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President’s Message  

Hello all,  

 

Well again not a whole lot to report. We're still 

under lockdown but the vaccine is rolling out so 

hopefully some get-togethers later this summer. 

There is a chance the all British Field meet at 

VanDusen Gardens will go ahead in September 

sometime they figure now which would be great. 

Keep an eye on their website as it might be an op-

portunity for us all to meet up. 

The executive and I were finally able to figure out 

that we could have some Zoom meetings so that 

happened with the executive and then we ended up 

organizing the AGM for the year by Zoom with a fol-

low-up March meeting. Those minutes are in the 

newsletter. It was great to see and chat with all those 

that were able to Zoom in.  

I think some of you have been able to get out for 

the occasional drive. I know I was out on February 

10th with one other member for International Drive 

your Triumph Day and have had a couple of other 

drives around the Lower Mainland on those sunny 

days. On Friday, March 12, I and another member 

had a great drive through the valley. We were able to 
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Please welcome the following new  members to 

the club: 

        Hugh Richards of  North Vancouver who has a 

blue ‘75 TR6. 

       Bruce Yule of Coquitlam who has a blue ‘76 TR6 

       Dave and Valerie Irvine of Coquitlam who own a 

green ‘76 Spitfire and a green ‘61 TR4. 

     Nathalie and George Darling who own a white 

’59 TR3A.      

      We look forward to seeing these new members 

at meetings and drives in the near future.      
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go from Port Coquitlam to the 176th border and all 

the way to Agassiz without once having to take the 

highway. Then a return trip down Highway 7 and a 

parting in Mission. 200kms+ for me. It was a beautiful 

sunny day and an awesome drive with the top down. 

Our Executive have also discussed Covid protocols 

during any planned club events so at any that happen 

those will be explained and adhered.  

There are some local drives on the website for an-

ybody that wants to do a short drive around the val-

ley. I encourage you all to look at them and feel free 

to call me if you want to go on one of them or let 

others know that you want to go as I can send the 

membership and email pretty easily. The executive 

also discussed the Barlow Boys run possibility this 

year with a general consensus to see how the vaccine 

roll out goes and perhaps in July rather than June. 

We’ll keep you posted as time goes by.  

Now, I want to touch on something here that's a 

little closer to me. I know cancer has touched a lot of 

your lives. Late 2018 I was diagnosed with prostate 

cancer and early 2019 had radiation. I found out 

through my experience and attending a support 

group that it is something like 1 in 8 men get prostate 

cancer and 1 in 30 die from prostate cancer every 

year. It is the third leading cause of death in men 

each year. I bring this up for a couple of reasons. I 

had a friend who was in another club who was told 

by a member of that club to go get tested as he was 

dying from his prostate cancer. My friend did go and 

found out he also had advanced prostate cancer. He 

had his prostrate removed immediately. He was 

lucky. I also found out recently that a member of our 

club had his prostrate removed. I won’t mention a 

name but wish him well in his recovery.  

So the point of my story, if you haven't figured out 

by now, is: 

 

"Go get your prostate checked if you haven’t al-

ready". Please! 

 

That's all for now folks. 

  

Bus./Cell. 604-240-0133 

Email: cdooley@telus.net 

Website: www.charlesdooley.ca  

(Continued from page 2) 

mailto:cdooley@telus.net
http://www.charlesdooley.ca/
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Drive Your Triumph Day 

Drive your Triumph Day on February 10th was quite 

a challenge for most of us. It snowed where I was, 

not a lot but enough to keep the TR5 inside. Congrat-

ulation to the few hardy members who had better 

luck and took their vehicles out, albeit in pretty cold 

conditions. 

 

 

 

 

 

 

 

 

 

  

 

 

 

Denis Thompson had a great artistic back-

drop to his 1977 Dolomite Sprint. 

Norm Clarke at Crescent Beach, 1975 TR 6. 

”bloody cold” 

Jerry Goulet - 1961 TR3A photo taken on a -6 degC 
Feb 10 2021 on Eagle Mountain in Abbotsford. 

Greg Winterbottom wins the prize for the 
hardiest member, he took his TR250 out 
with the top down.   



 

 Drive Your Triumph Day 
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Brian Thomlinson took his TR250 out for a short run.  
“It is trying to snow as the Temp is -3 to -2.5 Deg C  
with strong winds”   

Charlie Dooley and Andy MacLean joined up 
for a drive in their TR8s to Swaneset in Pitt 
Meadows; “it was a dreary day but fun to 
get out for a few hours regardless.”  
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This article was sent in by Frank van den Dorpel 

who pointed out that the other engine referred to in 

the Donald Healey article (December newsletter, 

page 4) was most probably the one built for the Mil-

ler 91 as referenced in this article from the Grand 

Prix History web site.  Many thanks to Frank for this. 

 

 Europeans, especially the British are justifiably 

proud of their race car building prowess, believing 

that the products of their labour stand above all oth-

ers in the world but there was a time in 1926 when 

it was America that led 

the way. That car was the 

famous Miller "91" which 

denotes the size of its 1 

1/2 liter engine in cubic 

inches. The cars were de-

signed and built by Leo 

Goosen, Fred Offen-

hauser and automotive 

genius Harry A. Miller. 

The Miller 91 was the 

prototypical single 

seater racing car which 

would influence con-

struction throughout 

the world. Harry A. 

Miller was both an 

artist and an engineer 

and his cars reflected 

their owner both me-

chanically and aes-

thetically. 

Miller’s Los Angeles 

based operation was 

booming in the late 1920’s. His engines and cars, 

some of which had front-wheel drive, represented 

83% of the vehicles to qualify at Indianapolis be-

tween 1922 and 1928 and his cars finished first four 

times during the decade. Miller had a ranch stocked 

with exotic animals, a wife, a mistress across town, 

and more ideas than time. Details bored him. 

