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RALLIES RALLIES SALOON CAR RACING IN ENGLAND
Monte Carlo Rally—Coupe des Dames Geneva Rally—Coupe des Dames and Class Win EVENT CLASS PLACING
Rally des Routes du Nord—Index of Performance ) . Snetterton April 14th 1st, 2nd, 3rd
Finnish Snow Rally—Team Prize R.A.C. Rally—Class Win and Team Prize Goodwood April 23rd 1st. 2nd
Solitude Lyon-Charbonniere Rally—Class Win SALOON CAR RACING ABROAD N ; ;
A : st, 2nd, 3r
Huy 12-hour Rally (Belgium)—Class Win ) , ” okras: Agpnll Zith 1, ged.
Rally Trifels—Outright Win EVENT CLASS PLACING Silverstone May 12th 1st, 2nd, 3rd
Circuit of Ireland—Coupe des Dames Coupe de Bruxelles April 15th 1st, 2nd Crystal Palace June 11th 1st, 2nd
;I‘utlip RT-Iy_?;t:;ig::.t-pwn z:ildgouge g(tes\?ames Prix Vienne April 15th 1st Mallory Park June 11th 1st, 2nd, 3rd
nternational Rally ouquet—Outrig in ‘ . n o .
Alpine Rally—Class Win La Chartre June 17th Outright Win Atntrep:July 21st 1st; 2nd, Srd
Midnight Sun (Sweden)—Outright Win and - . Culton Park September 1st 1st, 2nd, 3rd
Team Prize 12 Hour Sedan Race Washington 1st i . 3 )
August 22nd (up t03,277cc) Motor” 6-hour race 1st, 2nd, 3rd
International Rally du Mont Blanc—Outright Win Also index of price award
Finnish Rally of 1000 lakes—Class Win German Grand Prix Saloon Car Race 1st

i L August 5th John Love won the B.R.S.C.C. Saloon Car
German Rally—Outright Win ” Championship driving a Mini Cooper
Tour de France—Class Win 1962 Swedish Championship 1st, 2nd, 3rd throughout.
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EDITORIAL

YEAR OF ACHIEVEMENT

THE year that is drawing to a close has shown the
absolute superiority of British cars and drivers in
Formula One and Formula Junior racing. Whatever
the outcome of tomorrow’s Grand Prix of South Africa,
the Championship of Drivers. and of Constructors, will
both come to this country. Of the eight grandes epreuves
already run, B.R.M. and Lotus-Climax have each
secured three victories, Cooper-Climax one, and Porsche

one. In Formula Junior, Lotus-Ford achieved almost -

complete domination in International events, the main
challenge coming from the B.M.C.-powered Coopers of
the Tyrrell organization and the Ford-engined Brabhams.

However, British entries had to play second fiddle. to

[talian and German machines in the three Grand Touring
Championship categories. won by Ferrari, Porsche and
Fiat-Abarth respectively. . In sports-car racing, Ferrari
were without rivals in the bigger classes; using both
established and prototype machines. To West Germany
went the European Rally Championship, with Eugen
Bohringer and Peter Lang coming out on top for
Mercedes-Benz. In the Ladies’ Championship, Pat
Moss scored a clear-cut victory for B.M.C., assisted by
Ann Riley and then by Pauline Mayman. In the
automobile engineering field, several very interesting
vehicles were introduced during 1962, notably the 1,100 c.c.
M.G. and Morris with novel suspension systems, the
intriguing Triumph Spitfire, and the splendidly-conceived
Lotus Elan with its Ford-based, twin-o.h.c. engine. All
in all, the results obtained during 1962 can be viewed with
every satisfaction. The Motor Industry has shown that
it is not standing still, and is fully aware of the need to
keep ahead of the latest technical developments, and for
constant publicizing of products. At long last the com-
placency from which certain executives have suffered for
several years has been shaken off. New ideas and up-to-
date methods have been introduced, and it is no longer
quite permissible to criticize the products of other
countries as an excuse to retain out-moded models. Far
too long has Volkswagen been the butt of so-called
humour by spokesmen in the Industry who were only too
cager to decry the efforts of West German engineers, in

an effort to justify the failure to topple the ** beetle 7

from its position in the world markets as a best-seller.
The only way to compete successfully is to build some-
thing which will attract new customers. It is gratifying
to realize that this country has, in the main, taken the
VW example to heart, with the result that there is a
gradual, but ever-increasing move to scrap old-fashioned
conceptions of motor vehicles for all time, and substitute
motor cars which incorporate improvements.

OUR COVER PICTURE

IN ORDER TO WIN the World Championship, Jim
Clark will have to show this view of his Lotus-Climax to the
opposition, which, of course includes Graham Hill, who is
assured of being World Champion if Jim Clark does not
win. The outcome of tomorrow’s South African Grand
Prix is awaited with keen interest by motor racing en-
thusiasts throughout the world. A full preview, plus inter-
views with both Graham Hill and Jim Clark are to be found

: in this week’s issue. pp.:o. peter Roberts.
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THE 1963 FORD RALLY TEAM
choose TOTAL performance

' It’s a potential world-beating combination! TOTAL —the performance fuel that’s
p e ro H proved a triumph of modern petroleum technology matched to Ford’s exciting

ToTAL

new cars and strongest-ever rally team. TOTAL - the top-selling petrol that is
putting NEW PUNCH into pistons, NEW LIFE in engines, EXTRA POWER under
bonnets everywhere ! If you own a Ford car, follow Ford’s lead and fill up with
TOTAL for PEAK PERFORMANCE !

—liveliest new spirit in motoring !
WATCH FOR THE TOTAL SIGN IN YOUR AREA

er/1/103

.
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PIT & PADDOCK
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™ PARNELL will be back in Formula 1

racing next season, after his long illness.
He hopes to use an ex-Bowmaker V8
Lola-Climax.

CADWELL PARK

HEN a short section of connecting road is

completed, the Lincolnshire circuit of
Cadwell Park can be divided into two
** club ” circuits—a North Circuit of 1 mile
and a South (Park Straight) Circuit of
11 miles. This latter circuit will be avail-
able to a limited number of clubs for their
own private meetings, and any applications
should be sent to Charles Wilkinson, 140
Eastgate, Louth, Lincs.

The Rootes 4.5 h.p. outboard.

ROOTES EXPAND MARINE SECTION

A NEW company, Rootes Marine, Ltd., of
Maidstone, has been formed to market
a new range of marine engines to supple-
ment the already well-established Alpine
and Super Snipe units. In addition to five
brand-new outboards, Rootes also offer a
transom drive assembly for the Alpine.

Smallest of the outboards is the “4.5” of
154 c.c., developing 43 b.h.p. at 4,000 r.p.m.
It is fully pivoting, and the specification
includes submerged water pump, flywheel
ignition, 22-gallon fuel tank and alternative
side-mounting brackets. It is priced at
£64 or £67 with manual long shaft. The
“6.5” costs £94 and £97 respectively; the
*“18” from £146 to £174; the “30” from
£180 to £215; the ““40” from £210 to £255.
All are two cylinder two-strokes, the three
larger models being available with electric
starter equipment.

The Alpine Transom Drive engine
develops 75 b.h.p., and costs £350 (£235
without drive unit). The Super Snipe is
priced from £320.

The new programme was announced on
18th December at Devonshire House, by
the Chairman, the Hon. Brian Rootes.

RIC CARLSSON will again compete in

next year’s East African Safari Rally,
having accepted the free entry offered to
him as a result of his win in the R.A.C.
Rally. Also entered so far for the Safari,
which takes place from 11th-15th April,
are Pat Moss and Anne Hall, both in
Fords, and Bill Fritschy, winner of the
event in 1959 and 1960, has indicated a wish
to take part again.

Rootes Alpine transom drive unit

N our Road and Track Test of Ken
Baker’s E-type Jaguar, published a
couple of weeks ago, we stated that Fred
Webster prepared the car throughout the
season. It was in fact Bob Webster, better
known as Dick—not Fred !

TEAM ELITE

TEAM ELITE, whose familiar white-and-green

Lotus Elites were very successful during
the past season, have announced their plans
for 1963. Two Lotus Elans are to be driven
by Trevor Taylor and David Hobbs and an
Elite by Clive Hunt. Hobbs, with co-
driver Frank Gardner, won the Thermal
Efficiency Index at Le Mans this year, and,
of course, he has raced with considerable -
success his own Elite fitted with automatic
transmission. Team Elite are to also prepare
an Elite for Gil Baird and Pat Fergusson.

T is rumoured that Lotus will be operat-

ing a Continental racing division to supple-
ment the Cheshunt end of things for next
season. The new venture will probably be
based on Brussels, and may comprise two
twin-cam 13-litre 23s, two Elites and two
Juniors.

OMRADES, the May, 1963, meeting of the
F.I.A. will be held in Moscow, by invita-
tion from the Russians.

KEITH GREENE, they say, will be racing a
Formula 1 B.R.M. next year.

MERCEDES are in the racing news again.

Continental sources indicate that the con-
cern may offer “‘encouragement” to Porsche
to remain in Formula 1 racing, and that a
S-litre G.T. prototype may appear under
the three-pointed-star badge.
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ASTON MARTIN O.C.: John Ogier receives
The Members® Trophy from the Marchioness
Camden, on behalf of the Essex Racing
Stable, at the club’s annual prizegiving. The
occasion is briefly reported on this page.

LEHTHH T T TR TH T

SPORTS NEWS
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YET another private owner has purchased

an ex-works B.R.M. Like Tony
Marsh and Ray Fielding, Phil Scragg will
use his entirely for hill-climbing. It is also
rumoured that he has imported a Chaparral
for the sports car class.

ON Thursday, 13th December, the Aston
Martin Owners’ Club held their annual
reception and prize giving at the Rubens
Hotel, Victoria. Guests were received by
the President of the club, the Marquess
Camden and his wife the Marchioness.
Those present included many well-known
names in the world of motor sport.
Amongst those present were Tony Brooks,
Robin Sturgess, Dick Protheroe, Mike
Salmon, Jean Bloxam, John Freeman,
John Ogier, Nigel Price, John Fenning,
Maurice Baring, John Eason-Gibson,
Edward Portman, Cyril Posthumus, George
Abecassis, Angela Brown, Dudley Coram,
John Wyer and Major Charles Lambton.
Trophies presented included the Emu
Trophy (Mike Salmon), St. John Horsfall
Trophy (A. Thimidis) and the Members
Trophy (John Ogier).
P.B.W.

ORD DOUNE is busy up in Scotland
rebuilding the ex-Whitney Straight-
Bira-Gaze-MacAlpine-Spero-Margulies 2.9
monoposto Maserati. He intends to com-
pete regularly in hill-climbs with it. Last
season Lord Doune drove a Bentley and an
SS-Jaguar; he also had a steady drive in
Ray Fielding’s B.R.M. at Prescott.

THE RETURN OF COVENTRY CLIMAX

BY JOHN BOLSTER

NO news could be more welcome than that

heralding the return of Coventry Climax
to Formula I racing. Things were looking
very black, and there were even those who
forecast a complete collapse of Grand Prix
racing, as in 1908, or a down-grading to an
inferior formula, as in 1952." The bomb-
shell of 17th October, which announced
the withdrawal of the engine which has
enabled Britain to win 22 Grand Prix
races, seemed a crippling blow to this
country. Happily, some leading members
of the British motor industry felt that our
continued participation in Grand Prix
racing was vital, and so increased financial
support will be given to certain Formula I
constructors who employ the Climax unit.

This will allow the builders of the cars to
contribute to the development expenses
of the engine manufacturers. Continuous
development is vital, and this year’s engines
will be completely outclassed by the power
units that will be in the racing cars of 1963.

The current V8 Coventry Climax engine
has the highest B.M.E.P. figures of any
G.P. power unit, and it also has a useful
range of torque, by I1i-litre standards.
Nevertheless, the fact must be faced that it
is short of revolutions and that any over-
revving brings serious penalties, usually to
the valve gear. It must certainly not be
taken over 9,000 r.p.m., whereas the
six-cylinder Ferrari and the Flat-8 Porsche
have another 1,000 r.p.m. to go, and the
B.R.M. has an extra 2,000 r.p.m. up its
sleeve.

Although all the Grand Prix engines are
over-square, the Coventry Climax has the
longest stroke. Its dimensions are 63 mm.
by 60 mm. compared with 73 mm. by
58.8 mm. for the Ferrari “six”’, 66 mm.
by 54.6 mm. for the Porsche, and 68.5 mm.

by 50.8 mm. which are the bore and stroke of
the B.R.M. Given a redesigned valve gear,
it would certainly be possible to run the
Coventry Climax engine above 10,000
r.p.m. while employing its existing dimen-
sions. Under these circumstances, it might
well overcome all the current competitors,
but they too are due for a winter of intense
research.

It is known that B.R.M. are spending the
winter in exploring the 12,000-15,000 r.p.m.
band. Even assuming that only 1,000 r.p.m.
are added to the usable range next season,
the B.R.M. will have a worthwhile edge on
all previous engines.

, It is necessary, at this point, to consider
what the actual power outputs of the
current engines may be. There are indeed
few circuits on which these figures are the
sole criterion, and the great difference
between the roadholding qualities of the
cars must add to the difficulty of estimating
engine performance. It would be fair to
say that the Lotus, with its light weight and
rigid construction, is the fastest chassis
round a circuit, and when powered by the
Coventry Climax unit it probably disposes
of 180 b.h.p. At the other end of the scale,
the Ferrari chassis is visibly less effective.
The 120 deg. V-6 engine is an awkward
shape to accommodate in a frame, and the
designers have compromised with bent
tubes, an unforgivable liberty. In addition,
the wire wheels, which we all admire for
their looks, are both heavy and structurally
weak. The Ferrari engine is probably just
a little more powerful than the Coventry
Climax, but a V8 is expected from Maranello
next season, certainly in a more rigid frame.

The air-cooled Porsche engine has an
output exceeding 185 b.h.p., but its future
is uncertain. The B.R.M. used to give

180 b.h.p. but I would assume at least
190 b.h.p. with the new pistons. Up to
now, the B.R.M. engine has been badly
balanced, and its tendency to vibrate has
cracked the bell-housings of certain gear-
boxes.

