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Co-ordinators 
 
Events              Vito Donatiello           604-980-0457 

Regalia   Linda Spouler          604-272-7250 

Editor   Ted Laturnus             778-866-0373 

Website  Allan Reich                604-733-5826 

VTR Liaison                 Allan Reich                604-733-5826  

Executive 
 
President  Paul Barlow              604-295-2365 

Vice President     Jerry Goulet             778-230-9945 

Secretary  Ruth Larrigan           604-244-0136 

Treasurer  Keith Sparks             604-575-3602 

Membership  John Finlayson         604-421-4795 

Technical Reps 
 
TR2/3/3A/B   Bryan Wicks            604-512-7879 

TR4/4A    John Finlayson         604-421-4795 

TR5/250   Brian Thomlinson     604-574-3341 

TR6    Lee Cunningham      604-826-4190 

TR7/8    Dave Rodger            604-488-4249  

GT6    Michael Bayrock       604-824-0074 

Spitfire    Barrie Puffer          1 604-846-5619 
 
Triumph Other   Paul Barlow           604-295-2365 

From the editor 

First up, Merry Christmas, Happy New Year, Happy Hannukkah, Joyeux Noel, and seasons greet-
ings to all. Although this is kind of a quiet time of year for Triumph owners, it also gives us a 
chance to catch up on those projects we’ve been putting off. Me….I’ll be doing a little rust-proofing 
on the TR6 - not that Triumphs ever rust! - and fine-tuning. This is also a great time to take your 
baby out for some exercise. A cool crisp day, top-down with the heater blasting….it doesn't get any 
better (your heater does work, right?). On that note, last year we attended the Boxing Day Run 
down at the Planetarium…..we were the only British car there, and it was an excellent way to 
spend the day. Weather permitting, of course, why not give this one a try? If you get bored, the mu-
seum is just across the parking lot. Either way, happy trails and we’ll see you in the new year.   

TRIUMPH HERITAGE is published four times a year (March, June, September and December) by the BCTR and is 
distributed to its members as part of their annual dues.  If you wish to receive the magazine on a regular basis you 
must be a paid-up member.  If there is an error in your name or address or you have moved, please let the editors 
know as soon as possible for correction by email: dulden@telus.net.  We accept no responsibility for errors or    
omissions. Opinions expressed are those of the authors and do not necessarily reflect those of the BCTR executive 
or its membership. 

BCTR Monthly Meetings are held on the 2nd Wednesday of the month at the Burnaby Lake Rugby 
Football Club Clubhouse, 3760 Sperling Avenue, Burnaby and start at 7:45 pm sharp! 
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Lower Mainland Memberships  

 
MEMBER DUES ARE $35.00 PER YEAR AND ARE DUE 

BY DECEMBER 31st.  RENEWALS PAID AFTER             
DECEMBER 31st ARE $ 45.00 

 
SEND TO:  BCTR, c/o JOHN FINLAYSON 

2941 WILLOUGHBY AVE. 
BURNABY, BC   V3J 1K7   

Presidents Message 

Greetings and Happy Holidays. My, 2014 went by very fast. Now onward to 2015. 

This will be my last President’s message as my term of President of the BC Triumph Registry 
ends with the elections at the January 14, 2015 meeting and I will not be seeking another 
term. 

It has been a pleasure to serve the members over the past 2 years and I am grateful to the 
many volunteers who help in making this club what it is. The co-ordinators and Technical Reps 
do a great deal of work but with little thanks.  I would like to especially thank the Executive, 
Vice President, Jerry Goulet, Secretary, Ruth Larrigan, Membership, John Finlayson, and 
Treasurer, Keith Sparkes for their support and guidance along the way. I cannot forget the 
2013 ATDI Committee led by Trish McAuley and Jerry Goulet. Your team hit a home run on 
that event.  

As we move into 2015 the club is seeking a new executive as only the Treasurer (Keith) will be 
staying on. So it’s time to step up and help shape this club as we move forward in 2015 and 
plan for ATDI in 2016. Nominations are being accepted up until the January meeting so if you 
would like to run for an executive position please contact me my e-mail or by phone. 

As always happy motoring and I hope to see you at many Club Events. Remember this is your 
club so ‘Get involved’.  
 

Triumphantly 
Paul Barlow 

President 
paul_tr250@shaw.ca. 

Family Memberships Family memberships are $15 extra for households that have two continuously active 
members.  The second member is entitled to vote at all BCTR meetings, however there will be only one printed 
newsletter and calendar issued per family.  

