965 introduction to that market had largely co-incided with the contemporary
'muscle car' craze, and it struggled to sell against medium-sized but
large-engined American cars offering much greater performance (albeit
less refinement) at a lower price.
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In addition, at that time many Triumph dealers were multi-franchise
agencies offering domestic marques such as Pontiac or imported models such as Volvo in addition to the Coventry-built cars.
Whilst no serious conflict of interest existed in the case of the Spitfire
and TR ranges, the same could not be said for the 2000, and although Triumph's US importers certainly tried to stimulate market
interest in the big saloon, it has been suggested that the dealer body was
less enthusiastic. As in Australia, Triumph sought to respond by moving the car further up-market, introducing an upgraded 2000SEm variant incorporating a number of dealer-fitted cosmetic extras. Unfortunately, US buyers continued to demand straight-line performance
in preference to the 2000's other attributes and, once existing stocks
were cleared, Triumph took the decision to withdraw the car from the
North American market in favour of concentrating on its more popular sporting models.
For the record, Rover failed to do much better in the US with its own
2000 model, despite a series of rave reviews in influential motoring
magazines, and a few years later also pulled out of the American market.
1963

1965

2000 saloon:

£905

1968

1969

1974

£993

£1080

1975

£2284

2000TC saloon:
2000 estate:
2.5 PI saloon:

1977

£2319
£1135

£1203

£1290

£2690

£1133

£1220

£2611

£3812

£1430 £1999

2.5 PI estate:

2500TC saloon:

£1851

2500TC estate:

£2283 £2891

£4285

2500S saloon:

£2769

£4602

2500S estate:

£3199

£5294
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Victoria

Tappet Adjustments - OHV
Does your engine's power seem a bit down, or intermittently miss-fires?
When was the last time your tappets were adjusted?
I recently had an odd problem with engine mis-firing. Using a timing
light, the ignition timing seemed to be spot-on, but while driving the car,
it would intermittently mis-fire. So I considered other possibilities, including tappet adjustments. Some were OK, others were a bit loose, so I
closed up the gap a bit, but to no avail. It turned out that the slotted disk
for the opto-electronic ignition was slipping on the distributor shaft during periods of acceleration. Fixed that problem, but still the engine wasn't
delivering the power I expected and seemed to be running on 5 cylinders
every now and then, particularly when it had warmed up.
So I thought I would re-check the tappets again, just in case. The book says
0.010" (ten-thou), which is what I had set them to earlier, but realised that
with the LPG modifications to the camshaft, the gap should be 0.012".
Went through and reset them all. Now the engine runs perfectly.
When adjusting the tappets, special consideration needs to be given to the
wear which occurs between the rocker and the top of the valve stem. Although both faces are hardened during manufacture, over time the top of
the valve stem wears a hollow in the rocker.
Therefore, any feeler gauge inserted into the gap must be narrower
than the top of the valve stem to be sure that it is measuring the correct gap.
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The Goodman Spitfire
Victoria
January 1977 was a month of great significance - I'd started an apprenticeship in Alt and acquired my first car; a Triumph Herald 1200cc coupe
with twin SUs in canary ye with black stripes complete with full harness
seatbelts and boot spoiler (the hottest c the road). Sure... With the roof
off, doors would often fly open around corners, but all it was just great,
reliable and fun. However, after only 12 very memorable months Herald
was driven to the servo in Myrtleford and sold in order to finance the purchase a white Alfa Romeo 1750 GTV which was a car I had always liked.
Following an obsession with road bikes, from 1980 through to July 2011, I
looked to re to a classic, four-wheeled vehicle. I had fond memories of
the Herald but wanted something a little sportier, and the TCCV website
eventually led me to speak with Andy Ansell. From the information received, the decision was made to look in earnest a Spitfire 1500. After
some false starts, my wife, Kym, and I flew to Brisbane in January 2012 to
collect a white 1976 Spitfire 1500. 56,426 original, documented miles
sealed to deal for me, and I was thrilled with the knowledge that the base
for a fantastic classic was now mine.
The Spitfire had been imported into New Zealand in June 1977, then to
Australia in Ms 2009. The body was straight as a die, with perfect panel
gaps, a beautiful set of mirror and the original Herald steering column
stalks and ignition switch near your knees. However, there were more
crow's feet on the paint than you would see in an aged-care home, but I
realised that no damage had been covered. The overall appearance of the ca
was slightly disappointing, but it was a totally original car, and after all, I
did want a profit
Soon we were on the Gold Coast Highway amidst torrential rain beginning our 1527km home in the Spitfire to Victoria. I had never seen this
much rain, especially sitting so close to the ground and seeing our reflections in the hubs of huge transporters as they overt us.
Two hours later we arrived at Ballina and checked into a motel, at the end
of our first day.
The next day fine weather made for
a great day's drive along the Pacific
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Highway and, apart from needing the gears to slow down, the motor ran
perfectly. However, I became< aware of a very tired clutch as we were at
a red light on a steep incline with a Maserati behind us. The handbrake
was also quite useless, but the lights turned green just in tin Come dusk,
we also couldn't see unless the high beam was held on and with no tail
lights either I kept my foot lightly on the brake as cars approached from
behind, praying we wouldn't meet any police; so much for the RWC the
car was sold with! Happily, our destination in Gosford was only about an
hour's drive after sunset.
The next day we had another beautiful drive along the Pacific and Hume
Highways to reach Gundagai, and the following morning, after a visit to
Gundagai's art deco cafe, we set off for home, Barwidgee.
It was so good to make it home, safe and sound. After our return, the
Spitfire spent the next seven months at the body shop undergoing a respray in Conifer Green, an original Triumph shade, and general improvements. Eventually, in early September, it was time to come home. It was
a proud moment in September 2012 when I first drove into town and did
a couple of laps around the main street of Myrtleford, as I had done in the
Herald.
Countless hours and dollars have been spent since she arrived home, and
the result is a car hardly recognisable as the one driven from Brisbane to
Barwidgee. Rimmer Brothers were of much assistance and retrofitted
items include new discs, drums, pads, shoes, cutch, all rubbers and heaps
of other incidentals, with possibly the most sensible addition being a vacuum power booster.
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The McGuire TR3A