 

Leo Goossen, would make dimensioned drawings 

from Miller’s rough sketches. Goossen handled all 

the detail work, including sizing the crankshaft, rods, 

and ports for the supercharged 91 and subsequent 

engines. By the time the drawings were finished, 

Miller would, often as not, be caught up in another 

idea and too busy to check them. As the shop fore-

man, Fred Offenhauser’s job was to turn Goossen’s 

(Continued on page 7) 

The Other Supercharged Straight Eight 

Car:                        Miller 91        Engine:        Straight 8 Supercharged 

Maker:                  Miller        Bore X Stroke:   55.5 X 76.2 

Year:                      1926                Capacity:   1478 cc 

Class:   Special        Power:              250 bhp at 8,000 rpm  

Wheelbase: 100 in      Track:         Front 52 in Rear 52 in 

Notes: Weight 1415 lbs  
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drawings into steel and aluminum. A dour, practical 

man with a quiet sense of humor, 

Offenhauser was an master ma-

chinist. 

 

The 91's straight eight engine 

consisted of two cast-iron blocks 

of four cylinders with hemispheri-

cal heads and two valves per cyl-

inder actuated by duel overhead 

camshafts. The centrifugal super-

charger was an American special-

ty which suited the high speed 

tracks of that nation. The engine 

was fed a mixture of alcohol and 

methanol compressed to 30 psi. 

At the end of their development 

the engines were producing ap-

proximately 167 bhp per liter 

which pushed the car to over 171 

mph. 

 

The car was built in both front and rear wheel 

drive configurations, Miller believing in the poten-

tial of front wheel drive for constant-throttle cor-

nering and allowing for lower build and less frontal 

area. The front wheel drive layout was accom-

plished by the engine being turned around to drive 

through the gearbox and frame mounted differen-

tial. 

 

Leon Duray would purchase two of these models 

and bring them to Europe where they set new 5 

and 10 mile world records at Montlhery in 1928. 

The legendary Etorre Bugatti was so impressed 

with the cars that he traded Duray three Bugatti 

(Continued on page 8) 
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sports cars and some cash for the American racers. 

The design of their overhead cams would soon find 

their way into his own Type 51. 

 

The Depression and a rule change at Indianapolis 

that instantly made obsolete the blown 91 engines, 

which were the foun-

dation of the business 

prompted Miller to sell 

out to a group of naive 

investors. Miller start-

ed over with some of 

his old hands, including 

and Goossen and Fred 

Offenhauser but by 

1933, he was bankrupt, 

having wasted a great 

deal of money on de-

signs for unmarketable 

12, 16 and even 24-

cylinder engines. Most 

of his employees had 

not been paid for 

months, although 

Offenhauser tried to 

see that they got 

enough to eat on. Years later, Miller ran into one of 

his former em-

ployees at In-

dianapolis. He 

wept copious-

ly and prom-

ised that he 

would pay 

what he owed 

the boys, but never 

did. 

(Continued from page 7) 

The Other Supercharged Straight Eight (cont.) 



 

 Not Quite Drive Your Triumph Day 

A few members, myself included, didn't make the 

actual Drive Your Triumph Day turn out for various 

reasons but did manage a run earlier in the year.  

Here are pictures of three members and/or their cars 

on earlier runs. 
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Charlie Dooley 15th January 

Kay and Dale Warcup 18th January 

TR4As at the ill-fated 
1966 Sebring 24 hr 

race 
This picture shows TR4A number 39 

of Bob Tullius and Charles Gates 

leading the Ford GT40 of Masten 

Gregory and Augie Pabst and the 

Porsche 906 of Gerhard Mitter and 

Gunther Klass through the Webster 

Turns.  The car did not finish due to 

engine problems but the three oth-

er works TR4As finished 1st, 2nd 

and 3rd in the GT Class 10. 
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Test Your Triumph Knowledge 

 

Below are pictures of 11 Triumph cars.  See if  you can match the images to the  cars listed on the op-

posite page.  If you can do it without resorting to Google award yourself a trip to the drinks cabinet 

and pour yourself a large whatever you like.  Yes, it may be only 10 o’clock in the morning but we are 

in lockdown and must keep our spirits up, so its ok to bend the rules a little. 

Image 1 Image 2 

Image 5 

Image 3 
Image 4 

Image 6 
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1 -1958 Peerless 

2-1960 TR3 Asper Racer 

3-1960 TR3A Special Earl Ipsen 

4-1962 TR4 Ambro 

5-1963 Triumph Italia Coupe No. 316 

6-1964 Triumph TR Fury 

7-1966 TR4 Jamaican 

8-1968 TR 250K 

9-1968 TR5 Ginevra 

10-1970 TR6 Shooting Brake 

11-1976 TR7 Lanocha TR8 

Many thanks to Bob McDiarrmid for coming up 

with this quiz and also to Lee Cunningham for 

sending it to the Newsletter. 

Image 7 

Image 11 

Image 9 

Image 10 

Image 8 
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The Triumph Stag Engine 

This article by Clayton Seams was copied from a 

January 2018 issue of Driving…... with apologies to 

Stag owners in the club, but you probably knew this 

already. 

The British motor industry of the 1960s gave us 

legends – the Jaguar E-Type, Aston Martin DB5, Lo-

tus Elan and MGB. But by the early 1970s, the British 

manufacturers were struggling to keep pace with the 

world. Constant labour disputes and a general stag-

nation of innovation was starting to eat away at the 

reputation of British cars. And nowhere is there a 

better example of this decay and folly better then 

the notorious Triumph V8.  