 
Distance Memberships 

 
IF YOU LIVE OUTSIDE THE FOLLOWING  

BOUNDARIES: 
NORTH:   MAPLE  RIDGE 

EAST: ABBOTSFORD 
WEST: LIONS BAY 

SOUTH: US BORDER 
 

YOUR DUES ARE $25.00 PER YEAR OR 
$35.00 AFTER DECEMBER 31st. 
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Jonathan Clegg’s TR5 Restoration Project — October 2014 update 

 
I had always envisioned that when I eventually set about restoring my TR5 (as I had written in the March club newsletter) I would 
painstakingly strip it down piece by piece in my garage and over the course of a couple of years carefully refurbishing or replac-
ing the parts as necessary and patiently rebuilding the car to a ``better than new`` condition.  As time went on it became evident 
that if I was ever going to do a complete rebuild, as I always hoped, this approach was not going to work.  Firstly as I got older I 
was less and less inclined to spend long hours in a cold garage (except for a few months) up to my elbows in grease; secondly, 
my garage really did not have the space or the necessary equipment to perform the restoration safely and thirdly I really didn`t 
know where to start.   So after talking to a several people in the TR Club I eventually decided that the only solution was to send 
the car to a company with experience in TR restoration.  My thanks to all those in the club who have offered advice and provided 
names of qualified companies. 

 

 

 

 

 

 

 

 

 

 

 

After phoning around the contacts that had been passed on to me, I eventually settled on PanelCraft in Langley as the base of 
operations.  The owner, Steve Sillett, was very accommodating and while he was quite prepared to do the entire project he was 
also willing to let me help with as little or as much as I felt capable of doing. That way I could lay claim to having restored the car 
myself, at least in part. His references spoke highly of his work and seeing some of the projects he was working on I could see 
why. 

So at the beginning of June, Steve came to my house and picked up the TR5 on a trailer and took it to his shop in Langley.  The 
tear down happened very quickly.  Within a week the body was off the chassis and a week later pretty much all the other major 
components were out.  At that point several things became apparent; the frame that I had previously thought was in very good 
shape was not quite so good and yet surprisingly the bodywork was in generally good condition.  

The frame had some rot under the trunk area which I had known about before, but it was now apparent that the rear suspension 
attachment points were not as solid as I had thought and that other parts were also questionable.  All of these could be fixed but 
I really wanted to never have to deal with frame problems again so I opted to get a new frame from Ratco in NY.  The frames are 
not cheap but considering the cleaning, sandblasting, inspection, repair of the rusted areas and stiffening of the know weak are-
as that I would have to do on the original frame, I felt the additional cost was worthwhile.  In addition, the new frame would be 
stiffer and could also be ordered with better front shock mounting, a coil over spring option at the rear, front and rear sway bars 
and chassis protection package that meant I would never have to worry about it again.  I believe that there will be other parts of 
the restoration that, in time, I may want to revisit but to me a solid frame is the foundation to a lasting restoration project.  The 
chassis is expected by the end of October and will enable the project to move forward as planned.  

The bodywork has now all been sandblasted and prime painted and is back at PanelCraft ready to fit to the frame when it ar-
rives.  The main tub and most of the body panels were in pretty good shape.  The front fenders both needed replacement, one 
because it was partly fibreglass from an earlier collision and the other due to rust.  The sills also required replacement and I was 
able to get all the parts from Kelly at BBC Parts. (Cont’d next page) 
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(Con’td from prev. page). Steve has welded in new metal on some parts on the tub that were in need of replacement like the 
footwells.  The hood turned out to be a bit of a problem, when the paint was stripped from the hood the right headlight cowl 
looked like a waffle, a result of someone fixing the aforementioned collision.  Eventually Steve came up with a solution, cutting 
out the offending part and welding in part of another hood that was available.   

The end result was a really good match.  The underside of the tub and the exposed parts of the fenders have now been sprayed 
with a protective finish and we are waiting to receive the chassis before assembling so that all the parts could be properly 
aligned.  

One pleasant surprise was that the gas tank, which I had thought was rusted out, turned out to be in pretty good shape.  The 
problem was that the gas line had been chewed through by a rodent which had led to the remaining fuel in the tank being si-
phoned off onto the garage floor. 

While the bodywork was ongoing this summer, with some much appreciated help from my son, I set about sandblasting as many 
as possible of the loose components that had been stripped off the car in preparation for painting.  These were then primed back 
at PanelCraft and will eventually be painted in a finish to match the rest of the car. 