Assuming a well-balanced B.R.M. engine
with an extreme revolution range, and a
new Ferrari unit in a much better chassis, I
would suggest that the Coventry Climax
designers will go for a slightly more over-
square version of the current bottom end,
allied with new heads that incorporate a
really rugged valve operating mechanism.
Bearing the Honda motor-cycle engine in
mind, one might well forecast the use of
four valves per cylinder in such a unit.

The cult of high power output in the
medium revolution ranges has always been
something of a Coventry Climax monopoly.
I am sure that the opportunity to extend the
range upwards will only be accepted if
the present powers of acceleration can be
preserved, for the safety of a driver may
depend on his ability to “‘break away’’ the
rear end, and the 14-litre cars are distinctly
feeble in this important quality. Just watch
the blissful smiles when “the boys” get a
chance to handle the old 23-litre “bangers”
on occasion!

It would be true to say that the V8§
Coventry Climax engine has combined an
excellent power output with acceptable
flexibility and a praiseworthy lack of vibra-
tion. Numerous Grand Prix victories have
not blinded the constructors to the com-
paratively delicate nature of their power
unit. The sudden and extremely welcome
reappearance of this engine in the field of
Grand Prix racing must lead us to expect a
more rugged version of the extremely
successful V8. All the symptoms point to a
1963 season that will beat everything which
we have so far seen, and this metamorphosis
can be placed to the credit of Mr. Leonard
Lee, whe has made it all possible, for with-
out Coventry Climax the future would be
dark indeed.




CIRCUIT <«
EAST LONDON

JIM CLARK
Photo: Patrick Benjafield
No matter the number of drivers who
assemble on the starting grid on the
East London circuit on 29th December, the
world regards the Grand Prix of South
Africa as a duel. It would appear that the
odds are in favour of Londoner Graham
Hill in his B.R.M., who, if his rival Jim Clark
in his Lotus-Climax fails to win outright,
must be declared the World’s Champion
Driver.

However, Hill’s first task is to ensure that
the Border Scot farmer does not win, and
to do this, he cannot possibly afford to play
a waiting game. Clark is a tremendously
fast and skilful conductor, and the mono-
coque Lotus-Climax “25 is possibly the
most rapid 1}-litre Formula One machine
today. On a dry circuit, the road-holding is
impeccable, and its power-weight ratio is
slightly superior to that of B.R.M.—unless
the Bourne technicians have managed to
extract considerably more power from the
reliable V8 unit. In the wet, the B.R.M.
may have an advantage, and it has been
known to rain heavily on the Mdian
Oceanic coast at this time of the year.

The reliability factor does appear to
favour B.R.M., based on the Niirburgring
and Monza performances. Lotus have had
gearbox troubles, both Clark and Trevor

CAR PARKS

P P
n

RIFLE RANGE

CAR PARKS
-]

THE BATTLEFIELD

Taylor being eliminated at Monza with
failure in this department. Yet, it is worth
noting that the bothers were traced to an
unusual cause—an overdose of molyb-
denum disulphide additive in the gearboxes.
For some reason or other, the normal
amount was checked, but not the solution.
This was later found to have been of a new
double-strength issue, which was so efficient,
that certain roller-races became over-
lubricated and were permitted to revolve in
their housings, with disastrous results.
Colin Chapman and his men were astonished
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CHAMPIONSHIP

FINAL

Full Preview of the

South African Grand Prix

BY GREGOR GRANT

to experience failure in this ZF box, which
had been modified to overcome early
season troubles.

Graham has clung to the older-type
B.R.M. gearbox which was used on the
2%-litre cars. It is much heavier than the
ZF unit, but has been 100 per cent reliable.
B.R.M.’s experiments with the Colotti box
were none too successful, owing to the
difficulty of incorporating this transmission
in the present car, without very considerable
re-designing.

Naturally, in a Grand Prix, neither Hill
nor Clark can expect any assistance from
rivals. They, too, will be all out to win,
particularly John Surtees in his Lola-
Climax, who would dearly like to register a
first win for the Bowmaker-sponsored
machine in a Grand Prix, and thus enhance
Eric Broadley’s chances of being able to
continue with the development of the car,
threatened by the coming withdrawal of
Bowmaker. Surtees, of course, has signed
for Sefac Ferrari for 1963, but even so, he

COLIN CHAPMAN

SIR ALFRED OWEN:"

GRAHAM HILL

Photo: Patrick Benjafield

is one of the most dangerous challengers
that Clark will have to face if he does
manage to keep in front of Graham Hill.
Paradoxically, this would suit Hill to a T,
for a Surtees victory would give him (Hill)
the title. Yet, motor racing being what it is,
even if Surtees managed to establish a clear
lead over Clark, Graham could not possibly
afford to trundle along behind, in case
Surtees met with trouble. The same applies
to the Cooper-Climax pair, Bruce McLaren
and Tony Maggs, both capable of upsetting
the applecart. Maggs, in his own country,
may play a prominent part in this vital race,
and anyone who underrates Bruce McLaren
must have a hole in his head. Another
source of danger to the main contestants
may come from the Rhodesian Gary
Hocking in Rob Walker’s V8 Lotus-Climax.
Although comparatively inexperienced, he
may do a ‘“‘Baghetti”’, setting the cat amongst
the pigeons with a vengeance. After all, he
is no stranger to speed, and from all
accounts must be a driver with a future,
otherwise the shrewd Walker would not
have signed him up to replace the injured
Stirling Moss. Jack Brabham must also be
considered. His Brabham-Climax has been
considerably improved since its initial
appearance, and a G.P. victory would be of

B o
GARY HOCKING*
Will he do a “Baghetti”?
immense value to his manufacturing con-

cern.

Both B.R.M. and Lotus-Climax team
chiefs must be scratching their heads over
possible strategy for this race. Undoubted-
ly Trevor Taylor and Richie Ginther will be
given important instructions, based on the
need to give Clark and Hill the maximum

(Continued on page 883)

*Since we closed for Press we learn that Gary
Hocking was killed while practising for the Natal
Grand Prix.




874

JOHN BOLSTER
TESTS: THE

MORRIS
MINI-
COOPER

THE Morris Mini-Minor has had a

phenomenal success. One merely has to
count them on the road to realize that Alec
Issigonis has really hit the jackpot with this
model. At a basic price equivalent to
about a pre-war £100, it provides rapid,
economical transport for four people with
a standard of roadholding that confers
quite exceptional safety on all road surfaces.
 The basic design, with all four wheels
independently sprung on rubber, is ob-
viously suitable for considerably higher
speeds than the standard 850 c.c. engine can
provide. Indeed, many tuned versions of

W <

this power plant prove the point. It was
therefore decided to produce a faster version
of the Mini, and Alec Issigonis went into a
huddle with John Cooper over this.

In order to keep the price within bounds,
it was decided to use the same pressed-steel
body. The engine is still transversely
mounted and drives the front wheels, but it
has a crankshaft giving a longer stroke
which has a vibration damper for sustaine
operation at high revolutions. The capacity
of this engine is in fact slightly greater
that of the old Minor 1000 at 997 c.c. and
there are twin SU carburetters. This larger

1y
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power unit, with its special camshaft, adds
no less than 21.5 b.h.p. to the Mini.

The unit is by no means highly tuned,
but it does its best work at about 1,000
r.p.m. above the usual rate of the smaller
version. It therefore needs closer gear
ratios which are provided, the lower gears
having been “closed up™, but the final drive
(top gear) ratio is the same, though an
optional “high cog” is available. The
brakes of the ordinary Mini are not its
strongest feature, so discs are installed on
the front wheels of the Cooper.

Apart from more complete instrumenta-
tion, as befits a sporting type of car, the
interior does not differ greatly from that
of the standard model. The most noticeable
difference is a remote control gear lever
which is a reasonably effective makeshift.

The Mini-Cooper can be used for any
purpose for which the standard model is
suitable. It is just as good a shopping car
and not noticeably noisier than its bread-
and-butter sister. In this connection, how-
ever, one must criticize the remote control
gear lever, for it does “‘telephone™ a lot of
noise into the interior of the vehicle. The
actual changes are quite quick, and the
closer ratios greatly improve the car, second
now becoming a really useful gear.

The clutch grips well for fast changes,
and one must applaud the responsiveness of
all the controls. The ride is fairly hard, with
some pitching, but many sports car en-
thusiasts are by no means averse to such
suspension characteristics. The standard of
comfort is acceptable, and in the case of
the test car it was greatly enhanced by the
optional fresh air heater, a tremendous
improvement.

The speed of the Mini-Cooper is held
down to a little below 90 m.p.h. by its
rather unstreamlined shape. Tuned Minis
have certainly gone faster, but the extra
power needed to increase the speed
appreciably could only be supplied by a
rather “hot™ and not very economical
engine. The acceleration is in a different
world from that of the standard Mini, and
cars which habitually overtake that worthy
little machine are themselves overwhelmed
by the Cooper version.
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The average speeds which can be
achieved, particularly over difficult terrain,
can only be described as incredible. The
engine is very willing and the gear ratios
are so right that even very fast sports cars
cannot shake off this Mini. The disc brakes,
which initially left something to be desired,
are now perfectly adequate and really pin
the little projectile down.

Nevertheless, it is the celebrated road-
holding which contributes most to the
overall performance. We have all seen
Minis in saloon car races demonstrating
their high cornering power against more
conventional cars. Their cornering speed is
certainly a little greater than that of most of
their competitors. What is so remarkable,
though, is the phenomenal *‘dicing margin™
that is available.

Most cars with high cornering power tend

to be unforgiving. In the hands of an
expert, they are most impressive, but the
novice who tries to drive on the limit will
eventually spin off ignominiously. The
Mini-Cooper can be driven up to and past
the limit of adhesion by quite a moderate
driver. When he appears to be about to
enter the decor he simply eases his foot
momentarily. The tail comes round, the
sliding car loses speed, and another burst
of throttle sends him on his way.
Fundamentally, this. type of stability
renders it possible to travel fast in safety
even when the road is not well known to
the driver. He will find that he can beat
pilots of his own calibre who have faster
cars, simply because his Mini-Cooper will
look after him when he is indiscreet. The
extra power available makes the Cooper
version even safer than the standard car.

MPH
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The only danger is that the Mini driver
may later try to handle something else with
similar carefree abandon. Frankly, it can’t
be done!

It is natural that the extra performance
must be paid for in some way. The fuel
consumption is considerably heavier than
that of the standard Mini, which habitually
achieves well over 40 m.p.g. If one uses the
performance, the Cooper will stay on the
wrong side of 30 m.p.g., but this is entirely
reasonable at the average speed which it
encompasses. Similarly, the driver who
habitually corners near the limit will con-
sume his tyres fairly rapidly and they
become remarkably hot during long runs
at spectacular average speeds.

The Mini-Cooper is a small economy
saloon when driven moderately, which is
flexible and easy to handle. When pressed,
it becomes a genuine sports car, capable of
really remarkable performances. If it is
then somewhat less economical, the sheer
fun of handling it must more than counter-
balance the slight increase in cost. For the
man who is bored with his daily drive to
the office, a Mini-Cooper could render this
dreary trip an eagerly awaited pleasure.
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SPECIFICATION AND PERFORMANCE DATA
Car Tested: Morris Mini-Cooper saloon, price

£640 including P.T.

Engine: Four-cylinders 62.43 mm. X
(997 c.c.).
Compression ratio 9 to 1. 56 b.h.p. (DIN) at
6,000 r.p.m. Twin SU carburetters. Lucas coil
and distributor.

Transmission: Single dry-plate clutch. Four-speed
gearbox with central remote control and synchro-
mesh on upper three gears, ratios 3.765, 5.109,
7.214, and 12.048 to 1. All-gear transmission to
differential and articulated shafts to front hubs.

Chassis: Steel punt-type chassis with integral steel
saloon body. Independent front suspension by
wishbones and rubber springs. Rack and pinion
steering. Independent rear suspension by trailing
arms and rubber springs. Telescopic dampers all
round. Bolt-on disc wheels fitted 5.20-10 ins. tyres.
Lockheed hydraulic brakes with front discs and
rear drums.

Equipment: 12-volt lighting and starting. Speedo-
meter. Temperature, oil pressure, and fuel gauges.
Windscreen wipers and washers. Heating and
demisting. Flashing direction indicators.

Dimensions: Wheelbase 6 ft. 8% ins. Track (front)
3 ft. 11% ins.; (rear) 3 ft. ins. Overall length
10 ft. 0% in. Width 4 ft. 7} ins. Turning circle
31 ft. Weight 113 cwt.

Performance: Maximum speed 88.3 m.p.h. Speeds in
gears: 3rd, 67 m.p.h.: 2nd, 50 m.p.h.; 1st, 30 m.p.h.
Standing quarter-mile 20.8 s. Acceleration:
0-30 m.p.h., 4 s.; 0-50 m.p.h., 11.2 s.; 0-60 m.p.h.,
17 s.; 0-70 m.p.h., 25.1 s.

Fuel Consumption: 27 to 31 m.p.g.

81.33 mm.

Push-rod-operated overhead valves.



876

AUTOSPORT, DECEMBER 28, 1962

Pre-race conference between Hill and Clark on the grid at Oulton Park in September, 1962. On this occasion Jim Clark scored a
win although, of course, the race had no bearing on the Championship.

GRAHAM? OR JIM?

. BY DAVID PHIPPS

ON 29th December, at East London in South Africa, will be

fought out the race which decides the destination of the
Drivers’ World Championship for 1962. If Jim Clark wins he
will be World Champion. If he doesn’t win, Graham Hill will be
the Champion. It is as simple as that.

How is this situation reacting on these two young men, both
thrust almost overnight into the limelight? To find out, and to
get some idea of their philosophy on racing and on life in general,
I recently interviewed them both (separately, of course) putting
the same basic questions. but letting each expand on his answers
at will.

D.P.: Jim, why do you go motor racing? What do you like
about it?

J.C.: When I started it was just a matter of curiosity. I wanted

to see what racing was like, but 1 never had any ambition to
become a Grand Prix driver. In fact, even in 1959 I still had no
real desire to do so. In those days I had never even driven a
single-seater—I didn’t do so till 1960.

Nowadays there are a lot of reasons why 1 like racing. I get a
tremendous kick out of it. I like the technical side of it, too—
not that I know much about it; working with Colin Chapman,
you know, and seeing the way he goes about things, explaining
why something works, and something else doesn’t—that sort of
thing. From the driving point of view there is a continual striving
to reach perfection, although I don’t think one can ever achieve
this. The money comes into it, too, now, though it didn’t when
I started.