Victoria

The McGuire TR3 story began in 1958 when my Dad was stationed in
Germany with the US Army. Mom soon joined him in Germany, and
Dad purchased his first TR3A while he was there at the age of 24.
I was born in Germany a year later and the TR3 came back home to
America with us and was the family car until my brother was born the
next year. Six years after buying the car, sports car racing around Iowa
became the thing to do, and with the Ok from mom in May 1964 Dad
joined Des Moines Valley Region Sports Car Club of America (DMVR]
and learnt how to race at the Southport drivers school in Bloomington
Minnesota.
In preparation for racing, he had a roll bar made and modified the engine
to suit bigger pistons, a racing camshaft, milled heads, 0/D transmission, locker rear axles, po-si-traction 456 gear ratio, competition front
springs, and front & rear sway bars added. Dad had a lot of success racing in his class, with a case full of trophies to show for it, right up until
1970 when it all ended in turn 2 at the Brainerd Minnesota track. That
was the only time my brother & I went to the races and we never got to
see him come around the track.
The car sat [at home] until 1975, often outside in the snow, before the restoration started. Although already a handy mechanic, Dad couldn't afford
to pay for the body work required so he proceeded to acquire the tools
and perfect the skills to do it himself. The restoration was completed in
1991, this time painted red, and looked fabulous. Dad says his addiction
for Triumph TRS's prompted him to obtain and restore a car for each of
us [four] kids. So from 1995 to 2008, Dad obtained four more TR3's.
Actually they seemed to find him, usually in boxes and various stages of
disassembly and all with massive amounts of rusted out sections. All
cars were restored from the frame up Dad doing all the work (engine,
body repairs, paint, everything] by himself, with a little help from Mom.
In March 2008 Dad called to tell me my car was basically finished and
that I had to be home to drive it to the VTR national show in Michigan
that August. This was going to be the first time the family had been together for three years. We left Des Moines, Iowa with a convoy of four
TR3s. Our 600 mile route to Michigan was driven on 2 lane roads all
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the way, with my brother meeting us en route in his TR3 to make five
in total. The only car problems being a leaking water pump, a ruptured fuel pump diaphragm and a generator, all were fixed by Dad
along the way.
We arrived in a convoy and had a blast with the autocross event turning into a family contest with us all winning a trophy. On the show
field I received 1st place in Early TR3A, and at the awards banquet, I
was honoured with the Ken Richardson Challenge Award for combined autocross and concour results. This was quite a big deal as this
was my first opportunity to drive and show my car. was following in
my family's footsteps though as my Dad won the same award in 2004,
my brother won it in 2007, and after me my sister won it in 2009.
Now at 78 yrs, Dad has just finished restoring a car for my Mom. so
now there are six TR3's in the family. Both he and Mom drive the cars
as often as possible and as they're in Australia at the moment you can
ask them about their recent spin on the old Greenwood track at the
October TCCV monthly meeting.
Chuck and
Charlotte McGuire
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From the Arch.
Victoria