In its new life, I want the car to be left-hand steering; previously I have found it too cumbersome to drive the car in the right-hand 
steering configuration.  This will require some minor changes in the body tub engine compartment but overall, with a suitable 
steering rack and dashboard, should not pose too many challenges. 

The engine has been stripped down and again is in surprisingly good shape.  It will be bored to .020”oversize and with new pis-
tons and bearings among other things and when finished will be in better shape than new.  I have opted to go for a GP2 cam 
from Good Parts which along with new headers I am hoping will provide slightly improved performance over the original.   

I wanted to keep the essence of the TR5 with the Lucas fuel injection but was wary of the old Lucas fuel pump system, having 
been stuck at the side of the road one too many times waiting for the fuel pump to cool down.  Lee Cunningham suggested talk-
ing to Prestige Injection in the UK about this and as a result I have decided to replace the pump with a new one supplied by 
Prestige.  I will be sending the original metering unit to Prestige in the near future for inspection and recalibration. The seals will 
be replaced for ones compatible with current fuels.  I will also have them recondition the injectors and recondition the inlet mani-
folds to fix the air leakage along the throttle shafts as well as supply a new 
throttle linkage to replace the sloppy, worn out linkage I have at present.  As 
shown in the picture the components have been cleaned ready for ship-
ping and will be sent to Prestige in the near future.

The transmission has not been examined yet but is due to be in the near future.  As of the last time I drove the car, the transmis-
sion was still behaving very well but that was a long time ago.  I can only hope that when examined it will still be in as good a 
condition as most of the other mechanical parts of the car. 

All in all, the project has been progressing well so far but there is still a long way to go.  The problem is that now all the ``it would 
be nice to have`` parts have started to creep into the picture.  The web sites are full of very valuable improvements to the original 
design, the question is where to draw the line.  So far I have tried to limit upgrades to things that are difficult or more costly to do 
after a restoration (like the chassis) but I am by no means finished and will surely be drawn into some of the other improvements 
that are available. 

I have to say that it has been a real pleasure so far doing this project, albeit an expensive one.  Everyone I met and have dealt 
with has been extremely generous with their advice and just interested in helping to get the car back on the road again.  Thanks 
again to all the club members that have offered advice.  Steve at Panelcraft has been excellent to deal with, as has Tony at 
Ratco.  Kelly at BBC Parts has been a valuable source much needed spares.  Richard Good at Good Parts offers some excellent 
parts and is happy to discuss your requirements without pushing his products. Similarly, Malcolm Jones at Prestige Injection is a 
real source of information on TR`s and particularly fuel injection issues.  

One pleasant surprise was that the gas tank, 
which I had thought was rusted out, turned out 
to be in pretty good shape.  The problem was 
that the gas line had been chewed through by 
a rodent which had led to the remaining fuel in 
the tank being siphoned off onto the garage 
floor. 
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Gerald Carlsen took part in this years Sea To Sky Run, back in September. Here 
are some pics he sent in. 
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A Window Of Sunshine — John Hunt 
 

An impromptu outing was organized by Ken Nicoll midweek on a perfect sunny Thursday. 

The group met at the Chevron Gas Station in Mission. Those attending were Jerry, Barry & Jeanette, Keith with his new 
TR6, Trish & Adrian - driving Holly, Dennis, Ken and myself. 

We proceeded east and followed Highway 7 through the lovely pastoral area through Deroche past Lake Errock over the 
great twisting mountain road and wound up at Harrison Hot Springs. We drove up the south side of the lake trying to stay 
within the posted speed limit on a great sport car piece of road. We travelled along until we ran out of pavement, then we 
turned round and headed back to the Settler Pub in Harrison. This pub is a   beautifully furnished log building where we met 
for libations and lunch. Our group was waited on by Chelsey, an attractive and attentive young lady. 

We then went back to the parking lot to answer a few questions from admiring patrons and left on our various routes back 
various routes back home after an excellent day. 

Thank for organizing this great outing, Ken. 

************************************************************************************************************************************************ 

Here’s something you don’t see every day. A 
1957 Standard Ten pickup, advertised on 
eBay, along with  a sedan delivery of the same 
vintage. Reserve price was $23,000. it didn’t 
sell.  
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September 5.  The weather was just about perfect for the annual run to the top of Mt. Baker. 
Organized by Dennis Nelson, this years event saw some seven cars show up. Aside from mi-
nor border delays for non-Nexus drivers, the event went off without a hitch.  Absolutely beauti-
ful there and back. Here are a couple of pics……. 
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Everything you’ve ever wanted to know about ZDDP. Sent along by 
Paul Barlow. (Taken from Moss Motors website.) 
 