By 1964, Triumph had built a long reputation 

building pokey four-cylinder sports cars that leaked 

water on the passengers and oil on driveways, but 

the cars were just so darn fun to drive that most did-

n’t care. That year, Triumph decided in earnest to 

develop a 1963 styling exercise by the 

famed Giovanni Michelotti and turn it into a real 

production car. This four-seat, open-top GT car 

would go on to become the Triumph Stag, intro-

duced in 1970. 

The styling was indeed spot-on and it featured a 

unique T-bar roof that allowed it to be driven with a 

cloth top, removable hard-top, or no top at all for 

open-air motoring. Triumph was aiming for mid-

range GT cars like the Porsche 911, and to do so they 

needed more power than the tradi-

tional inline-four could provide. 

Initially a 2.5-litre version of Triumph’s 

own inline-six was considered, but en-

gineers believed it would not provide 

the power or refinement that GT buy-

ers expected in the segment. There 

was also the discussion of whether the 

model should use the familiar Rover 

3.5L V8. But in the end it was decided 

to use a Triumph-designed engine because engi-

neers were already nearly done with a brand-new 

engine, and because they wanted to show the world 

what Triumph engineering could do. Unfortunately, 

they did.  

Triumph’s solution was to twin their existing inline

-four into a 2.5L V8. The I4 had actually been de-

signed with this in mind and the reverse had been 

done before by Pontiac, turning half a V8 into a slant

-four. Thus began an extremely lengthy (and costly) 

five-year development program between 1964 and 

1969. Originally, the 2.5L engine was planned to use 

Bosch mechanical fuel injection, but reliability be-

came an issue and Triumph felt that they wouldn’t 

be able to make the injected engine meet U.S. emis-

sion requirements. So, the complex injection system 

was ditched and replaced with a simple, but less effi-

cient twin-carbureted setup.  

Though the engine now ran smoothly and cleanly 

enough to be sold in the US, the carbs made less 
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power than the injected version and Triumph felt the 

engine would now have to be 3 litres instead of 2.5 to 

make the same power. Rather than increase displace-

ment by stroking the engine via a crankshaft with a 

longer throw, Triumph decided to widen the cylinder 

bores. The wider bores did indeed gain that half-litre 

of displacement, but it also gave the engine two un-

happy side-effects: Firstly, the engine was now mas-

sively oversquare and torque suffered as a re-

sult. But more critically, the larger bores ate up 

into the space where the coolant passages 

were located and they had to be downsized to 

fit the larger cylinders. The engine was now 

larger and had less internal cooling capacity. 

And the cooling woes were exacerbated by 

the awful execution of the water pump assem-

bly. Nearly every car has a water pump that’s 

driven from the accessory belt at the front of 

the motor. Triumph in their infinite wisdom 

mounted the water pump on top of the engine, in the 

valley of the “V” and drive that water pump internally 

through a geared jack-shaft. The gears were known 

to shear without warning, causing the water pump to 

stop spinning. Making matters worse was the fact 

that when parked on level ground, the water 

pump was higher than the radiator fill cap. 

This meant that unless you tilted the car on 

an angle via a jack, you could never fill the 

coolant system with enough fluid to actually 

reach the water pump.  

It also meant that when coolant burnt or 

leaked out that the first part to go dry was 

the water pump. So, a leak would stop cool-

ant from circulating, overheat the engine, and 

usually destroy the water pump gears and 

bearings in the process. Brilliant. 

The Triumph V8 uses an aluminum head and and 

iron block. This is not uncommon and not a giant is-

sue in and of itself, but it does mean that you must 

run special corrosion-inhibiting coolant to prevent 

internal electrolytic corrosion of the system. This was 

not widely known, even at a dealership level, and 

very few used the correct coolant in period. Making 

cooling matters even worse was to save money, Tri-

umph located the coolant temperature sender in one 

of the cylinder heads. This is fine for the inline-four 

engine whose head was designed for. But in a V8 

with two cylinder heads, it means that the other 
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The Triumph Stag Engine (cont.) 

head could go full nuclear meltdown and the gauge 

would read normal. Most V8s place the sender on 

the water pump for this very reason.  

But perhaps the most bungled design decision of 

them all – and there were many – was the bizarre 

idea to use head studs at two different angles on the 

same head. The head stud is a sturdy bolt that 

clamps the head to the block and in most engines, 

those studs run exactly perpendicular to the deck of 

the block. Triumph mounted half the head studs this 

way, but mounted the other half about 20-degrees 

akimbo to the deck of the block. 

The idea was that skewing the studs this way 

would allow technicians to replace the head gaskets 

without removing the camshafts and setting all the 

valves; a lengthy process. What it inadvertently did 

was cause major warping issues for the cylinder 

heads. The straight studs heated up differently than 

the longer splayed studs and because of this, when 

the engine got hot, the cylinder head was subjected 

to strange side loads that promoted warpage. To 

make matters worse, the long steel studs had a habit 

of fusing solid to the aluminum head and then be-

cause they were at dissimilar angles, one couldn’t 

simply saw the head off the offending bolt and yank 

the head. 

Other issues included main bearings that were 

simply too small and failed regularly, and extremely 

long single row timing chain that stretched and 

needed to be replaced every 40,000 kilometers. It 

was also an interference engine, so when the timing 

chain went, it destroyed the valves and pistons too.  

Triumph intended to run the V8 in other models, 

but the disastrous performance and abundance of 

the similarly sized Rover 3.5L V8 sealed its fate. The 

Stag was sold until 1977 and it was the Triumph V8’s 

only home. Just 25,877 examples were made, and of 

those, just under 3,000 were sold in the U.S. The en-

gine definitely hurt sales and one can’t help but 

wonder what could have been if Triumph had only 

used the Rover 3.5. 