Compression Testing
Compression, the most important, and most overlooked vital sign of your
engines health.
As a summary, vital signs of engine health are:
Fuel;
Oil/oil pressure;
Coolant / coolant temperature;
Voltage/ignition;
Timing; and
Compression.
So, why is compression so important? Well, your engine is basically a
pump. Without proper compression it cannot draw in the correct air /
fuel mixture to ignite and all the ignition & carburetion adjustments in
the world cannot compensate for low compression. Every time a new
customer shows up with an engine problem, and I have no prior service
history on the car, the compression is where I start after a quick check of
the oil and coolant.
Tools
The tools you'll need for the job include:
Compression gauge [with correct adapter to fit
your
spark plug hole);
Spark plug socket [to remove the plugs)
Tools to disable distributor and coil from firing
Tools to disable the fuel system [so that mist
doesn't
spray out of the spark plug holes and possibly
ignite)
• Something to record your results
Testing
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1.Disconnect the fuel system
2.Start the car and let it run until it stalls from lack of fuel
3.Disconnect the distributor and coil to prevent firing
If you wish, you can number the spark plug cables and remove all spark
plugs at the point. Alternatively, you can remove individual spark
plugs in turn.
4 Starting with cylinder 1 - attach the adapter to the spark plug hole &
connect gauge
5.Turn over the starter motor (with the ignition key) for 5 to 8 compression strokes
6.Record reading
7. Repeat for all cylinders

8. Analyse results. All readings should be within 10-15% pressure
of each other.
* 4 cylinders, Spitfire, TR 2, TR 3, TR 4. should average around
120 Ibs
* 6 cylinders can be higher; 135lbs to 165lbs.
Depending on the compression ratio of the engine
If on first pass you have a low reading, test it again to confirm!
When finished, re install the spark plugs in the holes that they original
came from.
Re-connect fuel, spark plug leads, distributor and coil.
Diagnosis
The cause of low compression can range from sticking or burnt valves,
broken or stuck rings, holes in the piston or head gasket, broken rods or
rockers, or a worn out cam shaft. To identify whether the rings may be
the cause, add a little engine oil to the cylinder and test again. If after
adding oil the compression increases dramatically, the rings probably
require replacement. You can try soaking them for several days and retesting before tear down.
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If there was no difference in the compression, remove the valve cover
and check that the troubled cylinder has both valves fully closed when
at top dead centre. If it is obvious that the valves are not fully closed,
they are either out of adjustment or worn
If the valves appear closed, induce air into the cylinder via the
spark plug hole and listen for hissing noises:
At the air cleaner - likely bad intake valve
At the tail pipe - likely bad exhaust valve
At another plug hole - likely bad head gasket
At crank case breather - likely bad piston
Sometimes, none of the above tests will diagnose an
obvious problem. Unfortunately, with the age of these cars
and the fact that they are not in regular service, you may
need to resort to trial and error to find a resolution.
What is certain though, is that you cannot assume anything!

Original article submitted by Kelby Steele
Edited for publication by the Editor.
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Fuel Pump Overhaul. Victoria
AC mechanical type.
The fuel pump on the TR4 showed evidence of weeping
past the diaphragm, so I decided to overhaul it. Here are
some pictures of, and notes about, my work. The residue
from the leak could be seen on the pump housing. The
fuel inlet to the pump (from the non-original fuel filter]
and outlet (closest to the block] are readily unscrewed
with a 1/2E) AF spanner. Fuel will drain from the inlet
pipe, and keep draining from the tank - I lifted the pipe
up, resting it on the tacho drive cable, where it stopped
draining (i.e. it was higher than the fuel level in my tank - lucky it was
only 1/3 full!].

The pump is retained by two nuts, the forward one is readily removed,
the rear one is more difficult to access. The oil pressure gauge line is retained with the rear nut as well. The pump can be pulled from the studs there are no loose bits to fall anywhere. To make it easier to undo the rear
nut, I used a long extension socket cap with a 3/8E) square to 9/16D hex
adapter in the end, so I could use an open ended spanner. I have found
these adapters are a great addition to the tool box.
After dis-assembling the pump, I cleaned the body and those parts I
would re-use. I made sure the faces of the upper and lower body halves
were flat where the diaphragm would be sandwiched. I used 400 grit wetand-dry on a piece of flat glass, wetted, and rubbed each of the sealing
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surfaces until I could see a continuous smooth flat area. I used a circular
rubbing motion to ensure there was no directional grooving which may
cause leakage. Most kits have a rubber seal for the fuel bowl, instead of
the cork or rubberized cork that was OE fit. Inlet / Outlet valves and diaphragms need to be resistant to modern fuels, which often contain ethanol up to 10%, so be wary of "NOS" kits as these parts may not survive
today. I used a kit from The Roadster Factory (TRF) in the USA, which
comprised the diaphragm, valves and seals / gaskets. I re-used all other
components. I referred to the TR4 workshop manual to ensure I missed
nothing.
When re-installing the new valves, make sure that they are installed the
correct way to allow fuel to be "sucked" from the tank, and delivered
under pressure to the carburettors.