What is It?  
Zinc Dialkyl-Dithio-Phosphate (ZDDP) is an oil supplement which has been, up 
until recently, the primary extreme pressure (EP) ingredient in all quality motor 
oils. It has been used for over 70 years.  

How does it work?  
ZDDP, when exposed to heat and pressure, forms a protective zinc-phosphate 
film on the surface of the metal. The exact nature of the process at the molecular 
level is still under investigation, but recent research suggests that large numbers of 
cross-links between the zinc atoms in the zinc-phosphorus molecules form, trans-
forming a viscoelastic fluid of loosely interacting zinc-phosphorus molecules into a 
chemically connected network. This increases the strength of the film, and that 
significantly improves its capacity to accommodate and redistribute applied loads which in turn reduces wear on the underlying 
surface. Because of the pressure required to trigger this event, ZDDP is particularly effective in protecting steel and cast iron sur-
faces. As soon as the pressure at the contact interface is reduced, the cross links break down and the film dissipates back into 
the oil solution. Simply put, ZDDP prevents parts (the cam lobes and the lifters for example) from making contact, and this great-
ly reduces the tendency of parts to scuff and gall under heavy-loaded conditions. It’s important to note that the wear protection 
properties are due only to the characteristics of the ZDDP molecule and not to zinc (Zn) or phosphorus (P) in the oil in other 
forms or from other sources.  

Why do I suddenly need ZDDP?  
Let’s back up a minute and talk about oil classifications. The system in use today comes from the American Petroleum Institute 
(API). In this system, the prefix S or C identifies the basic category, S standing for “Service” meaning passenger cars with gaso-
line engines, C standing for Commercial, meaning trucks with diesel engines. The second letter corresponds to the grade, and 
SA and CA were the designations for the first two API oil grades. As new specifications were developed, a succession of letters 
was assigned, and 13 grades later, we are up to SM, the current grade for gasoline engines. Oil for diesel engines is up to CJ. 
Generally speaking, every change in specification since the 1930s represents improvements based on a better understanding of 
oil, lubrication, and the evolving needs of machinery. And generally speaking, the newer oil could safely be used in cars built to 
use an earlier specification. There are two exceptions. Engines built to use SA grade oil (a straight non-detergent mineral oil) 
could not use the SB grade oils. The second exception is more recent, and it applies to engines built through the mid 1980s. It is 
primarily due to the reduction of ZDDP.  
 
With that background information, let us consider exactly why the loss of ZDDP creates problems for older engines, and why it is 
not a problem for modern engines. According to the SAE Tech Bulletin 770087, operation of a flat tappet engine without ade-
quate EP additives such as ZDDP quickly leads to lifter foot scuffing and cam lobe wear. Camshafts are typically only surface 
hardened leaving the core ductile for strength. According to the SAE Bulletin, once cam lobe wear reaches 0.0002, "subsequent 
wear is usually rapid and catastrophic." Two ten-thousandths of an inch is one fifth the thickness of an average human hair. In 
order to make engines last in the absence of ZDDP, virtually all engines designed to run on gasoline in the last ten years utilize 
roller lifters. The sliding cam-to-cam-follower interface in a non-roller lifter engine requires a special EP additive, which has his-
torically been the ZDDP.  

Why can’t I buy modern oil with ZDDP in it?  
Up to 1988, the API specification for “SF” motor oil called for ZDDP concentrations of 0.15% by weight. Up to about 1993 the API 
grade “SG” oils contained in excess of 0.12% ZDDP by weight. However, these are now “obsolete” specifications, and ZDDP has 
been phased out gradually because it will damage the catalytic converter. The EPA has required the automobile manufacturers 
to design and use catalytic converters that last for 100,000 miles (2004), and that increases to 150,000 miles by 2009. To 
achieve these goals, automotive manufacturers have worked closely with the oil industry to develop oils that do not have sub-
stances that would shorten the service life of the catalyst. No matter how fresh an engine is, some oil is burned in the combus-
tion chamber. If the motor oil has ZDDP in it, small amounts of zinc and phosphorus will show up in the exhaust system. These 
elements can coat the catalyst, reducing the amount of catalyst exposed to the exhaust gases, and that will increase emissions 
at the tailpipe. The ZDDP level in motor oil, which had declined since 1988, were reduced to 0.075% in the API SM grade oil 
which came into use in 2004. This roughly coincides with the implementation of OBDII. (Cont’d next page) 