D.P.: Before you started, were you a keen driver on the road?

- g —
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J.C.: Oh, yes. I used to do a bit of rallying and so on. In fact,
even as a kid on a pushbike I used to race people about. 1 think
the urge to go fast has always been there.

D.P.: Having said what you like about motor racing, what
don’t you like?

J.C.: This is difficult. I don’t know, 1 like most things about it.

D.P.: This is a chance to air some complaints and grievances,
if you have any.

J.C.: Compiaints and grievances? 1 don’t like some Press
reports. I can’t understand why a newspaper sends a man hundreds
of miles just to fill a 2-in. space. Half the time they don’t even
give the results accurately.

D.P.: Would you prefer the Press to ask you more questions?

J.C.: Well. I think it would help. At times, obviously, I would
rather they didn’t. But it might help to get the facts right. Even
the technical press get things wrong sometimes, though 1 realize
only too well we can all make mistakes at times. :

D.P.: Do you ever analyse your driving?

J.C.: Not really. Sometimes, after a race, I try to work out if
I would have gone faster, or done better. Sometimes, even when 1
have won, I am not particularly happy because I feel I could
have driven better. It almost gives me more satisfaction to feel
I have done a good job, even if I have only finished fourth or fifth.

D.P.: When you go to a new circuit, how long does it take you
to get down to a good time?

J.C.: Well. . . . 1 wouldn’t say I pride myself, but I think I can
learn a circuit as quickly as—probably slightly quicker than—the
average person. 1 can go fairly quickly right away, even on a
circuit which I've never seen before. Until 1960 I'd never driven
at Silverstone, but I didn’t find this as much of a handicap as 1
had expected when I did go there.

D.P.: What would you say is your line round a circuit, by com-
parison with the average line?

J.C.: Nowadays I think I probably go into-corners earlier than
I used to.

D.P.: Less of a sweep, you mean?

J.C.: Yes, less of a sweep—in fact, trying to shorten the distance
round the circuit. I also find that I am going further into the
corner under braking—starting to turn with the brakes still on.

D.P.: Which is why you sometimes begin to lock up the inside
front wheel?

1.C.: Yes, because I'm still braking hard as I'm turning into the
corner. Sometimes, if I find I am not going quickly enough, instead
of braking later I try to get off the brakes earlier, which means I go
into the corner quicker.

D.P.: What is your ideal car? Do you like a car to understeer,
or oversteer?

J.C.: Well, when I started I used to prefer an oversteering car.
At first it was very difficult to me to drive a Lotus. It was fabulous
to drive on tramiines, but as soon as you started to get the back
out it became very twitchy. I feel that I can get somewhere near
the limit with an oversteering car. Mind you, it mustn’t oversteer
too much. As far as Formula One is concerned a slight tendency
to understeer is probably a good thing, because understeer can be
corrected without losing too much time, whereas correcting
oversteer is liable to waste time.
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D.P.: Instead of throwing it around, and using the power to
promote roadholding?

J.C.: Oh, you do that to a certain extent on the Lotus as well.
You know, it gives you a better bite through a corner if you can
get on the throttle.

D.P.: Does the tail of the 25 come out much if you lift off in a
corner?

J.C.: No, not very much. It all depends on the attitude you're
in. If youre still understeering, obviously it won’t come out
very much, but if you’'re right on the limit then it will. I used this
technique to promote oversteer on an understeering car when I
want 1t.

D.P.: Would you rather have larger engines for Formula One?

J.C.: Yes, I think so. I can’t say I don’t like driving the 13-litre
but I’ve always enjoyed driving big cars.

D.P.: Wouid you like the Lotus 25 better, do you think, with a

1-litre engine

J.C.: I think it would change it slightly. For instance, I think
you would have to finish braking earlier, and get back on the
power to set the car up properly. But basically I think it would
be better.

D.P.: Did you find a big difference between the 11-litre and
the 23-litre Lotus 18 which you drove in 19607

J.C.: Yes. In the 13 you tended to concentrate more on the
cornering. Also you had to concentrate on being in the right rev.
range, because the 14 wasn’t such a torquey engine; you also had
to use the gearbox more and you concentrate on getting out of
the corner as fast as possible. I do the same thing now in Formula
One. I check my revs. at a certain point coming out of a corner,
especially if I am trying anything new, to see whether or not it
improves matters.

D.P.: Don’t you feel that if you'd applied that mentality to
the 2%, you could have made it go faster?

J.C.: Yes, maybe, but I still had my L-plates up in 1960. I
was still learning; 1 still am, in fact.

D.P.: If and when you win the World Championship, would
you like to retire?

J.C.: It’s very difficult to say. In a way I probably would, but
I think 1 might miss it too much. I also feel that if you do win it
you should go on for at least another year, because the crowd
like to have the World Champion there.

D.P.: How important is the World Championship to you?

J1.C.: Well, now that it is suddenly within my grasp it is becoming
more and more important every day. But I have no burning desire
to be World Champion. I wouldn’t like it to become an obsession.
It takes a tremendous amount of luck to win the Championship,
no matter who you are. 1 can go through the season and give
you a list of reasons why Graham should have won and a list of
reasons why I should have won; there is a lot of luck attached
to it.

D.P.: You think luck has a lot to do with it. Are you super-
stitious ?

J.C.: When I say “luck™, it is really circumstances which at
times are for you and at others against you. No. I am not super-
stitious, though I could quite easily become so if I didn’t think
it was a bad thing for one’s frame of mind.

A Question-And-Answer Interview

with Each of the Two Young Men of whom One

must become World Champion

D.P.: And power.

J.C.: Yes. And there’s another thing. You can make an under-
steering car oversteer, but you can’t make an oversteering car
understeer—at least I can’t.

D.P.: Do you worry about getting the Lotus 25 out of shape?

J.C.: Not so much as in the 18, or even the 24; in fact, it feels
to drift more than any of them. I don’t mind the tail coming
out hin a corner, as long as I’ve got enough arm movement to deal
with it.

D.P.: How much do you have to alter your Lotus technique
when you drive a car like the Aston Martin?

J.C.: Oh, it’s completely different. At Goodwood this year it
took me the whole of the first practice session to get back into
the groove of driving an Aston. At first I was trying to drive it
round the corners like a Lotus!

D.P.: How much is the World Championship affecting your
life? Does it stop you sleeping?

J.C.: Oh, no. The worst thing is that people keep asking me
who is going to win in South Africa. If I knew I would be a
happy man.

D.P.: Will you try any harder in South Africa than you have
in previous races because the Championship hinges on it?

J.C.: T hope not. The thought of Championships or prize money
never enters my head when I'm driving. I drive because I like it,
and if one day I want to beat the fellow in front it’s because 1
want to beat him, not because there’s more money for being
first than there is for being second.

D.P.: Can you be as genuinely friendly with other drivers as.
you can with someone you are not competing against ?
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J.C.: Yes. I am very friendly with most of them, although
when it comes to the technicalities of racing, I always feel they
are talking with their tongues in their cheeks.

D.P.: Do you ever feel nervous before a race?

J.C.: 1t varies. Sometimes I do, sometimes I don’t. Funnily
enough, it doesn’t necessarily have to be an important race.
Generally, though, I don’t feel as nervous now as I used to. It’s
always worse if I am in pole position than if I am at the back of
the grid. If you are in pole position you are expected to do well.
I was twitched up before this year’s British Grand Prix because
I’d been having trouble with the engine in practice.

D.P.: But it was all right in the race, wasn’t it?

J.C.: Well, it wasn’t really, because the car was still slower
on the stralght than the 24 had been in the April meeting. Actually,
I think we had a high tail wind in the April meeting and a head
wind in the Grand Prix. This may have had something to do with
it, but in practice I was over a second slower than at the previous
meeting, when I was driving well within myself. In the end I
equalled my April times, but only by driving rather brutally;
anyway, 1 didn’t expect to do well in the race.

D.P.: What actually do you feel nervous about ?

J.C.: Most of all I worry about the car breaking. In practice
at Rouen my steering broke, and for weeks afterwards, even on
the road, 1 would go along in a straight line twitching my hands to
make sure that the steering was working. At Rouen I was doing
this all through the race. The other thing that really terrifies me
is oil; if someone suddenly starts dropping oil, if I see a streak of
oil in one corner, I really get worried.

D.P.: Have you had much experience of coming on oil suddenly ?

J.C.: Only bad experiences.

D.P.: Do you ever feel frightened during the race, apart from
things like mechanical failure or oil?

J.C.: No, I'm too tied up with the job in hand.

D.P.: Do you feel you concentrate 100 per cent ?

J.C.: No. I don’t think anyone can concentrate 100 per cent.
for two hours; in fact statistics say that very few people can
concentrate for more than two minutes without letting their
minds wander.

D.P.: Do you like driving at close quarters, or slipstreaming
other cars?

J.C.: It depends on the circuit. It’s good fun at times, but I
prefer to be out in front, nice and lonely, where I can concentrate
on my own driving.

D.P.: What is the ideal race as far as you are concerned—
taking the lead at the start and staying there till the finish?

J.C.: Well, that’s the way I like to win races, although my ideal
is to start at the back and come through the field to win.

D.P.: If and when you do retire, will you be able to go to races
without wanting to take part?

J.C.: Not very often. No matter what I'm doing, I'd much
rather take part than watch.

D.P.: Do you have much of a battle with your parents, and
home life, as against racing?

J.C.: Well, in a way they are now resigned to the fact that I
am racing, but my mother still worries about it all the time. My
father likes to talk about my racing with his friends, but in his
heart of hearts he would still like me to give up.

D.P.: Does it upset you, the fact that your mother worries ?

J.C.: Not really, because she worries about everything—even
crossing the street. But it would upset me if my father got really
worried, because he doesn’t normally show that he’s worried. I
tell them as little about racing as I can. I never telephone home
after a race, because they would be really worried if I couldn’t
get through one night.

D.P.: You accept that racing is dangerous ?

J.C.: Yes. So is crossing the street.

D.P.: Agreed, but you're saying that as something of a defence
mechanism, aren’t you?

J.C.: Yes. I must admit it is dangerous. I accept that, but I
1ry to make it as safe as possible.

D.P.: Do you ever feel a need to nurse your car?

J.C.: Sometimes. At most races this year I have tried to nurse
it. If 'm in the lead I make a conscious effort to take things easily.
1 don’t just go flat out from start to finish.

D.P.: Youdon’t believe in building up a lead against eventualities ?

J.C.: No, because in the time that you’re building up that lead
you may have your eventuality.

D.P.: By taking more out of the car?

J.C.: Yes. But don’t misunderstand me. 1 like to get enough in
hand so that if something starts to go wrong the man behind
me doesn’t know immediately. This has happened at least twice
this year. At Aintree, in the last few laps, the gearbox got very
hot and everything began to feel tight, so I slowed right down.
Afterwards Graham thanked me for not lapping him, but it
wasn’t just a matter of being kind to him! It was much the same
at Watkins Glen. The clutch wasn’t working, and in the last
few laps I thought the synchromesh rings were going to break;
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this lets you get two gears at once, which is marvellous! Fortunately,
they held out.

D.P.: How do you reckon to beat somebody in a similar car?
(I;/Iost of the Formula One cars are very closely matched these

ays.

J.C.: Before a race I'm often convinced that I can’t win, but
once the flag falls and I get the bit between my teeth it’s a different
matter. I just go out and take things as they come.

* * 3k

THAT is Jim Clark. He just takes things as they come. He started

racing almost by accident, he does not really analyse his
driving, yet he has tremendous natural ability which, combined
with the speed and roadholding of the Lotus 25, could well earn
him a World Championship which until a few weeks ago was of
no more than academic interest to him. One has the feeling that
even if he does win he will still be a little baffled by it all.

D.P.: Graham, why do you go motor racing? What do you
like about it?

G.H.: That’s a very, very difficult question. I suppose it’s a
bit trite to say I enjoy it, but I do enjoy it. To me it’s fulfilling
an ambition. If I get a bit airy-fairy about it, I think it’s a means
of expressing oneself. And, of course, it is a means of trying to
prove that you’re better than somebody else.

In addition to all this, the actual sensation of driving is a big
lure for me. The sensation of taking a car through a corner and
trying to improve on it—trying to reach perfection, lap after lap,
and never really achieving it. For instance, if I were to lap
Goodwood at, say, 1 min. 24 secs., I would then try to lap it at
1 min. 23.9 secs. Now, the moment you knock a tenth of a second
off—even a small time like that—the circuit presents a slightly
different picture. It changes; it really becomes a slightly different
circuit. You never really get to know a circuit because you're
always aiming to go round a little bit faster, and every time you
do go a little bit faster the circuit becomes slightly different.

Every time you go round a corner you're trying to do it better
than the last time. I’m sure that nobody has ever done a perfect
iap anywhere, and if I get one corner off perfectly once in a race,
that is an achievement. It depends what sort of standards you
set yourself, but I think that anybody who can do two consecutive
corners perfectly has really achieved something.

And, of course, racing is my profession; it is the only thing I
know; in effect it is a way of life. It pays very well too; I couldn’t
possibly find another job that pays as well.

D.P.: But that wasn’t the main reason when you started ?

G.H.: No, I'd no idea that I was actually going to earn money
at motor racing when I first started. I was introduced to motor
racing through a drivers’ school. I read an advertisement and
went down to Brands Hatch and had £1’s worth of motor racing,
which entitled me to four laps of Brands Hatch at 5s. a lap. I'd
only just learned to drive a car at the time, so I can’t say it was a
life-long ambition or anything like that. I knew nothing about
motor racing; I'd never seen a motor race and I'd never really
seen a racing car, but I stepped into this Formula Three car and
did the four laps, and there and then I more or less made my
mind up that I wanted to go motor racing.

D.P.: What prompted you to go to Brands Hatch when you
saw this advertisement?

G.H.: Well, I was rowing at the time. But the season finished
somewhere in the region of August/September and I was left
with nothing to do with my spare time for a couple of months.
I was then working at Smiths as a technical assistant in a depart-
ment working on car heaters. The motoring magazines passed
through the office, and somebody pointed the advertisement out
to me and said “Why don’t you try this?” So I did.

D.P.: Did you have a car of your own on the road?

G.H.: I had a car, yes, a 1934 Morris 8 tourer which I'd bought
a few months before when I came out of the Navy, after two
years as an engine room artificer. At one stage, when I was on a
cruiser, I had control of a turbine; at that time I had 20,000 h.p.
at my fingertips! I've never had quite so much power to play
with since.