Despite all this, the engine is not without its up-

sides. The small-displacement mill sounds downright 

angry at full-throttle and some were successfully 

campaigned as race cars. In fact, 91 per cent of Stags 

still on the road today still have the Triumph V8 

powering them. Honestly, it’s likely more of a testa-

ment to the resilience of the owners rather than the 

reliability of the engine, but its something to be 

commended all the same. As a car, the Stag was a 

handsome grand-tourer and a brave move in a 

changing automotive clime. It’s just a shame that it 

had the worst engine ever. 

(Continued from page 13) 
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I received an email recently from Stephen Pallavicini 
drawing my attention to the Triumph Spares Fun 
web site.  I had read a little about this them before 
but was not aware they had a web site; it can be 
found at https://trsdf.uk/projects.  The following three  
pages are taken from the web site, the first two talk 
about how the organization came into being and the 
third describes a present project. The web site is well 
worth a visit, especially the part dealing with their 
projects. 

 

History 
  

The Problem in the 1970s 

By 1970, Triumph, its suppliers (such as Beans In-

dustries and Mulliner) and its agents were no longer 

interested in the early, 4-cylinder, cars, and vast 

quantities of parts were being chucked into skips 

and sold as scrap metal. In Birmingham, where Pete 

Cox lived, and in the factory base at Coventry, the 

disposal was of epic proportions and was such as to 

make TR owners weep, go mad or rob a bank to ob-

tain funds! 

  

 The Origins of the Fund 

Pete Cox was operating in the Birmingham area 

and Pete Buckles in London, both on a part-time ba-

sis, as each had a full-time job. What these two stal-

warts needed was cash in order to purchase parts 

before these were lost to the scrap merchants – sad 

to say, despite all their efforts, a vast amount of val-

uable (to us, as owners of TRs) stock still was lost for 

ever. In 1970, membership of the TR Register (TRR) 

was heading towards 400, meetings were still being 

held at Hopcroft’s Holt, and it was at the September 

meeting that the “New Spares Fund” (NSF) was born 

out of the membership’s wish to help fund the en-

terprising work being done by the two Petes.  At that 

time, they were operating separately; later they 

joined forces as Cox & Buckles (C&B). Entirely volun-

tary contributions were fixed at a minimum of £3 

(soon raised to £5) and a maximum of £50, so as to 

prevent any individual having too great an influence. 

NSF monies were held and administered completely 

apart from those of the TRR, and an NSF member 

was free to withdraw the contribution at any time. 

In recognition of their role as subscribers to the NSF, 

members were able to purchase parts at exception-

ally favourable prices. 

When C&B turned their “hobby” into a business, 

the relationship between the NSF and Cox and Buck-

les Ltd had to and was changed. They did not look to 

the NSF to finance their business, but the cash re-

mained available to them and was used as and when 

required. In effect, they had a semi-permanent loan 

of around £6,000 which enabled them to give a gen-

eral discount to NSF contributors. As their business 

grew rapidly, this loan became less significant and 

was eventually repaid, special prices to NSF mem-

bers ceased, and the Fund’s monies then became 

used as they are today.  

The NSF was never intended to act as a manufac-

turer nor as a rival to C&B - nor to the many other 

suppliers which have come along subsequently. It 

has been a conduit for ideas on things which were 

needed and a means of facilitating production, usu-

ally through a loan to assist with the tooling and/or 

guaranteeing the purchase of a sufficient quantity to 

make tooling worthwhile. 

During the 1990s, it was recognised that the name 

https://trsdf.uk/projects


 

"New Spares Fund" did not really describe the role 

that the Fund was by then taking in assisting with the 

availability of TR spares. Therefore the name was 

changed from NSF to the “Spares Development 

Fund” (SDF) in 1995, and three of the current TR SDF 

committee and advisers were in post at that time 

(Messrs Cornish, Gibson and Graham).  

 

Recent History 

Early in 2016, the then Chairman of the TR Register 

(TRR) notified the SDF that as a result of the Board 

realigning the constitution and governance of the 

TRR, the Board had identified that the SDF presented 

“the club” with a conundrum in relation to the finan-

cial audit trails, insurance and the storage of SDF 

parts accumulated in Didcot. 

There followed a series of meetings and document 

exchanges that validated the SDF’s integrity and sta-

tus, and acknowledged that the TRR had retained 

several thousands of pounds of SDF monies for a con-

siderable period of time. Eventually, an agreement 

was reached which released all the monies owed to 

the SDF, and a motion at the subsequent AGM of the 

TRR acknowledged the complete separation of the 

accounts. 

The members of the SDF were balloted regarding 

the future options available to them, and the over-

whelming majority voted for the continuation of the 

stated objectives of the SDF, completely separate 

from the TRR and under the SDF’s own management. 

At that point, the SDF became known by its current 

name, the "TR SDF". 

Like the SDF and the NSF before it, the TR SDF has 

no premises, no staff, is not a registered business, 

and has no wish to concern itself with purchase, 

stock control, shipping, guarantees, warranty, manu-

facturer’s liability, VAT and all the other parapherna-

lia and obligations which necessarily attach to a busi-

ness. The experts in those matters are the estab-

lished suppliers.  

There is no annual subscription to the TR SDF, 

there is a single payment which is, in effect, a loan to 

the Fund. If a member of the TR SDF decides to leave, 

s/he is given the opportunity to withdraw the money 

subscribed originally to the NSF / SDF / TR SDF. In 

fact, the vast majority of leavers have not withdrawn 

their funding, hence bequeathing a legacy for the 

greater good – something for which we should be 

profoundly grateful. This is the main reason that the 

Fund has quite a reasonable overall value, even if at 

certain times a substantial proportion of that has 

been in the form of loans to suppliers. As was said by 

one member, “the attitude from the start was more 

altruistic than mercenary - we were all more con-

cerned with keeping TRs on the road, as opposed to 

just saving a few bob individually”. The real benefit is 

that, without the backing of the NSF / SDF / TR SDF, 

certain items might never be – nor have been - pro-

duced at all, might take considerably longer to be 

produced and/or might be more expensive. 