 

 

BC Triumph Registry -  December 2014
  

 10 

But don’t modern oils still have ZDDP?  
Yes they do. The most recent API oil grade is SM. It has ZDDP but only at about 0.075% by weight. The question is, is that 
enough for an older engine? And is that enough to protect the cam and lifters in an older engine during the all-critical break-in 
period? There are two different schools of thought on this point. In the SAE paper 2004-01-2986, entitled “How Much ZDP is 
Enough?, the history of the use of ZDDP in oil is recounted, and they also do an excellent job of explaining the lengths to which 
everyone has gone to ensure that modern oil formulations remain “backwards compatible”’. Special tests are run with GM en-
gines that have had their valve train replaced with 1980’s era components. The also use an obsolete Nissan OHC engine with 
finger followers, which had severe wear problems. The authors make it clear that considerable effort has gone into making sure 
that modern oil would be suitable for vintage engines, and they make a good case. However, the experience of hundreds of pro-
fessional engine rebuilders, cam manufacturers and restorers suggests otherwise. Every cam manufacturer we checked has 
specific instructions regarding assembly lube, break-in oil and many have very long and very specific procedures for breaking in 
a freshly rebuilt engine. The American Engine Rebuilders Association tracked cam/tappet failures carefully, and they noted in-
creased problems beginning 10 years ago, with a notable increase beginning three years ago. In their opinion, 25% of the fail-
ures were due to failures to follow good break-in procedures. The remaining 75% were traced to the oil. Their research resulted 
in the publication of Technical Bulletin 2333R (Nov 2007), which concluded that “current engine oils used by engine manufactur-
ers in new car production are not applicable to initial flat tappet camshaft break-in.” They go on to recommend “adding additional 
zinc for camshaft and lifter break-in...”  

What about Racing Oil? Doesn’t that have ZDDP?  
There are still some racing oils that contain ZDDP, and they do offer some additional protection. The actual percentage of ZDDP 
in racing oil is based on the intended use of that oil, and it may not be the optimal concentration of 0.15% found in the API SF 
oils. There are also other factors to consider. Racing oils are optimized for short term severe duty, in contrast to oil that has been 
designed for operation on the street for months at a time. The additive package in racing oil does not have the same detergent 
characteristics which are part of the additive package in oil designed for extended service. This means racing oil may not neutral-
ize acids and keep contaminants in suspension. Racing oil generally is not multi-viscosity, which is a key feature of oil designed 
for use in street cars over wide temperature ranges.  
 
 
Don’t oils for diesel engines still have ZDDP?  
Yes, some do. However, diesel oils have three characteristics you need to consider; the detergent additives, viscosity, and the 
amount of ZDDP in the oil.  
Detergents: A diesel engine needs oil with very high detergent capabilities in order to hold the large amount of combustion by-
products in suspension. High detergent oil has a lower surface tension and lower shear pressure rating. The bearing journal size-
to-displacement ratio on a gasoline engine is designed around a lower detergent oil with a high shear pressure rating. Using a 
API CJ grade oil for a diesel engine in a gasoline engine can lead to higher bearing wear. Another problem with high detergent 
oil is that the additives that keep contaminants in suspension actually reduce the wear protection provided by the ZDDP, espe-
cially in a high-performance engine with high valve spring pressures.  
Viscosity: Diesel engines have larger bearing clearances, and they run higher viscosity oils as a result. The viscosity rating of 
most diesel rated oils is actually higher than you would normally use in a gasoline engine, which runs at higher RPM. In some 
cases, using high viscosity oil can cause oil starvation in bearings at high RPM.  
ZDDP: It can be difficult to determine exactly how much ZDDP is in a quart of API CJ oil. The amount of ZDDP in diesel oils was 
reduced in 2007, and in the long run It may be a moot point, because the best information we have indicates that new diesel oils 
in development will have further reduced levels of ZDDP.  