D.P.: We started with what you like about racing; is there
anything you don’t like about it?

G.H.: Well, I don’t like oil on the circuit, but I can’t really
blame anyone for that. That’s my major dislike.

D.P.: Anything else?

G.H.: Well, of course, there’s the old question of the police at
French races and at Monza. I don’t fully understand the organ-
izers’ problem; presumably they have to have police there for
some reason which I don’t understand, but I think their attitude
is disgraceful. All the people concerned with racing are doing it
all the year round; we know roughly what goes on and how we
should behave; we don’t need to be pushed and bullied and spat
on and locked up; I’'m only too pleased that there are no police
on any British circuits. They are very, very helpful in directing
and controlling the traffic, but we’re fortunate enough to be able
to run the meetings without having them on the circuit.
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D.P.: Do you ever analyse your driving?

G.H.: Analyse it? How do you mean? I'm fairly self-critical
I think; I don’t think I’ve been really satisfied. I always think
that I could have done a better job.

D.P.: Do you analyse it technically, I mean? Do you sit down
and try to work out the way you're driving the car, or whether
you would like it to handle differently?

G.H.: Oh, I'm continually thinking about the car—and, I
suppose, about the way I'm driving it. I don’t think a lot about
my style. I try to be precise, and accurate, and tidy, because I
feel that this is the best way to be; it also requires the least effort,
and this pays off in long races.

On the whole 1 probably think more about the car in relation
to my driving than about my driving in relation to the car. 1
can alter the car, but I don’t know whether 1 can improve my
driving. I want the car to fit in to my way of driving. It will then
do exactly what I want it to do.

D.P.: We were talking earlier about perfection, about getting
round a corner perfectly; what is your criterion of perfection?
Is it the feeling that the car transmits to you, that it couldn’t go
any faster?

G.H.: Yes, I am trying to do my best, the car shows me whether
I am doing my best and the rev. counter tells me whether I'm
actually coming out of the corner quicker. I always check the
revs. at a certain point on the exit from a corner.

D.P.: Do you do this regularly?

G.H.: Yes. If I really thought about it I could probably tell
what revs. I come out of the majority of corners on all the Grand
Prix circuits. Of course, the overall criterion is the stop-watch.
Normally I go into a corner slowly and come out fast, which I
think is probably the best way to do it. I have tried going in
quickly and coming out a bit slower, but I think the other way
is both quicker and safer.

D.P.: Apart from that, how do you tell when you’re on the
limit, when the car couldn’t go any faster round a corner without
going off?

CLOSE FINISH at Silverstonein May, where

Graham took the chequered flag only inches

ahead of Clark in one of the closest finishes

ever seen in British motor racing, and certainly

the most exciting ever seen at Silverstone.

Both cars were credited with identical times
for the race.

G.H.: When the car feels as though it’s on a knife edge, and
when I'm using the last inch of road coming out of the corner.
I know when the car is just about ready to go off the road, and,
of course, I know just how much power I'm getting through.

D.P.: When you go to a new circuit, how long does it take you
to get down to a good time?

G.H.: Well, of course, it depends on the circuit. I'm not hedging,
but of course the Niurburgring takes a lot longer than a circuit
like Watkins Glen. Roughly I'd say that after about 10 laps I'm
probably getting down to a time somewhere in the middle of the
field. After 20 or so I should be doing a quick time.

D.P.: What would you say is your line round a circuit, by
comparison with the average?

G.H.: Oh, about the same I would have thought.

D.P.: I seem to recall that some years ago you had a line for
Paddock Bend at Brands Hatch which was considered completely
different from anybody else’s, much more of a sweeping line
than, say, Stirling would take.

G.H.: I think this brings us back to the business of going in
slowly and coming out fast. He was probably quicker over the
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first half of the corner and I might have been quicker on the
second half; T don’t know whether I was or not, I should imagine
that I wasn’t, because he was going a lot quicker than I was,
if I remember. He is a better driver anyway. But I felt I was
getting the power on sooner or more power on sooner, which is
important at Paddock because there is an uphill section afterwards.

D.P.: What’s your ideal car? Do you like a car to oversteer
or understeer ?

G.H.: Well, I think those days, the days of accepting a car as
it is, are over. Practically all drivers have a different way of
driving, so what is oversteer for one person can be understeer
for another in the same car. 1 think understeer and oversteer are
mainly a function of the amount of power that is being used.
Early this year B.R.M. did some testing at Zandvoort, and I
tried Richie Ginther’s car. Richie was complaining of understeer,
but I thought the car was oversteering. We were both right because
we drive differently.

On the whole I would like to think that I prefer a car with
neutral characteristics. The whole basis of motor racing—the
criterion of going round a circuit quickly—is the amount of power
you can get on the road. If you have a chronic oversteering car,
you have to lift off—otherwise the back will come round. In an
understeering car you can kill a lot of the understeer by setting
the car up and then putting the power on; this holds it in a power
drift which in effect kills the understeer. But there are some
corners which you just cannot get round without backing off and
starting again. I like to be able to set the car up at the entrance
to a corner and go through the corner in a power drift.

Nowadays 1 think it is essential for a driver to be able to set
the car up for his own particular needs. I think the days have
gone when a driver used to turn up, put his gloves and hat on,
do a few laps and then go home. Nowadays a driver must make
the car suit his style, because competition is so fierce that every
little tenth is going to count.

D.P.: Would you rather have bigger engines for Formula One?

G.H.: Yes, I would. I think I would like something in the

region of 2}- to 3-litres. Ithink Formula One should be the premier
class of racing, and at present it isn’t, not really. The G.T. Aston
Martin which I drove at Le Mans this year would do 175 m.p.h.,
whereas the maximum speed of a 13-litre Formula One car is
160 m.p.h. at the outside; I don’t think that’s right.

D;,P.: Do you find a big difference between 131-litre and 23-litre
cars?

G.H.: Yes, well, it’s difficult to say now, but there is a difference.
The big difference comes when you've been driving a 2} and you
get back into a 14. T always got the feeling that I was doing more
of a job with a bigger engine.

D.P.: How important is the World Championship to you?

G.H.: Well, if I don’t win it, I don’t win it. I’'m fairly philo-
sophical about it. Perhaps I don't realize the importance of it;
if you’ve never had anything you don’t miss it. I would like to
win the Championship, I really would, but I'm not going to cry
over it if I don’t. There’s a good chance that I won’t win it, but
it’s not worrying me. I'm not going to get upset about it, I think
that would be foolish.

(Continued on page 895)



MONG the profusion of cars, with sporting
pretensions, built in England after the
first World War, perhaps the most renowned
are Alvis, Aston Martin, Bentley, Frazer-
Nash, G.N., H.R.G. Of these, Alvis alone
exists as a successful independent manu-
facturer.

T. G. John, formerly Chief Engineer of
Siddeley Deasy, founded the Alvis Car &
Engineering Co. in 1919. The legend that
Alvis is the only car name to be invented
per se is not strictly accurate, as the name
originated in the trademark of a brand of
aluminium piston designed by G. P. H.
de Freville, another founder of the company.

The first model introduced by the new
company was the 10/30, a 13-litre side-
valve, long-stroke model, with engine
dimensions of 65x110 m.m. A power
output of 30 b.h.p. was developed and a
four-speed gearbox was standard. Although
the 10/30 was considerably more expensive
than its rivals, such as Calthorpe or
Hillman, it was also somewhat faster,
having a top speed of around 60 m.p.h.,
and the appearance was infinitely more
attractive. The reputation of the 10/30
was firmly established in 1921, when a
highly-tuned version lapped Brooklands at
‘93 m.p.h.  In 1923 production of the
side-valve 10/30 ceased after some 200 had
been produced.

By 1922, cars were leaving the Coventry
factory at the rate of nearly 20 a week. A
certain complexity had entered into the
number of models produced by Alvis. The
10/30 was made in two forms, one of which
had a push-rod o.h.v. engine and a claimed
top speed of 80 m.p.h. An enlarged version
with engine dimensions of 68x 110 mm.
had been introduced and, as it developed
40 b.h.p., was typed 11/40. Later in that
year, this was supplanted by the 12/40,
which in sports form was guaranteed to
exceed 60 m.p.h., and the handsome
appearance of this car with “duck’s tail”
bodywork set the pattern of Alvis styling
for some years after.

Captain G. T. Smith-Clarke joined the
company in 1922 and by 1923 the fruits of
his labour were revealed in the 12/50,
which went into production in the latter
part of that year. The model was success-
fully launched by winning the 1,500 c.c.
class of the J.C.C. 200-mile race at Brook-
lands. This was achieved against works
entries from A.C., Aston Martin, Bugatti
and Fiat. It was admittedly a victory by
default, but the works Alvis driver, Harvey,
in a car which varied from standard
primarily by the fitting of a higher back-
axle ratio and of which the power output

was still only 53 b.h.p. at 4,000 r.p.m.,
won at 93 m.p.h., with the fuel consumption
of 24 m.p.g. Large-scale production of the
12/50 commenced in 1924.

That the 200-mile victory was no flash in
the pan, was emphasised by a large number
of class records taken at Brooklands in the
same year by Harvey and Cushman; these
included the 12 hours record at over 86
m.p.h. A team of 12/50s, led by S. C. H.
Davis, took the first three places in their
class in the 1927 Essex Six-Hour Race.

The 12/50 was the outstanding British
13-litre car of the period, and the perform-
ance of the more stark sporting versions
was indeed satisfactory, giving 60 m.p.h.
in third and 75 m.p.h. in top. Production
continued until 1932, and the chassis was
offered with a wide variety of coachwork
ranging from the very sporting “duck’s
tail” two-seater favoured by the young
bloods to leisurely family tourers selected
by professional men who disdained a
Bullnose Morris or an Austin 12/4. The
specification remained basically unchanged
over the years, but front wheel brakes were
standardised in 1924, the cone clutch was
replaced by one of single-plate design in
1926 and a cylinder head with better
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ALVIS

A Brief Resume

BY ANTHONY PRITCHARD

FRONT-WHEEL-DRIVE: The 1926 12/80
Alvis (above), a 100 m.p.h., 125 b.h.p.,
Cozette supercharged car that sold at
£1,000. Production of this car was aban-
doned in 1927, though a revised version

appeared the following year. 1963 ALVIS
(top left) is the T.D.21, which has continued
virtually unchanged since 1959.

porting appeared in 1927. In later years, a
larger capacity engine of 1,645 c.c. was
available and this was standardized in the
12/50 of 1931.

Perhaps the 12/50 is the Vintage car to
be seen in most numbers today; it has the
appeal of sturdiness and reliability com-
bined with reasonable economy and,
although the rather high weight of the
car results in leisurely acceleration, the
12/50 will certainly go well when really
wound up. A further blessing is that the
manufacturers are still able to supply a
reasonable selection of spares for these cars.

In 1925 Alvis embarked on a most
ambitious policy, which if it had succeeded,
could have popularized front-wheel drive
25 years earlier, but which, instead, almost
resulted in the premature demise of the
company.
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The first f.w.d. model was evolved with
a view to participating in the 1926/7
14-litre Grand Prix formula. The prototype
contained a large proportion of light
alloy, including a channel-section frame in
duralumin. The car was powered by a
mildly-tuned version of the 12/50 engine
set back to front in the frame and power
was transmitted by exposed half-shafts,
each having two universal joints, one
within the brake and the other within the
hub. In Harvey’s hands a number of
minor competition successes were achieved.
Two cars were entered in supercharged
form and driven by Harvey and the Earl
of Cottenham for the 1925 J.C.C. 200-mile
race, and the makers were anxious to
repeat the 1923 victory. The Earl of
Cottenham retired with an assortment of
mechanical maladies and Harvey, after an
half-hour stop to replace a push-rod and
rocker finished in 19th place.

£1,000 in 1926 would purchase the
newly announced 12/80, a production
f.w.d. sports car, incorporating a Cozette
supercharged, gear driven overhead cam-
shaft engine, developing 125 b.h.p. and
guaranteed to attain 100 m.p.h. Production
of this model was abandoned in 1927,
but for 1928 a revised version reappeared
which persisted until 1930. In 1928 a
team of these sports cars achieved first
and second places in their class at Le
Mans and second place in the Ulster T.T.

was gained that same year. The fw.d.

never achieved the popularity of the
12/50, probably because of the considerably
higher fuel consumption and the complexi-
ties of the design, which resulted in difficult
handling; only a very small number are
known to exist today.

A straight-eight G.P. racer was con-
structed for the 1926 season; the engine
dimensions were 55x78.75 mm. and the
upper part of the crankcase, the cylinder
block and head were cast in one and a
Roots-type supercharger was fitted. This
power unit had many novel features, such
as the absence of a flywheel and duralumin
con-rods running directly on the hardened
crankshaft. The body was well streamlined
and a smooth underflow was achieved.
The car non-started in the 1926 British
Grand Prix and of the two entries in the
J.C.C. 200-mile race, Harvey crashed and
Lord Cottenham retired with engine
trouble.

In 1927 only two races were entered and
the cars were considerably modified

mechanically; in fact, it is probable that
too much development work had been
undertaken and, despite last-minute efforts
after Harvey broke a piston in practice
for the British G.P., the car non-started.
An entry was almost inevitably made for
the 1927 J.C.C. 200-mile race. Harvey
and Duller were the drivers. . Again there
was frantic work on the cars immediately
preceding the race and there was no time
for proper practice. In the race neither
car ran well and both retired.

[The earlier straight-eight engines had
horizontal valves in a clerestory head. The
later version was an orthodox twin-cam
unit and was also used in the Alvis sports/
racing cars. These went extremely well in
the T.T., only being beaten by the Alfa
Romeos. The four-cylinder single o.h.c.
“four” also gained a second place to the
Lea-Francis in the T.T.—ED.]

Alvis, faced with financial difficulties,
as very heavy expenditure had been incurred
in the design and construction of the G.P.
cars, coupled with the comparatively poor
reception received by the production
models, withdrew from racing, but one
of the eight-cylinder G.P. cars still exists.

Production afterwards was concentrated
on more conventional cars, and the six-
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cylinder 2.1-litre 14/75 and “Silver Eagle”
models were introduced in 1928; these were
distinctly smooth and refined cars in com-
parison with the 12/50, but failed to achieve
the same commercial success, until they
graduated as the Speed 20 in 1931.