Rocker arm, link lever (the part the diaphragm rod connects to) and
spring, needed to be re-greased and re-assembled. I used rubber grease
on the seal to help longevity when re-installing the seal and retainer. I
bought this at a local Autobarn store. Be careful not to damage the seal
as you push the rod into the lower housing. Note that the flat on the rod
must be aligned correctly to the holes in the diaphragm. It is important to
note that this is not adjustable, and I have heard of some kits where this
is incorrect - the rod will quickly disengage from the link arm if this is
not correct!
Clamp the halves together when re-installing the 6 screws,
actuate the rocker lever to pull the diaphragm to a state
where there is no "waviness" in the visible edge, and tighten
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the screws in the way you would wheel studs, working
a pattern to get even clamping. This pattern, and the no
waviness, will give the best sealing and least stress on the
diaphragm.

Installing back onto the block is straight
forward. I used Permatex non-hardening gasket sealant
No.3 on the gasket between the pump and the block,
to stop any chance of an oil weep. The fuel connections
can then be re-made. The fuel inlet and outlet pipes are 5/16B OD, the
tube nut is 1/20- 20UNF. Sealing is effected by a brass "olive" slipped
over the pipe, this is compressed as the tube nut is tightened into the
pump, deforming to form a seal radially against the pipe, and against the
sealing face of the pump body and the face of the nut. These surfaces
need to be smooth and free of marks for the seal to work - even though
there is very little fuel pressure at this join (basically just the gravity head
pressure from the tank fuel level), it will leak if not clean and sufficiently
tight! As the pump body is diecast, and the tube nuts are steel, don't be
tempted to over tighten, as the pump will lose that battle...
with the same thing in mind, don't over tighten the retaining nut for the
glass bowl, as the mounting surface could bow out of shape, and allow
leakage past the bowl seal.
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I took the opportunity to renew the fuel filter and rubber fuel hose segments either side of the filter as I completed the overhaul, and have been
happy with the result of a couple of hours work - a properly working,
non-leaky, original fuel pump!
Submitted by David McLean
Ed - content of this article has been edited to fit space available - please
refer David for more information and pictures of his project!

.'.
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Letters, Tips & Comments Victoria
Stub Axle Failure

There is not much you can do to anticipate stub axle failure, but xraying may avoid a serious issue should a stub axle fail at high speeds.
We are aware of two occurrences where stub axles have failed, the
most recent being Lindsay's on the Canberra trip, which luckily occurred while travelling about 1 kph in the Motel car park, and some
time ago Bob White (from Deniliquin) failed on his Stag. Before fitting his replacement stub axles, Bob had them sent to Melbourne and
x-rayed as a double-check that they were fine. New stub axles are
available for every model Triumph, and Rimmer Bros lists stub axles
for 2000/2500/Stag [PN 154474) as currently in stock and retailing at
D31.25 (GBP). I will endeavour to confirm a location that can x-ray
suspension components. Submitted by Graeme Oxley
Brake Flush

Regardless of the age of your car, it is good practice to completely
flush out your brake system every two years. Also, if you suspect that
your car still has its original brake hoses, then I also strongly urge you
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to replace them. As you are probably aware, brake fluid absorbs moisture causing corrosion and pitting of the calliper pistons, so as a preventative approach, brake fluid should also ideally be replaced every 12
months. At around $10 a bottle, it is cheap insurance and you will
have increased confidence that when you activate the brake pedal,
your car will stop. Further, as extra incentive, I believe that any Club
Plated cars pulled over by the Police may have their brake fluid
checked for moisture. If the water level is above a certain level you
may have to walk home. The check is easily done with Litmus Paper,
which is available from car accessory retailers. Submitted by Graeme
Oxiey

Two-pack

A very informative spray painting course is
provided at the Fox Classic Car Collection in
Docklands. The course focuses on application of 2-pack auto paint, runs for eight
weeks on Mondays from 5.30-8.30pm, and
costs $500. Attendees paint their own
panel! For details http://
www.foxcollection.org.au/index.html Submitted by Nick Skinner
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Lemons = clean windows and mirrors! For those of you that are lucky
enough to have a heavily laden lemon tree, we know that there are all
sorts of wonderful things that lemons can do! Did you know that lemons
can also assist with cleaning the windows and mirrors of your precious
car?
Simply squeeze the wedge of a lemon as you rubthe window or mirror
to release some lemon juice and then wipe with a dampened cloth immediately. Buff with a clean, dry cloth and watch that window or mirror
shine! Submitted by
Helana Wretham
Let them eat cake!
If you ever have the need to remove your old dash vinyl & foam you'll
find that sections of it are stuck to the metal under frame with contact
adhesive. With a little bit of gentle prying it should come free fairly easily, and the perfect tool for the job... a cake icing spatula. You'll find
that cake icing spatulas come in plastic or metal, angled or flat, and a
range of blade thicknesses and lengths - a metal, flat, long blade with
high flexibility should be of most assistance.
Submitted by the Editor
Safety Tip