What about GM’s Engine Oil Supplement? Isn’t that ZDDP?  
GM’s Engine Oil Supplement (EOS) did contain significant amounts of ZDDP, and it was the most concentrated ZDDP supple-
ment available. It was intended to boost ZDDP levels of oils that already contained EP additives. It was available for over 20 
years, until it was discontinued by GM in early 2007  

So what am I supposed to do now?  
Classic car magazines, club newsletters, restorers, machine shops, and the forums on the web abound with information about oil 
and classic cars. Like all hot topics, there is a great deal of information out there, some good, some bad. The fact is that our vin-
tage English cars have lubrication issues not found in modern engines. If your owner’s manual calls for SF grade oil, or an earlier 
grade oil, the engine will need ZDDP. There are two approaches. One is to use modern SM grade oil and add back in the ZDDP. 
The second is to use oil formulated specifically for older cars. These oils typically meet the older SF or SG specification. Moss 
carries a specially formulated 20W/50 motor oil under 220-810. It is made here in the US and it is one solution. We also carry the 
ZDDP so you can decide which solution that makes sense to you. (Cont’d next page) 
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So what exactly is ZDDPlus, and how is it used?  
One 4-ounce bottle of ZDDPlus™ mixed with 5 quarts of oil will bring the level of ZDDP up to 0.15% by weight, the same level found in API SF 
grade oil available up to 1988. You can add ZDDPlus at any time, it is just more convenient to do it when you change the oil. It is interesting to 
note that there is more ZDDP in a 4 oz bottle of ZDDPlus than there was in a 16oz bottle of GM’s Engine Oil Supplement (EOS).  

If 0.15% is good, wouldn’t twice as much be better?  
Actually, it is worse. ZDDP in concentrations above 0.15% actually will attack the metallic matrix of the cast iron lifter material and will cause 
more damage and wear. This was reported back in the 70’s and caused some to turn away from high ZDDP oils. Running 0.15% ZDDP during 
break-in and 0.12% after that would be a conservative approach. Running too much will certainly cause problems.  

Can I use it with Synthetic Oil?  
ZDDPlus™ should be compatible with all conventional and synthetic oils intended for automotive use. Remember that most of these oils con-
tained higher amounts of ZDDP for years.  

How long can I keep a bottle on the shelf?  
Years. As long as it is kept sealed and the temperature is kept between 0 and 120º F, the shelf life of ZDDPlus™ is essentially the same as regu-
lar motor oil. In an unsealed container, ZDDPlus™ has a tendency to absorb moisture, not unlike brake fluid. While absorption of water will de-
grade its performance, heating an open bottle of ZDDPlus to a temperature slightly above 100ºC (212ºF) will drive off the moisture. It should be 
used –mixed with oil – as soon as practical after that treatment. Once mixed with oil, it no longer will absorb water.  

How long does it last in the engine?  
Oil, and the additive packages in the oil, break down over time. How long that takes depends on how the car is driven, how much blow-by there 
is, and other environmental factors. Classic British cars tend to be driven periodically, and they sit for long periods of time. Because the combus-
tion by-products form acids in the sump, a car that is driven on weekends still needs to have the oil changed regularly. For years Moss has 
passed on the advice of numerous restoration specialists, all of whom suggest that the oil be changed every 3,000 miles or every 6 months, 
whichever came first. Adding ZDDPlus™ does not change that.  

So If I run ZDDP I can forget about lifter/camshaft problems on a fresh rebuilt engine?  
Sorry, but no. The factors affecting the wear of a cam and a set of lifters fill pages of technical papers. There are so many variables to consider 
that focusing on the oil alone would be a serious mistake. ZDDP is not a shortcut or a magic bullet. It is one factor that needs to be added into 
the mix.  

If ZDDP is so good, shouldn’t I use it on all my cars?  
No. Remember that modern engines (certainly anything built after the mid 1990s) are designed to use the modern API SM grade oils. They have 
been tested for hundreds of thousands of miles, and so long as you follow the manufacturer’s maintenance schedule, you will be fine. And add-
ing ZDDP to an engine that has a catalytic converter will damage the converter, and that will increase emissions out the tailpipe. Air pollution 
aside, eventually, you will be buying new catalytic converters.  

                                                   *********************************************************************************** 

Here’s another oddball. A TR6  “Shooting Brake”. 
Apparently made by fabricating two fibre glass hard 
tops cut up with sections added. The tailgate is a 
TR6 boot lid with a glass installed and the gas tank 
has been moved under the boot floor with a custom 
flap in a side panel. Oh yeah; it also has triple We-
bers.  
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Triumph Regalia from Great Britain 

Order direct from their website: www.Capricorn1.co.uk 

All types of regalia with logos available 
in all Triumph car types.  Order items 
such as cuff links, grill badges, key 
fobs, T-shirts,  gear shift knobs, ball 
caps, and more.  Prices and shipping 
costs posted on their website. 