The term "TR" in our name is deemed to include 

not just Triumph TRs, but also derivatives such as Ita-

lia, Peerless and Swallow Doretti. 

 

(Continued from page 15) 
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Highlight Project: Aluminium Surrey backlight 
frames 

Published: 20th January 2021 

It was with great pleasure that we heard last week 

from Ben Ferguson of Revival Motorsport that he 

has now found a pattern maker and foundry to ena-

ble him to produce aluminium Surrey backlight 

frames for TR4, TR5 and TR250. 

Ben says, "An original frame will be 3D scanned 

and the pattern tooling created from accurate CAD 

drawings. The end result will be a cast aluminium 

frame that is at least as good as the original Stanpart 

item. Hopefully even better!" 

News that newly manufactured aluminium Surrey 

backlight frames could soon be available will be wel-

comed by anyone who has tried to purchase one of 

these second hand, as they are incredibly difficult 

to find and typically sell for between £2000-£3000 

in the UK. These new frames will be priced at 

£1325. 

It is particularly pleasing to see this project 

moving forward, as the TR SDF team has followed 

Ben's endeavours in this for almost two years and 

offered advice where possible. There was also an 

offer of help with funding, but that was not re-

quired on this occasion. 

Projects of this nature fit perfectly with the TR 

SDF's remit and so we are always keen to hear of 

them. We wish Ben every success with this and 

remain on hand to help if we can.  

For more details, please contact Ben: 

 

Email: revivalmotorsport@outlook.com 
Tel: +44 (0)1347 879187 

mailto:revivalmotorsport@outlook.com
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Featured Member - Graham Bell 

For this issue we were very 

fortunate to have Kelowna 

member Graham Bell agree to 

write something about himself 

and the cars he has owned. 

 

Graham Bell ………. 

A British Car Lover       

 

During my high school years 

in Chilliwack, I lusted after an 

Austin A55. 

It was:  

a) British 

b) cream coloured 

c)  a detuned MGA engine with an Abarth muffler 

Before this purchase, I had been hitch-hiking to 

the Westwood Race Track. Now I was free to travel 

to Coquitlam and the Seattle International Raceways 

in Kent, Washington, in my Austin.  Who could for-

get the Fall of 1965 when Star Calvert launched his 

D Type Jag end over end beyond Westwood’s steep-

ly banked Carousel Corner? 

Also, how about the Stovebolt special (ex Stirling 

Moss) racing at the same time? 

(You can source this using “Google”) 

At S.I.R. imagine a Trans Am Series, Formula 

A/5000 and the Can Am  series competing  for spec-

tators in the mid 1960’s. 

Who could forget Mark Donohue driving the acid 

dipped Z28 cars to win the Driver’s 

Championship and then switch to win-

ning the class in AMC Javelin?  

Then there was Dan Blocker  (Hoss Cart-

wright) sponsoring Lothar Motshen-

bacher in Can Am racing. Dan attempt-

ed to land his executive jet on the SIR 

main straight.  It resulted in him floating 

his jet the whole distance because of 

the heat radiating from the track sur-

face. 

(Continued on page 19) 

Graham Bell 



 

 Featured Member - Graham Bell (cont.) 

I can clearly remember the 

gallant attempt of Dicky 

Smothers trying to outpace 

seasoned drivers in Formula A. 

(Dicky is now 89)  

During that time, I moved on 

to my Rover years. I owned 

two P6 Rover 2000’s- much 

acclaimed by Road and Track. They were distanced 

by the magazine when owners complained about 

their many short-comings.  

Around 1970 I moved to Kelowna and purchased 

my first British “Hobby Car”, a 1948 Rover P3-75, 6 

light saloon. Interesting that this series had an oak 

frame  wrapped  in steel. I discovered this when 

attempting to weld its cracked frame. 

During a trip to Kent, England in 1978,  I pur-

chased a 1956 MG Magnette.  The car had a registra-

tion plate HC66 which stayed in England with the 

(Continued from page 18) 

(Continued on page 20) 
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Graham and wife, Brenda 
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Featured Member - Graham Bell (cont.) 

seller.  I later sold the car in 

Kelowna to Ralph Zabarski.  

(Mr. MG) 

Now I had room at home 

for a 1961 TR3A.  It was very 

reliable and I kept it for al-

most 30 years. Much to my 

wife’s chagrin, I was able to 

fit my elderly aunt and our 

two small children in the car 

and took them for short 

drives.   

During that time I bought, 

fixed up and sold several TR3’s.  The last one was 

purchased from the head mistress of York House 

School for Girls in Vancouver. In addition, I bought 

and sold several MGB’s and an MGA.  

The picture of the TR6  on the trailer shows Rob 

Isaac’s car as it arrived in Kelowna for resale.  I dis-

covered that flipping British Cars was not the way to 

riches.  (Unless you are Len Drake!) 

An opening in my garage gave me an opportunity 

to buy a car that came from Greenburg and Lopson- 

a one owner Okanagan Car.  1969 was the first year 

of manufacture for TR6. I have also had it for about 

30 years.  There was an overlap with owning the 

red TR3 and the red TR6. I remain the owner of the 

TR6 and always manage to find space for four cars 

in a town house complex! 

I have been fortunate to have had the support of 

my wife, Brenda and support from Ron Milton, Bill 

Sinclair , Len and Scott Drake in Kelowna. 