The 12/50 was superseded in 1932 by the
12/60, but the only external distinguishing
feature is the twin SUs of the 12/60, which
had also a higher compression ratio. The
12/60 was in turn superseded by the
“Firefly”, a typically cumbersome child of
the thirties, in character, not a true Alvis
and barely distinguishable from the equiva-
lent model of several other manufacturers.
The 1,842 c.c. “Firebird” displaced the
“Firefly” in due course.

Only a handful of manufacturers suc-
ceeded in maintaining the same standards
of quality during the thirties as during the
“Vintage” era. Two, Alvis and Lagonda,
raised their standards even higher; an-
nounced in 1931, the Speed 20 combined
quality of construction with good con-
temporary design. It retained the six-
cylinder engine of the “‘Silver Eagle”, but
enlarged to 2,511 c.c. in a very low-slung
chassis. Perhaps the most attractive
coachwork on this chassis, and certainly
the most popular, is the Vanden Plas

W

THREE ALVIS-ENGINED cars (above):
From left to right, are depicted a 3-litre
Graber saloon, a 1920 10/30 and the super-
charged 4.3-litre H.W.M. Special. PRE-
WAR models (left): The 1934 Speed 20
(left) and the 1923 12/40 (right). The photo-
graphs were taken at events organized by the
Alvis Owners Club.

tourer. An example with this coachwork
tried some twenty years after construction
was found to have surprisingly good
handling, not in accord with the reputation
of the early Speed 20, and was still capable
of 0-60 in just over 26 seconds; an indicated
80 m.p.h. was obtained without mechanical
stress and fuel consumption worked out
at 17 m.p.g. A Speed 20, suitable for
restoration, can now be purchased for well
under £100.

In 1934, the Speed 20 was radically
revised: transverse leaf independent front
suspension was fitted and the capacity was
increased to 2,762 c.c., and perhaps more
important was the introduction of an all-
synchromesh gearbox. It is a sad reflection
on progress that post-war Alvis have
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lacked synchromesh on first gear and, more
recently, a proprietary “box” of B.M.C.
manufacture has been fitted. This may be
the result of adverse criticism over the
years, but the writer has always considered
the Alvis gearbox to have a precise, if
somewhat heavy, change, although the
box has a tendency to become noisy rather
earlier than one would expect.

The Speed 25 appeared later, having a
capacity of 3,571 c.c., and an example with
saloon coachwork weighed around 36 cwt.
This is perhaps the nicest of p.v.t. Alvis
models, well-balanced, adequately powered
and with good steering and tolerable brakes.
A sound example with saloon coachwork
can be bought for well under £200.

The 4.3-litre and 12/70 were both intro-
duced in 1937. The 4.3-litre had a capacity
of 4,387 c.c. and developed 140 b.h.p. at
3,600 r.p.m. These luxuriously equipped
cars were at last able to compete on even
terms with the Lagonda V-12 and the
Bentley 4}-litre. Enthusiasts still argue as

it should have been in the region of 24/25
m.p.g., and an oil consumption of 200 miles
per pint was disconcerting at such a com-
paratively low mileage. The steering was
very precise, but low-geared and with
pronounced castor action. Although Alvis
had progressed backwards to the extent
that the T.A.14 had non-independent front
suspension, both the roadholding and the
ride were first-class; although requiring
considerable effort the mechanical brakes
were excellent. The car was rather heavy
at 28 cwt., so acceleration was far from
lively and the maximum in third was
around 50 m.p.h.,, but this was partly
compensated for by the exhaust note,
reminiscent of an Austin-Healey, as the
revs. fell during the change into top.
Furthermore she would cruise, without
apparent strain, at surprisingly high speed.

Post-war Alvises have been sportingrather
than sports and the Belgian-bodied two-
seater exhibited in 1948, which housed
even a cocktail cabinet, is remembered only

e

PERHAPS the 12/50 Alvis is the Vintage car seen in most numbers today. Here

one tackles a hill during the 1958 Land’s End Trial.

to which has the best overall performance.
A fair example will still 0-60 in around
18 secs. and will cruise at a genuine 85
m.p.h. However, fuel consumption will be
in the region of 15 m.p.g. Contemporary
road test figures for the 4.3 gave for a
short chassis Vanden Plas tourer weighing
34§ cwt., 0-60in 11.3 secs., 0-70 in 15.1 secs.,
with a maximum speed of 105 m.p.h. The
figures for a standard saloon weighing
371 cwt. were 0-60 in 13.1 secs. and 0-70 in
18 secs., with a mean maximum speed of
96.52 m.p.h.

In 1935 the name of the company had
been changed to Alvis, Ltd., which reflected
the increased scope of the company’s
activities. In 1938 the 450 h.p. Leonides
air-cooled radial aircraft engine was
introduced and manufacture of this unit
and its derivatives and of vehicles for
military use, such as the ‘“Salamander”
fire crash tender and the ‘Saladin”
armoured car, have flourished since the
war, rather at the expense of car manu-
facture.

The T.A.14, the successor to the small,
light 12/70 of pre-war design, was intro-
duced in 1946. The four-cylinder engine
had a capacity of 1,892 c.c. and developed
65 b.h.p. By post-war standards this car
was of remarkable quality, but was marketed
at a basic price of only £988 (or £1,275
inc. p.t.). The writer had considerable ex-
perience on a T.A.14, which, when acquired,
had covered a mileage of some 45,000.
The fuel consumption was disappointing
as 20 m.p.g. was never bettered, whereas

with a shudder. A two-seater version of
the T.A.14, known as the T.B.14, became
available, but it was rather over-bodied
and spoiled by a bulbous, non-traditional
radiator grille. This was only produced in
small numbers and survived until 1950,
after the demise of the saloon.

A new 3-litre was introduced in 1950,
the T.A.21, with a power output of 86 b.h.p.
at 3,800 r.p.m. The traditional lines of the
T.A.14 were retained, but with ifs. by
coil springs and wishbones, faired head-
lamps, rear-wheel spats and smoothly
curved boot. A two-seater version, the
T.B.21, became available in 1952; it
suffered from an excessively flexible chassis
and poor handling and so was only listed
for a short while.

Alec Issigonis, who had joined the Alvis
Co., evolved the T.C.21-100, via the
T.C.21, from the T.A.21, and this appeared
at the 1953 Earls Court Show. Finished in
the appropriate shade of satin grey, it
was named the “Grey Lady”, a title which
persisted, regardless of the colour of
subsequent cars. Power output had been
increased to 104 b.h.p. at 5,000 r.p.m.,
the bonnet was louvred and wire wheels
were standard. This was, perhaps, the
last and greatest of the long line of tradi-
tional Alvises and possessed genuine
100 m.p.h. performance. The *“Grey
Lady” achieved a number of minor rally
successes in the hands of semi-works driver
Ronnie Adams, including4th placeinthe 1955
R.A.C. British Rally. An earlier model,
drivenby Gerry Dunham, had also performed
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with consistency in production saloon car
races. John Bolster, in his road test of
the “Grey Lady”, wrote, “It is one of
those cars that wants to go fast. It is an
extremely pleasant machine to drive, while
remaining a thoroughly practical all-
purpose vehicle. Above all, it is built to
last.” Performance tests revealed 0-60 in
14.6 secs., 0-80, 23.8 secs. and a fuel
consumption driven hard of 18 m.p.g.
T;ua6 “Grey Lady” ceased production in
1956.

Graber, a Swiss coachbuilder, who had
also built extremely attractive bodies on
Lagonda and Talbot chassis, had produced
a number of ‘“‘one-off” bodies on the
3-litre chassis, the earliest of which had a
non-traditional horizontal grille.  Alvis
decided to market this design, and the
production prototype appeared at the 1955
London Show, although only a handful
were made during 1956.

Issigonis returned to B.M.C., as Alvis
had abandoned plans to produce a V-8
engined car with stressed skin bodywork
to his design. It is interesting to nofe that
he left a company, whose early fame rests
to a considerable extent on an f.w.d. design,
to produce an f.w.d. car for BM.C. It is
purely a matter of conjecture whether the
V-8 would have been f.w.d. It is probable
that the reason for abandoning this design,
was that the company realized that, with
their other commitments, they could not
devote their full resources to the large-scale
production required to render this advanced
project a commercial success.

Alvis have continued to concentrate on
limited production of a high quality car
based on the 3-litre chassis. Early “Graber”
bodies were made by Willowbrooks, a
subsidiary of the Duple Group, but in
1959 Park Ward took over coachwork
construction.  The styling was slightly
modified and the chassis further refined
and the model is now known as the T.D.21
(formerly T.C.21-108G). At a basic price
of £1,995, the T.D.21 represents excellent
value and compares favourably with other
cars costing twice the price. The engine
design is now somewhat outdated, but
most owners will be satisfied with 0-60 in
13.9 secs. and a top speed of 103 m.p.h.
The T.D.21 continues unchanged for
1963, but there is now available a Series 2
model, with a five-speed gearbox, incor-
porating an overdrive top gear.

Although Alvis have not taken an
interest in racing for some considerable
time, the cars have not been entirely
absent from the circuits. Gerry Dunham
and Dr. Pinkerton have raced in Club
events, with considerable success, a
“special” 4.3-litre sports/racing two-seater,
and there has appeared at Sprint meetings
a very interesting 4.3-litre Alvis-powered
ex-Formula 2 H.W.M.

The future prospects of Alvis cars lie in
engine development, as the life of the
present unit must be limited. To undertake
the design, development and production of
a new engine costs, according to one
notable authority, in the region of £500,000.
It is unlikely that Alvis will tackle this,
and may well decide to follow the example
of Bristol and Jensen and fit a suitable
transatlantic power unit.

The owners of elderly Alvis cars are
probably better catered for than the devotees
of any other make, as the factory can still
offer spares for most models, and the
Service Department has a reputation
second to none. While Bristol-Siddeley
Engines, Ltd., now provide service facilities
in London, Winforton Motors offer an
excellent hydraulic brake conversion for
the Speed 20.
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MERE nine months after the company

was formed, A.T.S. Serenissima has
produced its G.P. contender for 1963.
Almost a month ago I saw the car nearing
completion in a little house at Sasso
Narconi, near Bologna. It was being built
in a house because the factory is still in the
early stages of construction.

The car is the creation of Carlo Chiti,
and the ex-Ferrari designer has produced a
very good-looking, conventional racing car.
The tubular chassis looks strong and is well
triangulated. Dunlop disc brakes are em-
ployed all round, the rear ones being
inboard. Front suspension is by wishbones
and coil springs/damper unit, the latter
being within the bodywork. The rear sus-
pension is very Lotus-like, as is the fashion
these days. Anti-roll bars are used at front
and rear.

Chiti’s V8 engine is a 90 deg. unit with a
bore and stroke of 66 mm. x 54.6 mm.
giving a total capacity of 1,494 c.c. Power
is said to be 190 b.h.p. at 10,000 r.p.m.
Aspiration is by four Weber 40 IDM carbs.
and the mixture is ignited by two plugs per
cylinder. The compression ratio is 10 : 1.

Although the crankcase and cam covers
are heavily finned the engine is water-
cooled. The complete unit, with starter
motor, weighs 246.4 1b. The gearbox is
the latest Colotti six-speed unit. A dry
plate clutch is employed. Dunlop cast alloy
wheels are used and shod with Dunlop
tyres (5.00 x 15 front, 6.50 X 15 rear).
Steering is by rack and pinion. Wheelbase
is 7 ft. 4 ins. and the track is 4 ft. 4% ins.
(front) and 4 ft. 4 ins. (rear).

The car will shortly undergo track tests
in the hands of Jack Fairman. These may
well take place at Vallelunga, near Rome,
as Monza is under snow at the moment,
it seems. The car’s first race will probably
be at Pau, a circuit which A.T.S. regard as
an excellent proving ground for Monaco.

Various rumours have been flying around
recently to the effect that Serenissima are

THE CHASSIS is strong and is well triangu-
lated. The front anti-roll bar can be seen
fitted to the then incomplete prototype.

THE BATTERY is carried in the front of the

car (above). Rack and pinion steering is

employed. =~ REAR DISC BRAKES are

mounted inboard (below). A six-speed
Colotti gearbox is used.

pulling out of racing. This is quite untrue
and arose out of a misunderstanding when
Count Volpi decided to withdraw from the
set-up following the death of his friend
Ricardo Rodriguez. This he did, and took
with him the name Serenissima. The other
two founders of the team, Giorgio Billi and
Jaime Ortiz Patino are still very much in
and the company is now called A.T.S.
(Automobili Turismo e Sport).

Drivers have not yet been signed but it
seems very likely that Giancarlo Baghetti
will be in the team.

Championship Final—continued

amount of support. Taylor did this sort of
thing particularly well at Spa-Francor-
champs, and it was a great pity that he and
Mairesse became involved in an accident.
However, Trevor’s duel with the Ferrari
driver allowed Clark to steam in front, and
eventually win.

Ginther was unlucky in the majority of
grandes epreuves through having to drive
mainly experimental or hastily-prepared
cars. At Monza he showed his real worth,
with a magnificent second place, and his
third position at Rouen may have a vital
bearing on the destination of the Con-
structors” Championship.

As regards driving ability, there is little
to choose between Graham Hill and Jim
Clark, although the latter does seem to be a
shade faster. Hill’s main advantage is his
knowledge of his car, and his absolute
calmness. He simply refuses to be rattled,
and drives his own race no matter what may
be. Clark is also a pretty level-headed
young man, and at times displays the
sort of fire which is the stamp of the born
racing man. Some say this race will be
won or lost in the workshops. True, the
responsibility for preparing the cars lies
entirely with the mechanics of the Owen
Organization and Lotus Engineering. It
has been quoted that Colin Chapman stated
after the Watkins Glen race, that he was
the only person who could prevent Clark

from becoming World Champion. Be that
as it may, Jim Clark will not want for
adequate preparation, and should mechani-
cal failure intervene, it would hardly be fair
to place the blame on any one man’s
shoulders. In the past, B.R.M. have had
more than their share of criticism, most of
it thoroughly undeserved where the mecha-
nics were concerned. During 1962, a new
spirit has been abroad, and irritating
breakages and failures have become fewer
and fewer. Sir Alfred Owen’s ultimatum
seems to have had the desired effect, as the
impressive record of B.R.M. this year goes
to prove.