In the interest of Safety, remove your metal
watch before working on your car motor. Battery's and watches don't
mix. Electric burns really hurt. Chris has now done this twice. Submitted
by Sue Burgess
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Progress on TR8 Electrics Queensland
As you know, last lap of my last run the wiring loom decided to go up in
smoke big time. Being a good team player, I held my breath (the smoke
meant breathing was hazardous). crossed the finish line and Team
Wedge was triumphant. I then proceeded to head rapidly for a safe parking place, bailed out, cut the battery, jumped the fence and sat back as a
spectator while the No 2 group did their session.
For the Record, the team consisted of: Daryt Tonkin, 1978 TR7 4 Cylinder "The Green Demon" Robert Hanton, 1980 TR7V8 'The Black
Baron"
Bruce Scammels. 1960's prototype Wedge, the TR(7/2)A otherwise
known as the TR3A. Hayden ?, 2007ish styling evolution for the proposed new Wedge, also known as the EVOVIII. (When Mitsubishi
found out that BMW owned the Triumph name, they decided to call this
a Lancer)
The Culprit:
After trailering the car home Saturday afternoon and rolling her unceremoniously into the garage, I proceeded to disassemble and find out what
had happened. What looked like a couple of damaged wires turned out
the be about a third of the main wiring harness. Luckily the engine ECU
has it's own loom independent of the main loom and wasn't damaged.
An old stereo amplifier under the dash, that wasn't connected to anything
except the power, seems to have been the cause, combined with the
screw holding the fuse box having come loose and the fuse box shorting
the power wire on the amplifier (anyone who has ever removed the dash
in a TR7 will know the fuse box is the hardest thing to get back in place
properly).
This would have been a minor issue, except that it runs next to the main
power wire t the ignition switch which burnt through and shorted this
and the rest is hot, smoky history
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This is what the interior look
like after the dash and loom
were removed Sunday after
noon.

This is the loom, the bit with
blue tape is the Good wires, the
tangle is the burnt wires

This is a selection of what came
out.