 

The Okanagan British Car Club (OBCC) and BCTR 

keep me active in Triumph pursuits. 

 

Graham Bell (Kelowna, B.C.  March, 2021) 

 

  

(Continued from page 19) 

Graham and Brenda with son Cameron 

and daughter Kendra 
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Triumph Super Seven 

The following text is compiled from a number of 

sources including Illustrated Histsory of Triumph 

Sorts and Racing Cars,  Pre-1940 Triumph Motor Club 

and good old Wiki. 

 

In the fall Of 1927, Triumph introduced "the last 

word in the smallest class," the Super Seven.  

Whether it was premonition, foresight or just plain 

luck on part of Triumph founder Bettmann, it proved 

to be the car that established Triumph as a promi-

nent auto manufacturer and became the first Tri-

umph to be manufactured in large numbers.  It is 

estimated approximately 15,000 units were pro-

duced according to some sources, many exported to 

Australia, with 158 thought to be surviving at pre-

sent.  

Development of the new car had started in 1925 

when Arthur Sykes, who had been with Lea-

Francis, was given responsibility to design a new 

small car.  Amongst those he recruited to help him 

was Stanley Edge, who had been the original 

draughtsman for the Austin 7.  The new little car had 

a wheelbase of just 81 inches and a width of 51 inch-

es but it had room for four adults.  It was powered 

by a new 21hp, 832cc, 4-cylinder side valve engine 

with a three bearing crankshaft capable of 48 mph.  

The engine had pressure lubrication and monobloc 

crankcase made from cast iron. The three-speed non

-synchromesh gearbox was mounted in unit with the 

engine and transmitted power to the worm 

gear final drive via a torque tube. 

 The ladder frame featured semi-elliptical springs 

at the front, shock absorbers at all four wheels, and 

Lockheed hydraulic brakes.  The electrical system 

(Continued on page 22) 

1930 Super Seven  

1929 Super Seven  Two Seat Tourer 

https://en.wikipedia.org/wiki/Lea-Francis


 

 Triumph Super Seven (cont.) 

was 6 volts.  On test the car could reach just over 

50 mph (80 km/h) and return 40 miles per imperial 

gallon (7.1 L/100 km; 33 mpg‑US). 

The Customer had a choice of 19-inch 10 spoke 

stamped steel wheels or the more sporting wire 

wheels.  A bare chassis could be purchased for just 

£113 and a completed car £149.  This pricing made 

the car popular among coachbuilders as well as the 

public.  At £149, the Super Seven cost more than the 

very popular Austin Chummy (£135) and the Singer 8 

(£140), but was able to promote its higher level of 

quality as well as advanced comfort and safety fea-

tures.  By 1928, Triumph was offering the Super Sev-

en in six body Styles ranging in price from £149 to 

£200.  The cheapest model was a two-door four-seat 

tourer, followed by a de-luxe tourer with two-

coloured body, a two-seater with dickey seat, a two-

door saloon, a fabric-bodied saloon and at the top of 

the range, a coach-built saloon. Gordon Eng-

land could also supply a special fabric-bodied saloon 

with sliding roof.  The most expensive was a custom-

bodied sedan 

complete with 

leather interior.  

Prominent 

coachbuilders 

shied away 

from little cars. 

However, the 

Triumphs were 

so versatile that 

revered names 
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1929 Super Seven Supercharged Sports 

1930 Baby Super Seven  

https://en.wikipedia.org/wiki/Gordon_England_(coachbuilder)
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Triumph Super Seven (cont.) 

such as Morgan-Hastings created cars 

on Seven Chassis.  

Bettmann was only concerned with 

his cars’ successes on the showroom 

floor, he paid little attention to the fact 

that the Seven was enjoying competi-

tion success.  By winning countless 

speed and endurance challenges across 

Australia and the United Kingdom, the 

little Triumphs were building a reputation as a sports 

car. For 1929 a new body style was released called 

the Special Sports with pointed tail and there was 

also briefly a supercharged version with the engine 

capacity reduced to 747 cc and reputedly able to 

reach 80 mph (130 km/h), but they were expensive 

at £250, and few seem to have been sold. Also in 

1929 Donald Healey entered a standard car in 

the Monte Carlo Rally, starting from Berlin but failing 

to finish, getting stuck repeatedly in the snow in 

France. Undeterred, he tried again in 1930 and was 

the first British car to finish and seventh overall, in a 

car with a top speed of 50 mph (80 km/h).  Donald 

Healey later joined the company as Experimental 

Manager in 1934. 

The success of the Super Seven continued through 

1932, when it moved upscale with nicer appoint-

ments and became the Super Eight. 

In 1932, the Super Nine was also introduced, it 

boasted a new Coventry Climax 1 litre engine capa-

ble of 60 mph.  

(Continued from page 22) 

1932 Super Seven Pillarless Saloon 

1932 Super Seven Pillarless Saloon Engine 

1929 Super Seven Special Sports 

https://en.wikipedia.org/wiki/Donald_Healey
https://en.wikipedia.org/wiki/Rallye_Automobile_Monte_Carlo


 

 The Story of the Car Radio 
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  Seems like cars have always had radios, but they 

didn't.  

Here's the story: 

One evening, in 1929, two young men named  Wil-

liam Lear and Elmer Wavering drove their girlfriends 

to a lookout point high above the Mississippi River 

town of Quincy, Illinois, to watch the sunset. 

 It was a romantic night to be sure, but one of the 

women observed that  it would be even nicer if they 

could listen to music in the car.  Lear and Wavering 

liked the idea. Both men had tinkered with radios 

(Lear served as a radio operator in the U.S. Navy dur-

ing World War I) and it wasn't long before they 

were taking apart a home radio and trying to get it to 

work in a car. 