Now, a word about the East London cir-
cuit, which was completed in 1959. It
measures 2.4 miles, and the lap record is
held by Jim Clark. Set back from the
Indian Ocean which lies about one third of
a mile from the back straight, it is roughly
triangular in shape, with an indent at the
base comprising the Esses and Cox’s Corner.
The start is in front of the grandstands on
the main straight, followed by the fast
right-hander at Potters Pass. Then comes
a kink (Rifle Bend), to the near-hairpin at
Cocobana, followed by a short straight and
the swerve into the Esses and the left-handed
Cox’s Corner preceding the Sweep, and the
sharp right-hander at Beacon Bend, leading
back to the start area.

Here is the record of Hill and Clark,
B.R.M. and Lotus-Climax in ‘the eight

grandes epreuves so far staged. Whilst the
destination of the Drivers’ Championship
remains as a straight fight between Graham
and Jim, the Formula One Constructors’
title is more open, for both Taylor and
Ginther come into the reckoning, as do
other drivers in V8 Lotus-Climaxes:—

THE SCOREBOARD
Graham Hill Jim Clark

(B.R.M.) (Lotus-Climax)
z 9 -
MC 1 —
S-F. 6 9
Rz — —
A. 3 9
N. 9 3
M. 9 —
W.G. 6 9
43 30
39) 30
B.R.M. Lotus-Climax
z 9 6
MC 1 —
S-F. 6 9
R. 6 —
A. 3 9
N. 9 3
M. 9 —
W.G: 6 9
49 36
(39) (36)

Z, Zandvoort. MC, Monte Carlo. S-F, Spa-
Francochamps. R, Rouen. A, Aintree. N,
Niurburgring. M, Monza. WG, Watkins Glen.
Figures in black, best 5 performances to date: in
parentheses; total, best 5 performances. In Con-

structors’ Championship, only highest-placed make
scores.
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INTERNATIONAL

Part 1. A Review of the eleven
Championship rounds in which Eugen
Bohringer of Germany narrowly
defeated Sweden’s Eric Carlsson,
and Pat Moss took her third Ladies
Championship title.

BY JOHN GOTT

. RALLIES

ROM the opening event, the 1962 Cham-
pionship proved a terrific battle between
Eugen Bohringer, the small, dapper,
middle-aged German hotelier from Stutt-
gart, driving a large Mercedes 220SEDb, and
Eric Carlsson, the enormous, young
Swedish test-driver from Trollhattan, driv-
ing a tiny Saab 96, victory eventually going
to the former, at the very end of the season.
Breathing right down the necks of both
came B.M.C.’s Pat Moss, who drove either
a Mini-Cooper or an Austin-Healey 3000.

The fabulous Pat, who won the Ladies’
title for the third time, also made the
closest British challenge for the Men’s
title since Ian Appleyard in 1953, and set
new marks for lady drivers by conducting
the Cooper to outright victory in both the
Tulip and the Baden-Baden rallies.

How superior these three drivers were
to the rest of the International Rally
Circus. is shown by the fact that between
them they won no less than seven out of
the eleven scoring rallies, including the
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three toughest, the Liége, R.A.C. and
Acropolis, whilst in their respective classes
Bohringer was never beaten, Carlsson
once and Pat Moss only three fimes in
any rally in which they finished.

As far as the ladies were concerned, it
was a case of any other lady only having a
look in if Pat didn’t run or retired, for she
won no less than eight Coupes des Dames
in the 11 scoring rallies, not competing in
two and retiring in the third.

Whilst the standard of driving amongst
the leaders was extremely high, all too
often organizers provided a rally which
was neither a true trial of their cars nor a
real challenge to their skill. Only three
rallies, the Monte, the Midnight Sun and
the R.A.C., carried the maximum co-
efficient for more than 150 starters, and
two, the Alpine and the Geneva, carried
the minimum co-efficient for less than 50.

Moreover far too many regulations
seemed designed to encourage ‘ fiddling”,
and the conception of several events was
dated and quite unworthy of an Inter-
national rally carrying the Championship
tag. It is thus not surprising that after
ten years the F.I.A. has decided that there
will be no Championship in 1963, although
there will be a Rally Cup of lesser status.
This gives the C.S.I. the chance to review
the present Championship rules, which are
sorely in need of simplification, and to
review also the scoring events, so that only
those rallies are admitted which are a true
test of car and crew. Just how wide is
the gap in standards between the best and
worst of the present scoring rallies, the
following summaries will show more
clearly.

1. THE MONTE STARTS THE
SEASON ON A LOW NOTE

CURIOUSLY enough, the opening rally not

only gave a direct pointer to the chief
Championship contenders, but set a pat-
tern of organization which too many others

WINGLESS WONDER. Eric Carlsson’s
Saab in full flight. The popular Swede won
the Monte and the R.A.C. (for the third
time in succession), and very nearly took the
Championship as well.

followed. Carlsson and Bohringer fought
tooth-and-nail (or stud-and-spike!), to
finish respectively first and second and Pat
Moss, for the first time on a Cooper,
spread-eagled the year’s largest field of
ladies.

There were, however, far too many
miles of easy motoring to get down to
where serious rallying really started, as a
2,600 mile event was actually won or lost
by the times returned over five Special
Stages between Chambeéry and Monte
Carlo, plus four laps on the Monaco G.P.
Circuit, all totalling just about 80 miles,
of which 20 miles at the most were over
ice or snow—and this in the only winter
rally in the Championship. g

Statistics show just how easy the rally
was, forall but 63 of the 313 starters finished,
no less than 163 retaining * clean sheets .

This year, however, the organization was
much improved, and, except as far as the
G.T. cars were concerned, the results would
have been much the same if the rally had
been run off scratch instead of complicating
the issue by unwieldy factors of comparison
of which the A.C. de Monaco is too fond.

Norman Garrad’s Sunbeam Rapiers
were, as usual, the most successful British
cars, finishing 3rd and 4th in the hands of
Paddy Hopkirk/Jack Scott and Peter
Procter/Graham Robson, and taking the
Team Prize (with Peter Harper/Raymond
Baxter, 12th). and Ist and 2nd places in
their class.

B.M.C. concentrated upon the G.T.
category and Stuart Turner was rewarded
by three class wins with Austin-Healey
3000 (David Seigle-Morris/Tony Ambrose),
M.G.A (the Morley twins), and M.G. Midget
(Peter Riley/Mike Hughes), as well as The
Coupe des Dames (Pat Moss/Ann Wis-
dom). How the factor affected the G.T.
cars is shown by the fact that the Austin-
Healey and the M.G.A actually finished
23rd and 33rd, but would have been 5th
and 8th if the rally had been off scratch,
whereas Carlsson and Bohringer would
not have changed places had it been.

Fords had a most unhappy rally, for
they entered more “‘works™ cars than any
other maker, but had nothing to show
except Anne Hall’s second place to Pat
Moss.
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If the Monte was by no means a great
rally, it was at least better planned and
better organized than for many years past.

2. LADIES FIRST IN THE TULIP

HE Tulip followed its usual pattern of a

run to Monte Carlo and a return to
Noordwijk after a night stop at Monte.
The R.A.C.-West planned to enliven the
long drag through France and Germany
by 22 speed tests, but four had to be can-
celled. Thus once again there was only
around 90 miles of serious motoring in a
route of well over 2,000 miles, which
made the whole rally little more than a
high-speed tour. Only 14 of the 98 finishers
were penalized on the road, which was a
far cry from the days when only a handful
of experts managed to do the famous
Tulip Special Stages *‘clean”.

The results were once more decided by
the percentage by which a crew improved
over its class average in the tests and,
although the organizers went to great pains
to keep the times secret so as to prevent
deliberate slowing-down and thus an
artificial result, this system gives plenty of
scope for pre-rally planning.

Stuart Turner was right on the ball, for
he entered only one “‘works™ Mini-Cooper
which went to Pat Moss and Ann Riley,
the latter doing her last rally for B.M.C.
as her baby was due later in the year.

Pat drove brilliantly and had little
trouble in being far faster than the private
owners on similar cars, but Bohringer
could not so easily outpace the private
Mercedes, and Carlsson actually had to
give best to the very “hot” DKW Junior
of Gele/Laurent. The margin was only
four points, but the close rivalry was
enough to prevent either the DKW or the
SAAB winning. Thus Pat Moss and
Ann Wisdom/Riley recorded their second
outright win, beating the Volvo of Gunnar
Andersson, the 1959 Champion, quite
easily and finishing well ahead of Carlsson
and Bohringer in 4th and 7th places
respectively.

The aggregate fastest time in the tests
was made by the Morley twins on an
Austin-Healey 3000, but owing to the
way in which they were pressed by Peter
Riley on another 3000 and John Cuff on
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an E-type Jaguar, they could only finish
17th in General Classification, although
winning their class.  The only other
British class win was scored by Rauno
Aaltonen/Gunnar Palm, whose “‘works”
M.G.A cheekily gave 369 c.c. and a beating
to the “works” Triumph TR4s, but Britain
won the Inter-land Trophy.

Perhaps the best performance of the
year by British private owners was made
by David Gray/Sam Actman, in a Porsche,
who finished 6th overall.

The Tulip has a long way to go to regain
its former status as a tough rally, but it is
still the best value for the private owner,
and the fabulous rally party at least has
lost none of its glamour.

3. THE ACROPOLIS RAISES THE
STANDARD

IF the Tulip has rather gone dewn-hill

of late, the Acropolis has steadily grown
in stature and the 1962 version was the
best yet. The common route from Serrai
to Athens contained 12 Special Stages and
two hill-climbs, which provided more hard
motoring over difficult and dangerous
roads than the Monte and the Tulip put
together, and permitted of no ‘‘clean
sheets™.

It was only fitting that Bohringer, the
1962 Champion, should win the first good
rally of the season, but Carlsson fought
him every kilometre of the way, losing by
only 10 points, although he in turn defeated
Rene Trautmann in third place on a
Citroén DS19, by no less than 64 points.

Of the British entries, Rootes and
Fords, who had not supported the Tulip
(another sign of its lessening importance),
entered full “works” teams, but B.M.C.’s
singleton entry was Pat Moss, with her
new partner, Pauline Mayman, on an
Austin-Healey 3000. They quickly settled
down together, scoring the best British
placing (8th), and taking their class and
the Coupe des Dames.

Norman Garrad had a poor outing,
for three of the normally reliable Rapiers
went out with lubrication troubles and
Rosemary Smith, in the fourth team car,
was rather out of her depth in such a
tough event. Rootes’ honour was, however,
redeemed by a works-prepared Rapier
which a Greek crew drove into a class win.

Fords, on the other hand, had a good
rally for 'their first outing under Syd
Henson, their new Competitions Manager.
The Anglias, led by Anne Hall/Val Domleo,
again won the Team Prize, and the ladies
won their class, an excellent feat in such a
tough rally.

1t is likely that the Acropolis will attract
more entries from the “‘works’’ teams in the
future, for it is a real test of a car in an
important potential market.

4. THE ALPINE—THE MORLEYS DO
IT AGAIN

HE Coupe des Alpes, for so long one of

the very best Championship rallies,
was this year not a good event. An unfor-
tunate clash with the Midnight Sun and
an ill-advised attempt to “‘twin” with the
cancelled Mille Miglia reduced the starters
to 48 (the lowest ever), and a good route
was ruined by sloppy marshalling and
too much unnecessary ‘‘dicing” over
traffic-infested roads.

Nevertheless, to finish such a difficult
course ‘‘clean”, and so win a coveted
Coupe des Alpes, was a driving feat of the
highest order. All praise must therefore
be given to the Morley twins, again driving
an Austin-Healey 3000, - who not only
won one of the five Coupes awarded but

gained the outright victory for the second
consecutive year, a quite unique achieve-
ment. . ;

The twins were, however, given a hard
fight by Hans-Joachim Walter, the reigning
Champion, who had not had much luck
in the Monte (late on the road), and the
Tulip (retired), but whose Porsche was in
good form for the Alpine. Third came
Pat Moss/Pauline Mayman on another
Austin-Healey 3000, who coupled a
Coupe des Alpes with their Coupe des
Dames and helped to make up the winning
Healey team which again carried off all
team prizes not confined to French cars.

Rootes, for so long a stalwart supporter
of the Alpine, started no cars this year and
Fords had a single entry for Anne Hall/Val
Domleo, who might well have won their
class, and a Coupe, if Val had not got lost
within 30 miles of the finish. Their mis-
fortune was, however, B.M.C.’s gain, for
the class went to the Mini-Cooper of Logan
Morrison. Triumphs didn’t have much
difficulty in winning a class containing only
four TR4s, but Mike Sutcliffe and Roy
Fidler redeemed this rather hollow victory
by winning a Coupe and finishing fourth
overall. The last Coupe went to Rene
Trautmann, who finished fifth, headed the
Touring Category and won his class.

Bohringer and Carlsson were both
entered, but neither started, as the Midnight
Sun was obviously likely to carry higher
Championship points.

Hard though it may be for Alpine
aficionados to face up to, unless the
A.C.M.P. does better than this in 1963, the
Alpine may well be replaced by the Tour de
France as France’s Championship rally.

5. BRITAIN’S FIRST BREAK-
THROUGH IN THE MIDNIGHT SUN

N complete contrast to the Alpine, the
Midnight Sun was an excellent event in
every way, which attracted over 200
starters. The rally was rather shorter than
usual (1,200 miles), and did not go so far
north, but otherwise it followed the usual
pattern of long, fast special stages on
narrow, twisting roads through forests, over
which the set average speeds were so high
that no competitor could hold them, with a
hill-climb, two long driving-tests and two
speed tests at Karlskoga thrown in for
good measure.

If British drivers have never yet succeeded
in winning so specialized an event, this year
a British car did at least win. Bengt
Soderstrom/Bo Ohlsson, in a Mini-Cooper

- entered by B.M.C. Sweden, beat Harry

Bengtsson’s Porsche by 15 marks, with
Eric Carlsson coming third, and Béhringer
fifth. To rub in this convincing demonstra-
tion of the suitability of front-wheel drive
for dirt roads, Mini-Coopers won the Team
Prize, and Tom Trana/Mario Tavoni, in a
Mini-Cooper, won their class in Group 11
trim.

With Pat Moss not in the field, Ewy
.Rosqvist, the reigning Champion, won the
first of her two Coupe des Dames victories
for the Mercedes team.