This is where it was at 9PM
Tuesday after a 14hr day
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Methodology was select a wire, cut at one end where the insulation we
still good, follow the burnt wire to the other end and cut where the insulation was good, measure a length new wire (plus an inch or so for join
that was roughly the same colour (or had a choice of blue, green, red,
white black and yellow), make a good tight join between the wires and
then sold
and heat shrink over the job This way whilst the middle the loom is a
bit generic in o our, I still have the colour coding at each end to be able
to trace circuits.
.
By my calculations I used about 10m of new wire (50Amp for main
power circuits, 25Amp for anything that looked thicker than the rest and
1 5Amp for the general wiring which still appears to be a higher rating
than standard). I used about 2.5m of heat shrink tubing over the soldered joins, which at about 3cm per join is about 80 joins or 40 wires
replaced. Total man-hours will be around 30 once the dash goes back in.
Hopefully, I can get the dashboard back in place tonight minus the following which go into storage until the car finishes it's track life:
Stereo amplifier - wasn't doing anything except trying to bum the car
down Stereo & Speakers - the car's too noisy to hear this anyway
Heater/ Air Conditioner box - the air con was removed a few months
ago so this is just 1 0kg of unnecessary weight that makes fitting things
back in harder.
With luck I'll be on the track at Lakeside this weekend for the Festival
of Sports & Racing Cars and maybe the loss of around 1 0-1 5kg might
possibly help improve my times (hoping to get under 64 seconds)
Finally, a quick safety moment.
People often question the need for safety gear in track (or road) cars like
fire resistant clothing, fire extinguisher, roll bar, helmet, HANS device,
Harness etc.
Over the last few months, Frank has destroyed "Blue Boy" hitting the
wall at Lakeside due to an oil spill from an MG (sounds familiar, the oil
that is), I have had this incident which whilst presented in a slightly humorous tone was very close to setting the car on fire with me in it, and I
have seen a number of non-triumphs have accidents due to wet weather
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or just trying too hard and exceeding their talent.
After a bit of reflection on these things, my track car (which until this
month was road registered) and I, have all of the above safety gear plus
I recently installed a battery cut-off switch which I used after bailing
out of the car and after looking at the number of shorted wires going all
the way to the ignition key, may have stopped this story being about a
charred I think everyone who has a go on the track, and I encourage everyone
to try it, should spend more time thinking about safety than horsepower, you'll enjoy the sport for longer
that vs3 ,
Rob Hanton
ie photos in this magazine go to Carole Cooke, Daryl Tonkin, Phil
Tony Thomson, Don Milner, Matthew Taylor, Murray Clark, Peter
Kerr.
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A Couple of Ideas by Bill Revill NSW
TR Tool Box
I've always had a problem with tools when we go touring or racing. I
have to strip my shadow board at home, put them into a bag and then
I've usually forgotten the one that's needed!! I decided that I need a mobile shadow board that fits the TR.
So I put this toolkit together: The shadow boards are hinged so they fold
out and can either sit on the ground if you're working under the car or
on a stand for work under the bonnet. When closed, it can be carried on
the handgrips with little effort by one person. It folds up and fits behind
the fuel tank, thus taking up minimal boot space -when packed back it
only encroaches on the boot by a couple of
inches. To stop the tools rattling, a piece of material in needed between
the boards - so tuck your overalls in there and they are then ready for
use. A colour coding suggested by Geoff Byrne will soon be put in
place as well.
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Easy to read manuals and wall charts
It's worth remembering that OFFICE-WORKS have an excellent printing service which can be very useful to those of | us who are optically
challenged. They can print enlarged copies of documents for very reasonable prices: I recently got a copy of the TR 2 Part Manual (over 200
pages) printed in A3 size - much larger and easier to read than normal for the price of a good bottle of Scotch. Similarly if a major component
rebuild is taking place, OFFICEWORKS offer an AO plan printing service. This can blow a normal A4 page up to over a meter square and can
be used as a wall chart. Recently, Doug Brodie rebuilt some Weber
carbs for me — I was able to give him a wall chart of the complete exploded diagram for easy reference. It works for a cutaway diagram or
assembly chart, thus providing a giant drawing for easy reference - and
they look good as well!! A line drawing such as a cutaway can be
printed for less than $3. A poster with pictures included (see photo) is
less than $10. The photo shows a page of Motor Sport in original size,
A3 and AO.

Toucan Toe- in Gauge
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Front ends of TR's are pretty fixed. We can't fiddle with the camber,
nor the castor, so all we can do set the toe - in. But setting this needs a
gauge to do it right. This one was
Easy to build - see the photo. Key is one piece of tube that fits in another, both about a meter long. Weld on two pieces of angle or square
to allow the top bolts to be half wheel height above the ground (300
mm). Drill a hole, weld a nut on, stick a bolt in the nut and weld a bit of
scrap on top as a handle.
Use is easy - straighten the | steering wheel, rest the tubes on the
ground and touch the top bolts on the wheel rims -first the front, then
the back, measure it up and fiddle the front links as needed. Toucan????
That's because you'll drink | about two cans in the time it takes to make
it!
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NSW