 But it wasn't easy: automobiles have ignition 

switches, generators, spark plugs, and other electri-

cal equipment that generate noisy static interfer-

ence, making it nearly impossible to listen to the ra-

dio when the engine was running. 

 One by one, Lear and Wavering identified and 

eliminated each source of electrical interfer-

ence. When they finally got their radio to work, they 

took it to a radio convention in Chicago. There they 

met Paul  Galvin, owner of Galvin  Manufacturing 

Corporation.  He made a product called a "battery 

eliminator", a device that allowed battery-powered 

radios to run on household AC current.  But as more 

homes were wired for electricity, more radio manu-

facturers made AC-powered radios.  

Galvin  needed a new product to manufacture. 

When he met Lear and Wavering at the radio con-

vention, he found it. He believed that mass-

produced, affordable car radios had the potential to 

become a huge business. Lear and Wavering set up 

shop in Galvin's  factory and when they perfected 

their first radio, they installed it in his Studebaker.  

 Then Galvin  went to a local banker to apply for a 

loan. Thinking it might sweeten the deal, he had his 

men install a radio in the banker's Packard. 

Good idea, but it didn't work – half an hour after 

the installation, the banker's Packard caught on fire. 

(They didn't get the loan.) 

Galvin  didn't give up.  He drove his Studebaker 

nearly 800 miles to Atlantic City to show off the radio 

at the 1930 Radio Manufacturers Association conven-

tion.  Too broke to afford a booth, he parked the car 

outside the convention hall and cranked up the radio 

so that passing conventioneers could hear it. That 

idea worked -- He got enough orders to put the radio 

into production. 

WHAT'S IN A NAME 

That first production model was called the 5T71. 

Galvin  decided he needed to come up with some-

thing a little catchier.  In those days many companies 

in the phonograph and radio businesses used the 

suffix "ola" for their names - Radiola, Columbiola, and 

Victrola were three of the biggest. 

Galvin  decided to do the same thing, and since his 

radio was intended for use in a motor vehicle, he de-

cided to call it the  Motorola . 

But even with the name change, the radio still had 

problems: 

When Motorola went on sale in 1930, it cost about 

$110 uninstalled, at a time when you could buy a 

brand-new car for $650, and the country was sliding 

into the Great Depression.  (By that measure, a radio 

for a new car would cost about $3,000 today.) 

In 1930, it took two men several days to put in a 

car radio --  The dashboard had to be taken apart so 

that the receiver and a single speaker could be in-

stalled, and the ceiling had to be cut open to install 



 

 The Story of the Car Radio (cont.) 

the antenna. 

These early radios ran on their own batteries, not 

on the car battery, so holes had to be cut into the 

floorboard to accommodate them. 

The installation manual had eight complete dia-

grams and 28 pages of instructions. Selling compli-

cated car radios that cost 20 percent of the price of a 

brand-new car wouldn't have been easy in the best 

of times, let alone during the Great Depression.  Gal-

vin  lost money in 1930 and struggled for a couple of 

years after that. But things picked up in 1933 when 

Ford began offering Motorola's pre-installed at the 

factory. 

In 1934 they got another boost when  Gal-

vin struck a deal with B.F. Goodrich tire company to 

sell and install them in its chain of tire stores.  By 

then the price of the radio, with installation includ-

ed, had dropped to $55. The Motorola car radio was 

off and running. (The name of the company would 

be officially changed from Galvin Manufacturing to 

"Motorola" in 1947.) 

In the meantime, Galvin  continued to develop 

new uses for car radios.  In 1936, the same year that 

it introduced push-button tuning, it also introduced 

the Motorola Police Cruiser, a standard car radio 

that was factory preset to a single frequency to pick 

up police broadcasts.  

In 1940 he developed the first handheld two-way 

radio -- The Handy-Talkie – for the U. S. Army. 

A lot of the communications technologies that we 

take for granted today were born in Motorola labs in 

the years that followed World War II.  

In 1947 they came out with the first television 

for under $200.  In 1956 the company introduced 

the world's first pager; in 1969 came the radio and 

television equipment that was used to televise Neil 

Armstrong's first steps on the Moon. 

In 1973 it invented the world's first handheld cel-

lular phone.  Today Motorola is one of the largest 

cell phone manufacturers in the world. 

And it all started with the car radio. 

Whatevery happened to the two men who in-

stalled the first radio in Paul Galvin's car? Elmer Wa-

vering and William Lear ended up taking very differ-

ent paths in life. 

Wavering stayed with Motorola.  In the 1950's he 

helped change the automobile experience again 

when he developed the first automotive alternator, 

replacing inefficient and unreliable generators. The 

invention lead to such luxuries as power windows, 

power seats, and, eventually, air-conditioning. 

Lear also continued inventing.  He holds more 

than 150 patents. Remember eight-track tape play-

ers? Lear invented that. 

But what he's really famous for are his contribu-

tions to the field of aviation. He invented radio direc-

tion finders for planes, aided in the invention of the 

autopilot, designed the first fully automatic aircraft 

landing system, and in 1963 introduced his most fa-

mous invention of all, the Lear Jet,  the world's first 

mass-produced, affordable business jet. 

(Not bad for a guy who dropped out of school 

after the eighth grade.)  

Sometimes it is fun to find out how some of the 

many things that we take for granted actually came 

into being! 
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BCTR Meeting Minutes 
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From the Editors Memberships 
Memberships 

Membership dues are $40.00 per year and are due 
by December 31st.  

Family Memberships 

Family memberships are $50 for households that 
have two continuously active members.  The second 
member is entitled to vote at all regular BCTR 
meetings. 