6. RALLYING BEHIND THE IRON
CURTAIN IN POLAND

HE Polski Swiozel Motorowy, who

organize the Polish Rally, have an
opportunity granted to few clubs to run a
really testing event, for Polish traffic is
light and Polish roads are difficult, whilst
the general Polish public are still fascinated
rather than irritated by rallies.

As a result, the Polish is always a very
fast and very tough rally which this year
was so fast that the Mercedes team com-
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plained about the set speeds. Even though
some of these were reduced, there were only
ten finishers from 56 starters, not one of
whom even looked like retaining a “‘clean
sheet™.

The most notable retirement was Carlsson,
who rolled his Saab, so that the rally was
fought out between Bohringer, last year’s
winner, and Pat Moss/Pauline Mayman,
again on an Austin-Healey 3000. These
two crews alone managed to approach their
target times, and occasionally to hold them
if the roads were of tarmac, but when the
Healey ran out of petrol Bohringer was
unbeatable and the Mercedes finished well
ahead of the Healey which split the second
“works” Mercedes of Kithne/Wencher and
the rally winner.

With a tightening-up in marshalling and
an improvement in organization generally—
the selling of route-cards by officials’ wives
for hard currency is unusual, to say the
least!—the Polish could well become one
of the very top rallies, and certainly it
invariably provides the largest number of
enthusiastic spectators.

HALF-TIME SCORES
WITH six rallies run, Bohringer with 118
points led Carlsson by 20 points and
the title was still wide open. As far as the
ladies were concerned, Pat Moss had won
five out of six Coupe des Dames, but
although only four of her wins scored
Championship points owing to the small
fields of ladies, she seemed all set for her
third title and had a more than useful 65
points in the men’s championship, which
was a higher total than any British male
driver.

7. UNKNOWNS TO THE FORE IN
FINLAND

LTHOUGH one of the youngest Champion-

ship rallies (it was first included in 1959),
the Rally of the 1,000 Lakes is one of the
best. It is, of course, in the true Scandina=
vian tradition of extremely hard motoring
over dirt roads, and this year there were 29
special stages in the 1,100 mile route. The
speeds set over these were so high that even
the Scandinavian “‘cracks” could not hold
them, the winners, Pauli Toivonen/Jaakko
Kallio in a Citroén, dropping 1,618.6 points,
but even so finishing nearly 100 points
ahead of Keindnen/Eklund, who took their
Skoda into second place. These two Finnish
crews are little known outside Scandinavia,
for they do not follow the “rally circus™,
but they are brilliant drivers on dirt, and
Toivonen is this year’s Scandinavian
Champion, despite competition from better-
known ‘“‘names’ such as Carlsson, Skogh,
Soderstrom, Trana and Aaltonen.

Another unknown who did very well was
Sylvia Osterberg, in a “works” Volvo, who
ran Ewy Rosqvist to within 5 points,
although neither scored Championship
points as there were too few lady starters.
Even more unknown were the Russians
who crewed the Volga and Moskvitsh
teams; if none of them met with any
success, all but two crews finished, which was
an encouraging start in such a tough rally.

No British drivers competed, but B.M.C.-
Sweden entered Soderstrom and Trana on
Coopers, the former winning his class and
finishing sixth, whilst the latter retired
when leading the rally.

Bohringer did not start and with Carlsson
winning his class and finishing third, the
leaders were now tie-ing with 118 points
each. It was thus essential that each
scored points in the four rallies to come,
if only to prevent his rival from improving
on the points scored in earlier events.

(Continued on page 888)
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EUROPEAN LADIES’ RALLY CHAMPIONSHIP

won 6 years out of 7 on Castrol
1962 CHAMPION—PAT MOSS (B.M.C.)

with Co-drivers Pauline Mayman & Ann Riley

d
Follow the experts—always ask for CASTROL by name \ g
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Rally Review—continued

8. THE LIEGE—ONCE AGAIN THE
YEAR’S BEST RALLY

IN retrospect, the Championship was really

decided by the Marathon de la Route
and it is only fitting that the No. 1 driver
should be determined by the No. 1 rally.
Bohringer, on a Mercedes 220SEDb given the
full treatment and taking a gamble with a
“works” mechanic as co-driver instead of
Peter Lang, his more usual partner, won
outright, but Carlsson retired with suspen-
sion trouble, and was now trailing 28 points
behind the German.

All the top private owners and the
Continental and British teams (Rootes
excepted) turned out in force for Liege-
Sofia-Liége, which attracted over 100
entries, despite its known severity. Once
again Maurice Garot of the Royal Motor-
Union put on a fabulous rally, framed to
provide the maximum of high-speed motor-
ing and the minimum of red tape. Typical
of the club’s sporting outlook is the fact
that when one competitor protested that
another had not been penalized for booking
in a minute early, the control in question
was promptly “scrubbed”; and no other
rally but the Li¢ge accepts any type of car.

The route was little changed from 1961,
but stiffened by cunning placing of controls
and the terminal point was again Sofia,
where something like 30,000 people turned
out to applaud. Once more the Yugo-
slavian ‘‘bled” decimated the field; 93
crews went into Yugoslavia, but only 24
were still in the rally when the border was
crossed on the homeward run.

At Sofia the ‘‘works” Austin-Healey
3000s of David Seigle-Morris/Barry Her-
cock and Paddy Hopkirk/Jack Scott (on
their first drive for B.M.C.) were in a joint
lead with Bohringer, none having lost
marks. By the border, Paddy had retired
and David was in 7th place, as the Healeys’
suspension wilted under the hammering
from the appalling roads which had earlier
proved too much for Carlsson’s suspension.
Amongst others, Trautmann, Ronnie
Adams, Mike Sutcliffe, John Cuff and
Anne Hall (then lying 6th with a “works”

Zephyr) all crashed and this holocaust
continued to the end; one of the hardest of
many hard-luck stories was that of John
La Trobe, whose VW broke its crankshft
when he was almost home with only a few
easy miles to go.

When the Yugoslavian dust had settled,
team managers looked less appalled and
crews less like zombies, Bohringer had run
out a decisive winner, 29 minutes ahead of
the Citroén of Marang and Coltelloni, of
whose chances Rene Cotton had thought so
little that he had made them pay their own
expenses. Third came a “*works™’-sponsored
Volvo driven by Patte and Rouselle, whilst
Claudine Bouchet, who had not had a very
good season so far, came home 7th to
head the ladies. Citroén took the team
prize and France the Inter-land trophy, so
Rene Cotton did not go home empty-
handed.

B.M.C. were less lucky, for although they
once again made Best British Performance
with Logan Morrison/*Bishop” Jones in
5th place with an Austin-Healey 3000, their
class was taken by Bohringer. Probably
the most praiseworthy effort by a British
crew was that of Ken James/Mike Hughes,
who brought a very standard Rover into
6th place and a class win, only one minute
behind the Healey.

But as to finish the Marathon (and only
18 managed it!) is an achievement far
higher than winning most of the other
Championship rallies, it should be recorded
that the Harrison brothers finished 13th in a
“works” Zephyr and Bill Bengry/David
Skeffington finished 18th in another Rover.

As long as M. Garot runs the “Mara-
thon”, assuredly will it remain the toughest
and most sporting Championship rally of
all and it could well be that in the not too
distant future Moscow will be the terminal
point!

9. THE GERMAN RALLY REACHES
ROCK BOTTOM

IT was ironical that the best rally of the

year should be so shortly followed by
the worst, for the Baden-Baden rally lacked
all the features which had made the Li¢ge
so outstanding. Far from helping compe-
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UNKNOWN STAR: Finland’s Pauli Toivo-
nen, although almost unknown outside
Scandinavia, is probably their top driver and
this year’s Scandinavian rally Champion.
In his Citroén ID19 he won the 1000 Lakes
and took his class in the Midnight Sun.

titors, the organizers seemed to go out of
their way to make things difficult, for non-
German crews at least. Carlsson, for
instance, was put to immense trouble over
his car, and a 3.8 Jaguar, which had split
the Mercedes team in Scandinavia, was not
accepted at all. Rene Trautmann had a
particularly raw deal. For one test he was
allowed 10 secs. less than the class above
him, which contained the Mercedes team,
a somewhat pointed ‘honour’ applying
only to his class, and was then penalized for
obeying a traffic sign given by a policeman.
This injustice was eventually put right on
appeal to the F.LA. and he was reinstated
in third place. Carlsson experienced bad
baulking from the DKWs, and eventually
finished 7th, scoring only the points for a
class win.

The route seemed patterned on the Tulip,
i.e., a lot of easy motoring to take part in
four hill-climbs in France, in which Hans-
Joachim Walter’s Porsche was always the
fastest. As the results of these climbs
decided the rally and points were gained on
a class improvement basis, the Mercedes
“top brass” were soon working out how
slowly the other team drivers had to go to
make sure that Bohringer won, and issued
“target times™ accordingly to team drivers
and private owners alike!

Apparently they miscalculated, to every-
one’s delight, and Pat Moss and Paulins
Mayman ran out extremely popular winners
ahead of Bohringer who, himself a true
sportsman, seemed highly embarrassed by
this method of “winning” a rally.

It must not, however, be forgotten that it
was a British driver who first took advan-
tage of this loophole in regulations some
years ago now, and in my view the error is
not so much with the driver who takes this
advantage as in the framing of regulations
which permit it.

(Continued on page 891)
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SUMMARIZED RESULTS OF RALLIES SCORING FOR THE 1962 EUROPEAN RALLY CHAMPIONSHIP

Marking System:

Placing of car in 1st
General Classification 8
Cubic Capacity Class 6

Each of the two drivers scores points in accordance with the table below.

2nd 3rd 4th 5th 6th
6 4 3 2 1
4 3 2 1

Points so scored are cumulative and are multiplied by the following coefficients:

More than 150 starters, x 2.5.

Between 50 and 149 starters, x 2.

49 starters or under, x 1.

The best six results only count.

(no points can be scored here unless there are 5 or more starters).

In the ladies’ section of the Championship, provided three or more ladies’ crews start, points are scored as under:
1st—8; 2nd—6; 3rd—4; 4th—3; 5th—2.

Points gained in the Championship proper cannot be added to points scored in the ladies’ section, and vice versa.

Levy/Gottlieb, D, BMW 700S.

National Code. B = Belgium. D = Germany. F = France. GB = GREAT BRITAIN. GR = Greece. I = Italy. NL - Holland.
PL = Poland. S = Sweden. SF = Finland. N = Norway. CH = Switzerland.
|
! Starters | Finishers ‘
Event (figures in brackets show General Classification and Specialist Results Class Winners
comparison with 1961)
1' {
XXXIme Rallye | 313 247 1. Carlsson/Higgbom, S, SAAB (O) Touring (Groups 1 and 2 combined). 5 classes.
Monte-Carlo. | (+8) (+91) 2. Bohringer/Lang, D, Mercedes (O). Up to 1,000 c.c.
| | 3. HOPKIRK/SCOTT, GB, SUNBEAM (P). Carlsson/Higgbom, S, SAAB (O).
21st-24th January. | 4. PROCTER/ROBSON, GB, SUNBEAM (P). 1,000_t0 1,300 c.c.
| 5. Gele/Guilhaudin, F, DKW (O). Keinidnen/Vainola, SF, Skoda Octavia (0).
MONACO. [ | 6. Andersson/Karlsson, S. Volvo (0). 1,300 to 1,600 c.c.
| Ladies’ Prize. HOPKIRK/SCOTT, GB, SUNBEAM (P).
Coefficient x 2.5, | PAT MOSS/ANN WISDOM, GB, MORRIS- 1,600 to 2,000 c.c.
‘ COOPER (0). Neyret/Terramorsi, F, Citrcén (P).
| | Team Prizes. Over 2,_000 CiCe
| | Manufacturers—SUNBEAM. Bohringer/Lang, D, Mercedes 220SE (0.
| | Club—B.T.R.D.A. | Grand Touring. 5 classes.
| Best British Performance, Up to 1,000 c.c. 1
| ‘ HOPKIRK/SCOTT, GB, SUNBEAM. RILEY/HUGHES, GB, M.G. MIDGET (GL).
| (3rd in General Classification). 1,000 to 1,300 c.c.
i Starting Point Code. Borgerhoff/Holland, NL, Alfa Romeo (P).
| | | O =0slo. P= Paris. GL = Glasgow. 1,300 to 1,600 c.c.
| | | ] Isenbugel/Springer, D, Porsche (O).
i ‘ 1,60) to 2,000 c.c.
| MORLEY/MORLEY, GB, M.G.A Mk. II (O).
‘ Over 2,000 c.c.
| ‘ | SEIGLE-MORRIS/AMBROSE, GB, AUSTIN-
‘ 3 } HEALEY 3000 (P).
5 ] | SRS \ .
’ 2. ‘ | |
14de Tulpen-Rallye ‘ 138 98 | 1. PAT MOSS/ANN RILEY, GB, MORRIS-COOPER. | Touring (Groups 1 and 2 combined). 6 classes.
(+6) | (—15 2. Andersson/Karlsson, S, Volvo B.18. 600 to 850 c.c.
Tth-12th May. | 3. Gele/Laurent, F, DKW Junior. Gele/Laurent, F, DKW Junior.
! 4. Carlsson/Héggbom, S, SAAB 96. 850 to 1,000 c.c.
HOLLAND. 5. Meur /Rousselle, F, Porsche S.90. |  PAT MOSS/ANN RILEY, GB, MORRIS-COOPER.
6. GRAY/ACTMAN, GB, Porsche S.90. ‘ 1,000 to 1,300 c.c.
Coefficient x 2. Ladies’ Prize (6 starters). | Neilsen/Henriksen, DK, Alfa Romeo Giulietta.
PAT MOSS/ANN RILEY, GB, MORRIS-COOPER. | 1,300 to 1,600 c.c.
Team Prizes. Huisman/Nijhuis, NL, Volvo 444.
Manufacturers—Auto Union/DKW. 1,600 to 2,000 c.c.
| Inter-Nation—ENGLAND. Andersson/Karlsson, S, Volvo 122 B.18
| Club—Kungliga Automobil Klubben, Sweden. Over 2,000 c.c.
| Best British Performance. Bohringer/Lang, D, Mercedes 220SEb.
| PAT MOSS/ANN RILEY, MORRIS-COOPER. Grand Touring. 4 classes.
; OUTRIGHT WINNERS. 700 to 1,000 c.c.
1 ‘ Ruby/Raschig, D, DKW Junior.
| | 1,150 to 1,600 c.c.
| | | Meur/Rousselle, F, Porsche S.90.
‘ 1,600 to 2,000 c.c.
| Aaltonen/Palm, SF, M.G.A Mk. Il.
| | Over 2,000 c.c.
! ‘ | | MORLEY/MORLEY, GB, AUSTIN-HEALEY 3000.
. i | |
3 55 ‘ 23 ‘ . Bohringer/Lang, D, Mercedes 220SEb. Touring (Groups 1 and 2 combined). 8 classes. !
Xth Rallye Acropolis (=20 (=22 | Carlsson/Svensson, S, SAAB 96. Up to 700 c.c.
|

24th-27th May,
GREECE. ;

Coefficient x 2.