TSOA Competition History 1960-2013
Photos and Story by Rod Chivas
Triumph sports cars were built to be driven with enthusiasm. From
TSOA's beginnings we were inspired by the works-entered cars in Le
Mans 24 Hours & International Rallies and later the Group 44 in U.S. - we
have all tried to emulate their successes. Starting in 1968, Ecurie Triumph
has been the premier avenue for competition - the first winner was Jim
Neal in a TR3A. Last year's winner was Geoff Byrne in a TR6. ET can lay
claim to be the world's largest racing team. Numbers have fluctuated over
the years but now there are 6 TR's running regularly. From the late 1960's
ex-President Graham Laurie raced his blue Spitfire to many class wins and
outright placings, in later years as part of the British Leyland Young Lions
Racing Team. Graham Eland's rapid white GT6 won two NSW Production
Sports Car Championships in 1972 & 1973. Around this time Peter Irwin
claims to have been clocked at 150 mph down Conrod Straight in his TR5.
We've had 3 N.S.W. Marque Sports Car Champions, Mark Larmour 1983,
Mike Patten in 1986 and Rod Chivas in 1989. More recently Graeme
Rutledge has won two NSW Sports Car Championships in his TR8.
Mark Larmour won 1990 Street Sedan Championship in his Dolo-mite
Sprint. Mark also co-drove brother Philip's Dolomite Sprint in the Oran
Park 250, part of Australian Manufacturers Championship. 6 Hour Relay
races - N.S.W. teams have run at Calder, Oran Park, Winton and Amaroo
Park. Best result 3rd at Calder in early I970's. CSCA competition - hill
climbs and lap dashes. Started in 1972 with TSOA a founding member
club, now contested between 7 sports car clubs. TSOA has won the
C.S.C.A. club point score 6 times, 1977, 1992, 2001, 2005, 2007, 2008.
N.S.W. Hill climb Championship - contested by members Roger Gates
TR7 and Terry Harris TR3A. Terry held many Marque Sports records at
Bathurst, King Edward Park, etc. Targa Tasmania - Paul Davis won a
Targa Plate in his TR7V8. Jim and Ron Pope compete in the Historic
Rally SeriesWakefield 300km race - 2 Triumphs competed this year - Jon
Newell/Glen Coutinho TR7V8 & Mark & Greg Morsillo with Elliot Wright
in the Dolomite V8 turbo.
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I Race series - Jon Newell. TR8.
MRA series - Mark Morsillo, Elliot Wright & Howard Glinn
Graeme Rutledge has raced 7 different Triumph models since he started in
1971.
All Triumph Race - first winner was Ken Hannaford TR4 at
Warwick Farm in 1972. Last year's winner was Jeff Wards in the TR8 at
Wakefield Park. The race was also held at Amaroo Park and we have seen
up to 22 Triumphs on the grid over the years ... This month sees the 21st
running of the All Triumph Race, sponsored by Mobil Lagoon.
So to sum up, there are plenty of avenues to exercise your Triumph
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Victorian Classifieds
Once in a life time shed clearance
• Tr4 windscreen capping
• TR6 grill
• Door caps
• Door knobs
• Soft top
• Rocker cover
• Tacho for a Stag
• Switch plinth odds and sods
• Three complete new sets of uni joints
• One 15 inch 60 spoke knock-on
• Five TR7 wheels and studs
• Four brand new, 16 inch Mitsubishi
mags and wheels
Contact: Chris Sallmann M: 0419 892468 E: csallmann@bigpond.com
Wanted Vitesse or Herald seats
Chris Sallmann csallmann@bigpond.com 0419892468

1969 Mk1 2000 Auto Saloon
• Condition - External and Internal is Fair
• White with red interior
• Engine No. MB99230HE
• Manual, no overdrive
• Mileage - 92965mls
• Price - $2000. No RWC
Location Mentone, Victoria
Contact: Frank Stipic M: 0417585909
E: frank.Stipic@bigpond.com
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1968 Mk 1 2000 Estate
• Safety upgrades
• Total ground up restoration
• Valencia blue & brown/beige interior
• 4500 miles since resto
Over $27,000 in receipts
• Sensible offers invited
« More info and photos available.
Contact: Keith Lewis M: 0427943048.
E: klew58@optusnet.com.au

1975 Dolomite Sprint
• Previously owned by 1 family.
• Originally Leyland company car.
• Current owner 4 years.
• New springs, Spax shocks, poly bushes
and ball joints
• New brake discs & steering rack.
• Reupholstered seats, new carpets
• New windscreen,
• Custom steering wheel.
• New S/steel exhaust, incl d/pipe.
•
Price $8,500.00
Location Yarraville, Vic
Contact: NickSchofield T: 96890200
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South Australia Classifieds
FOR SALE Vitesse MK2 Convertible for sale plus various other parts. Andrew
Pinkerton 0408029 353
FOR SALE 1964 TR4 Red Black Interior. Fully restored Always garaged. All
chrome perfect condition. Soft top roof All in original condition Price S29.000
negotiable Pat Siciliano H (08) 83370454 M 0412919349
Wanted - 2500 Saloon. Must be in good all round condition. Contact John Clark.
Phone: (08) 85364435. email: jandmclark@bigpond.com
FOR SALE TR4 Workshop Manual Genuine in good condition $50-00. Ph. Vincent Clancy on 82765392.
FOR SALE 1961 Herald
Convertible Red Original Owner Car fully registered Needs new battery and
tune up. Price : Negotiable Mrs. Margaret Thomson Ph 08 8345 5889

Page36

FOR SALE Triumph TR2-6 &GT6 1961-1971 Complete maintenance repair
manual and hand book, also a Car cover for same $50 the lot PH8294 0526 or
0412 791 602
FOR SALE 1974 Triumph 2500TC
Auto, Power Steering, Air Cond (not working) Bamboo/yellow colour. Some
body rust. Vehicle has been standing for a number of years. $2000 Phone
John 8260 5110
FOR SALE Triumph parts to suit Spitfire or Herald;
2 Sports Bucket seat frames 2 12v generators 12v voltage regulator L/H
and R/H new floor pans 2 front suspension springs