For membership renewals, contact: BCTR Registrar - 
Ken Nicoll kdntr6@gmail.com 

Monthly Meetings 
BC Triumph Registry Monthly Meetings are normally 
held the second Wednesday of the month at the 
Cloverdale Fairgrounds, 6188 -176 Street,  Surrey 
starting at 7:30 pm sharp. 
 
Since the start of restrictions on gatherings and the 
temporary closure of the meeting place, club 
meetings have been suspended.  Please check the 
club website frequently for any update on this situa-
tion. 

Hello again from Jonathan and Bryan.  You will 

note that this, our first newsletter of the year, con-

tains a number of generic Triumph articles sourced 

by Jonathan.  With the lack of events due to Covid 

this is virtually the only way of providing you with 

something to read.   

I think the highlights of this past quarter would 

have to be the Executives Zoom meeting (typically 

not published) and the Zoom meeting held on 

March 10th containing the AGM meeting and a 

BCTR General meeting.  Thanks to Charlie and the 

guys for organizing this.  I believe these meetings 

were very productive, with new executive mem-

bers confirmed, the realization the Events Coordi-

nator had over time disappeared,  I’m sure due to 

Covid.  Charlie has volunteered to take up this task 

functioning as a point man gathering information 

on any drives.  So now it is up to you, if you are 

planning on getting to gather with a few friends 

for a drive or if you are planning on going to an 

event you have heard about please drop Charlie a 

note and Charlie will let us, your editors know 

along with Jerry who maintains the website and 

we will list what is coming up.  We are hoping to 

be able to provide a list in the newsletter once 

again even if some of the events don’t have con-

firmed dates. 

Thanks to those who have produced articles for 

this issue. 

Comments on previously published articles are 

also welcome as long as they respectfully worded.  

If you do not have access to a computer, we will 

gladly retype any hand written items you may wish 

to send in.  You can hand them to us or to a mem-

ber of the Executive the at the monthly meetings.  

Alternatively, if you call us at 604 771 2795 we will 

provide you with a mailing address.  

Triumph Heritage is published four times a year 

(March, June, September and December) and is 

distributed to its members as part of their annual 

dues. Only paid-up members will receive the quar-

terly publication on a regular basis. 

We accept no responsibility for errors or omis-

sions. Opinions expressed are those of the authors 

and do not necessarily reflect those of the BCTR 

executive or its membership.  

If there is an error in your name or address or you 

have moved, please let the editors know. The Club 

and the Quarterly Publication will be as good as we 

collectively make it and we thank the members who 

contribute to making it interesting.  

  

Bryan Wicks   co-editor 
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Regalia 
All items available with BCTR Club or standard Triumph logo.  Order from Ellen by email: kesparks@shaw.ca 

Embroidered Cloth Crests 

2   inch diameter  $10 

 

Long Sleeve Henley 

Pocket, tagless back 
neck, logo horn 
buttons, taped neck 
and shoulder seams. 

Black or olive  $42 

 

 
Aerial Flags    $5 

United We Drive Pins   1 3/8” x 3/8”  $3 

Men’s Melton Wool Jacket 

Leather sleeves and stand-up collar, rib-knot cuffs 
and waist band, snap front closures, full Taffeta lin-

ing, inside pocket, with logo.  Sizes S—5X 

$175 

You can order direct from Capricorn One in the UK.  They have a wide range of Triumph Auto items.  Their 

website is www.capricorn1.co.uk.  All items for all Triumph cars displayed when you click on “Triumph” 

Some Club Cars! 



People that make BC Triumph Registry Tick….. 
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Executive   

President Charlie Dooley bctriumph@gmail.com 

Vice President Dale McRoberts bctriumph@gmail.com 

Secretary 1/2 Lyle Dickson bctriumph@gmail.com 

Secretary 2/2 Robert Strath bctriumph@gmail.com 

Treasurer Keith Sparkes kesparkes@shaw.ca 

Past President Richard Walker bctriumph@gmail.com 

Membership Ken Nicoll kdntr6@gmail.com 

Coordinators   

Advertising Position Vacant  

Club Archivist Ken Nicoll kdntr6@gmail.com 

Club Assets Jerry Goulet jerry.tr3a@gmail.com 

Events Vladimir Kuzel vkuzel@telus.net 

Publication Editors Jonathan Clegg jonathanc5885@gmail.com 

 Bryan Wicks bryankwicks@aol.com 

Regalia Ellen Sparkes kesparkes@shaw.ca 

VTR Liaison Lee Cunningham l_cunnin@hotmail.com 

Webmaster  Jerry Goulet jerry.tr3a@gmail.com 

Technical Reps   

TR2/3/3A/3B Bryan Wicks bwicksTR3@gmail.com 

TR4/4A John Finlayson john_finlayson@telus.net 

TR5/250 Brian Thomlinson thomlinson2@shaw.ca 

TR6 Bob McDiarmid rjmcdiarmid@telus.net 

TR7/8 Dave Rodger rosrodger@gmail.com 

Spitfire and GT6 Barry Puffer bpuffer1@shaw.ca 

Triumph Other Lee Cunningham l_cunnin@hotmail.com 



Upcoming Events—2020 
If you have an event that you think would be of interest to BCTR members and would like to have included 

in this list, please contact  Vladi Kuzel- vkuzel@telus.net 
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• For more detailed information and future events, check out the BCTR website: http://
www.bctriumphregistry.com/ 

• All dates are subject to change. The information has been gathered from outside sources and we take no 
responsibility for errors or omissions.  

Due to the uncertainty of the timing and 

occurrence of future events, no calendar 

has been included in this issue.  Please 

check the BCTR web site and email notifica-

tions regularly for events . 



Looking Back 

BC Triumph Registry Quarterly Publication 

 