Queensland Classifieds
For Sale - Boot lid BRG for TR7V8 very good condition for sale $150. Several
manu-als of varying cars - make an offer. 2 sets of Cromadora rims/wheels for
sale $200 per set. Please phone Eva on 5630 9307
:1969 Classic Rally Triumph MK1PI Log booked, purpose built. very
rare an exciting car for sale. Extensive competition history recently recorded in Pete Colliers book Triumphant Rallying. On concessional
rego.ready to go for new owner. Contact me for full spec. Price
$25,000. Brian 0418 793806
:Parts for Sale: A manual gearbox plus overdrive from 2500TC (mid Seventies) re- conditioned but not re-installed - $500
Sprint parts - a complete set of doors (no trim) - $180 Complete front end $250 Complete rear end - $350 A set of 4 Sprint mags - good condition $180 Contact Murray Clark, home 3286 1180 (before 8pm please) Mobile
0427 447 148
Parts wanted for TR7 Double Bulge Bonnet, Front Windscreen, Drivers
side
Front Wing, Drivers side Plastic Grill Trim.

Please Contact stephenmcinerney1@biqpond.com
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NSW Classifieds
For Sale
1963 Triumph TR4 : two piece Surrey hardtop. Thorough professional restora-tion
undertaken at huge expense. Everything upgraded - steel motor, LSD, Sus-pension,
brakes, gearbox etc. Full list available. CAMS half cage. Little to do for Group S.
Recently dyno'd, lots of torque, handles great, immaculate condition and a reliable fun
drive. Reluctant sale. $32,500. Phone Zach 0412 009934 or email zaclinicafceja;inac.com
For Sale
1977 Triumph 2500 S, White with Black trim, automatk and with integrated air conditioning. 159.000 genuine kms, and has been serviced by David Clark Auto-motive
for the last 23 years. 6 years ago it had an engine rebuild (at 112.000K -to rectify engine oil leaks) and a bare metal respray 10 years ago. Tlu's vehicle is in exceptional
condition but is no longer required by the owner. S5500. Contact David Clark 9638
3941, during business hours.
Wanted
Triumph 2000 Mkll engine or crank Trio mph Sedan Di ff 3.7 ratio Geoff Byrne Ph
94499649
For Sale
TR6 Gear Box (Overdrive), purchased as a spare with a unfinished restoration project
the unit is surplus to needs. I have been told that the gear box has been
inspected & is in good condition. $1800 ono Contact Glen Coutinho 0418 640 188
FOR SALE (2)
2 of TR 3A's Both need a full restoration, wire and disc wheels, OD and standard
gear boxes, both rolling chassis with some work completed. $10,000.00 for the pair,
may separate. Located in Wollongong NSW
Please contact Barry Campbell Ph : 0409 964 245

Triumph Power Steering Rack for Triumph Stag, 2500 and 2500PI.
The unit needs new boots and the hydraulic pipes need straightening.
The rack moves eas-ily and smoothly from lock to lock. No scores in
the rack shaft. Call Stephen(0407 469 991) or email stephen@chismac.
com, an if you need more information.
Pick up is Burwood NSW but I can arrange a courier or will help as I
can with getting it to vou. Will take a reasonable offer
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For Sale (2)

Parts left over from a TR restoration. Includes TR4 rolling chaise and body.
Chaise has been restored along with the front suspension but no work on diff.
Body needs attention includes doors, bonnet, new floor pan. 2X boot lids rear
guards and 1 front guard. $2000. Contact Peter 0402060102
Wanted: Triumphs for movies or adverts
Vehicles required for data base to participate in movies or adverts
Approx S400 a day for telemovies & more for adverts
Email photos and details to Dean Maguire. Action Vehicle Co-ordinator.
Email dean2365(a5.gma.il.com
WANTED. (2)
SU or CD Strornberg carburetors that are suitable for spare parts or re-building.
Any Condition, the rougher the better!!!!!!
MarkLarmour (02) 97085925

For Sale: (2)
Triumph 1975 Stag auto, this is a 2 owner vehicle, I have owned the
car for 15 years. Has done 2000k since having the heads done on the
car, new tyres, rego till Aug 2014 $12000
Contact Rob Powell 0412 320 734
For Sale: (2)
1962 Triumph Herald convertible, some painted parts, tub in undercoat, lots of spares, complete interior, hood etc, I5OOcc MG en-gine
in rolling chassis $1500
Contact Dave 0429 988 889
For sale (2)
5 x 15" 48 Spoke Wire Wheels. This is an original set of wire wheels that have been
sent out to Spoke Wheel Services and fully reconditioned with new heavy duty
stainless steel spokes, blasted and powder coated Silver to as new condition -some
rims have a spot of old pitting evident. New Pirelli PI Cinturato tyres with new tubes
fitted, all wheels have been balanced. The splined centres were fully checked before
reconditioning for any evidence of wear and all are excellent, these
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