. Trautmann/Herve, F, Citroén DS19.

. Walter/Schoéttler, D, Porsche.

. Harris/Ickx, B, Mercedes 220SEb.

. Andersson/Karlsson, S, Volvo.

adies’ Prize (4 starters).

PAT MOSS/PAULINE MAYMAN, AUSTIN-
HEALEY.

(Also BEST BRITISH PERFORMANCE, 8th in
General Classification and class winners).

Team Prize.

FORD ANGLIA.

FoUnA W~

700 to 850 c.c.
Carlsson/Svensson, S, SAAB.
850 to 1,000 c.c.
ANNE HALL/VAL DOMLEO, GB, FORD |
ANGLIA.
1,000 to 1,150 c.c.
Cabella/x, I, Lancia Appia.
1,150 to 1,300 c.c. |
Weiner/Bielak, D, Skoda Octavia. i
1,300 to 1,600 c.c. {
Zannos/*“Campani’”’, GR, SUNBEAM.
1,600 to 2,000 c.c.
Trautmann/Herve, F, Citroén DS19.
Over 2,000 c.c.
Bohringer/Lang, D, Mercedes 220SEb
Grand Touring. 2 classes.
Up to 1,600 c.c.
Walter/Schottler, D, Porsche.
Over 1,600 c.c.
PAT MOSS/PAULINE MAYMAN, GB, AUSTIN-
HEALEY.
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Event

Finishers

“(figures in brackets show |
comparison‘ with 1961) ‘

General Classification and Specialist Results.

Class Winners

4.
XXIIIme Coupe des

28 | 1. MORLEY/MORLEY, GB, AUSTIN-HEALEY 3000. | Touring (Groups 1 and 2 combined). 6 classes.
Alpes. (+1) 2. Walter/Schéttler, D, Porsche Carrera. Up to 700 c.c.
3. PAT MOSS/PAULINE MAYMAN, GB, AUSTIN- Cazon/Billard, F, BMW 700.
7th-12th June. HEALEY 3000. 700 to 850 c.c.
4. SUTCLIFFE 'FIDLER, GB, TRIUMPH TR4. Manzon/Peysson, F, Renault 1093 (Group 1).
FRANCE. 5. Trautmann/Chopin, F, ‘Citroén DS19. 850 to 1,150 c.c.
5 (All the above won Counes des Alnes for a “clean” run. ) MORRISON/SYER, GB, MORRIS-COOPER.
Coefficient x 1. 6. Vinatier'Charon, F, FORD ZODIAC. 1,600 to 2,000 c.c.
Ladies’ Prize (4 slarterc) Trautman/Chopm, F, Citroén DS19.
PAT MOSS/PAULINE MAYMAN, GB, AUSTIN- | 2,000 to 2,500 c.c.
HEALE Langloxs van Ophem/Patte, B, Mercedes 220SEb
Team Prize. (Group 1).
AUSTIN-HEALEY 3000. Over 2,500 c.c.
Best British Performance. Vinatier/Charon, F, FORD ZODIAC.
MORLEY/MORLEY, AUSTIN-HEALEY 3000. Grand Touring. 3 classes.
Outright Winners. Up to 1,150 c.c.
Delalande’Campunn F, Renault Alpine.
1,150 to 1,600 c.c.
Walter/Schotter, D, Porsche Carrera.
Over 1,600 c.c.
MORLEY/MORLEY, GB, AUSTIN-HEALEY 3000.
5
XIIIth Rallyt till 129 1. Soderstrom/Ohlsson, S, MORRIS-COOPER Touring (Group 1). 5 classes.
Midnattssolen. (+21) 2. Bengtsson/Dabhlgren, S Porsche. Up to 1,100 c.c.
3. Carlsson/Haggbsm, S, SAAB Soderstrom/Ohlsson, S, MORRIS-COOPER.
12th-16th June. 4. Jansson/Tetterson S, VW, 1,000-1,300 c.c.
5. Béhringer/Lang, D, Mercedes 220SEb. Soderstrom/Olsen, S, VW.
SWEDEN. 6. deerstrom’Olsen, S, VW. 1,300 -1,600 c.c.
. Ladies’ Prize (6 starters). Christofferson/Anderson, S, Volvo.
Coefficient x 2.5. Ewy Rosqvist/Ursula Wirth, S, Mercedes. 1,600-2.000 c.c.
Team Prize. Andersson/Karlsson, S, Volvo.
MORRIS-COOPER. Over 2,000 c.c.
Best British Performance. Bohringer/Lang, D, Mercedes 220SEb.
APPLEBY/MCGHIE, AUSTIN-HEALEY SPRITE. | Touring (Group 2). 4 classes.
(5th in class.) Up to 700 c.c.
Spjuth/Bergren, S, BMW.
700-850 c.c.
Carlsson/Haggbom, S, SAAB.
850-1,300 c.c.
Trana/Pavoni, S, MORRIS-COOPER.
1,300-1,600 c.c.
Blomgyvist/Lindberg, S, VW 1500.
Over 1,600 c.c.
Toivonen/Kallio, SF, Citroén.
Grand Touring. 3 classes.
Up to 850 c.c.
Ingier/Nitsche, N, SAAB.
850-1,300 c.c.
Jansson/Tetterson, S, VW.
Opver 1,300 c.c.
Bengtsson/Dahlgren, S, Porsche.
6.
IVth Rajd Polski. 10 1. Bohringer/Lang, D, Mercedes 220SEb. Touring. 5 classes.
(—19) 2. PAT MOSS/PAULINE MAYMAN, GB, AUSTIN-  Up to 700 c.c.
2nd-5th August. HEALEY. Dobranski/Murawski, PL, BMW 700.
| 3. Kithne/Wencher, D, Mercedes 220SEDb. 700-1,000 c.c.
POLAND. 4, Otto/Hanf, D, Wartburg Otto/Hanf, D, Wartburg.
. 5. Chnstofferson Lilienberg, S, Volvo. 1,000-1.300 c.c.
Coefficient x 2. | 6. Rosgvist/Wirth, D, Mercedes 220SEb. Postawa'Jaromin, PL, Simca.
Ladies” Prize (2 starters). 1,300-2,000 c.c.
PAT MOSS/PAULINE MAYMAN, GB, AUSTIN- Christofferson/Lilienberg, S, Volvo.
HEALEY (also Best British Performance). Over 2,000 c.c.
| Team Prize. | Bohringer/Lang, D, Mercedcb 220SEb.
Mercedes. Grand Touring. 1 clas
| PAT MOSglPAULINE MAYMAN, GB, AUSTIN-
| HEALEY 3000.
i
s
Xl1Ith Jyviskyian 70 1. Toivonen/Kallio, SF, Citrcén DS19. Touring. 7 classes.
Suurajot. (+19) 2. Keinidnen/Eklund, SF, Skoda. Up to 700 c.c.
3. Carlsson/Héggbom, S, SAAB. Snellman/Wohlstrém, SF, Steyr-Puch.
17th-19th August. 4. Soderstrom/Olsen, S, VW 1500 700-800 c.c.
5. Lampinen/Ahava, SF SA Carlsson/Haggbom S, SAAB.
FINLAND. 6. Soderstrom/Ohlsson, S MORRIS COOPER. | 850-1,1
f Ladies’ Prize (2 starters). Soderstrom/Ohlsson, S, MORRIS-COOPER.
Coefficient x 2. Ewy Rosqvist/Ursula Wirth, S, Mercedes 220SEb. 1,100-1,300 c.c.
Team Prize. Keindnen/Eklund, SF, Skoda Octavia.
SAAB. 1,300-1,600 c.c.
Soderstrom/Olsen, S. VW1500.
| 1,600-2,000 c.c.
| Toivonen/Kallio, SF, Citroén.
| Over 2,000 c.c.
| ‘ Mattson/Jarvi, SF, Dodge Lancer.
| | Grand Touring. 1 class.
| Bengtsson/Dahlgren, S, Porsche.
84 .
XXXIIme Marathon 18 . Bohringer/Eger, D, Mercedes 220SEb. Touring. 2 classes. (Groups 1 and 2 combined.)
de la Route. (+10) . Marang/Coltelloni, F, Citroén. 1,600-2,000 c.c.

(Liege-Sofia-Liege).

August to
September.

BELGIUM.

Coefficient x 2.

. Patte/Rouselle, B, Volvo B.18.
s Verner/Badoche F, Ci‘roén.
. MORRISON/JONES, GB, AUSTIN HEALEY 3000.
. JAMES/HUGHES, GB ROVER
Ladies’ Prize (4 starters).
Claudine Bouchet/Mlle. Kissel, F, Citroén.
Team Prizes.
Manufacturers’—Citroén.
Inter-nation—France.
Best British Performance.
MORRISON/JONES, GB, AUSTIN-HEALEY 3000
(5th in General Class1ﬁcanon 2nd in class).

DU B LI

Marang/Coiltelloni F, Citroén.
Over 2,000 c.c.
JAMES/HUGHES, GB, ROVER.

| Grand Touring. 3 classes.

Up to 1,000 c.c.
Charlier/Mosbeux, B, FORD ANGLIA.

1 000-1.600 c.c.

Poirot/Harmand, F, Porsche.
Over 2,000 c.c.

Bohringer/Eger, D, Mercedes 220SEb.
Sports Class. 3 classes.
Up to 1,600 c.c.

Staepelaere/Meuwissen, B, FORD ANGLIA.
1,600-2,000 c.c.

Miles Bouchet/Kissel, F, Citroén.
Over 2,000 c.c.

Rosqvist/Wirth, S, Mercedes 220SEb.
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Starters | Finishers ‘
Event | (figures in brackets show General Classification and Specialist Results | Class Winners
comparison with 1961)
9. ‘
Rallye of Baden- 68 47 1. PAT MOSS'PAULINE MAYMAN, GB, MORRIS- | Touring. 6 classes. (Groups 1 and 2 combined.)
Baden and Germany. (+4) (—2) COOPER. ‘ Up to 700 c.c.
2. Bohringer/Lang, D, Mercedes 220SEb. | Zink/Erb, D, BMW 700S.
26th-30th September. } 3. Trautmann/Mme Bouchet, F, Citroén. 700-850 c.c.
4. Walter/Stock_ D, Porsche Carrera. | Carlsson/Hédaggbom, S, SAAB.
GERMANY. 5. Smoliner/Auer, D, Citroén. | 850-1,000 c.c.
| 6. Cavalari/Simonetta, I, Alfa Romeo. ‘ PAT MOSS/PAULINE MAYMAN, GB, MORRIS-
Coefficient x 2. i Ladies’ Prize (2 starters). | COOPER.
. PAT MOSS/PAULINE MAYMAN, GB, MORRIS- | 1,000-1.300 c.c.
COOPER (also Best British Performance). | Cavalari/Simonetta, I, Alfa Romeo.
Team Prize. 1,300-2,000 c.c.
Mercedes. | Trautmann/Mme Bouchet, F, Citroén.
| | Over 2,000 c.c.
| ! Bohringer/Lang, D, Mercedes 220SEb.
| | Grand Touring. 2 classes.
‘ + | Up to 1,300 c.c.
1 | Wehner/von Schweinichen, GB, VW.
Over 1,300 c.c.
| ‘ Walter/Stock, D, Porsche Carrera.
10 S 3 \
Rallye de Geneve. 33 ‘ 27 1. Walter/Lier, D/CH, Porsche Carrera. | Touring. 5 classes. (Groups 1 and 2 combined.)
? | (not run in 1961) 2. Carlsson/Higgbom, S, SAAB. | Up to 850 c.c.
16th-21st October. | | 3. PAT MOSS/PAULINE MAYMAN, GB, MORRIS- Carlsson/Higgbom, S, SAAB.
COOPER. 850-1,000 c.c.
SWITZERLAND. 4. Hanrioud/Arbez, F, Renault 1093. PAT MOSS/PAULINE MAYMAN, D, MORRIS-
5. Gele/Laurent, F, DKW Junior. COOPER.
Coefficient x 1. 6. Kling/Kreder, D, DKW Junior. 1,000-1,300 c.c.
Ladies® Prize. Hanrioud/Arbez, F, Renault 1093.

PAT MOSS/PAULINE MAYMAN, GB, MORRIS-
COOPER (also Best British Performance).

| Team Prizes.

Manufacturers'—DKW.
Inter-Nation—Switzerland.

1,300-2,000 c.c.
Charpilloz/x, CH, Alfa Romeo.
Over 2,000 c.c.
Kreft/x, CH, Jaguar 3.8.
Grand Touring. 2 classes.
Up to 1,300 c.c.
Schaeffer/x, CH, Alfa Romeo.
Over 1,300 c.c.
Walter/Lier, D/CH, Porsche Carrera.

1 \
11th Rally of I 157 ;
Great Britain.
12th-17th November. | |
GREAT BRITAIN.

Coefficient x 2.5.

o N

. Carisson/STONE, S/GB, SAAB.
HOPKIRK/SCOTT, GB, AUSTIN-HEALEY 3000.

HEALEY 3000.
. LEWIS/MABBS, GB, SUNBEAM RAPIER.
. Aaltonen/AMBROSE, SF/GB, MORRIS-COOPER.
. TAYLOR/MELIA, GB, FORD ANGLIA.
Ladies Prize
PAT MOSS/PAULINE MAYMAN, GB, AUSTIN-
HEALEY 3000.
Team Prizes.
Manufacturers—MORRIS-COOPER.
Club—Knowldale M.C.

PAT MOSS/PAULINE MAYMAN, GB, AUSTIN- |

Touring. 4 classes. (Groups 1 and 2 combined).
Up to 850 c.c.
Carlsson/STONE, S/GB, SAAB.

| 850-1,000 c.c.

c
Makinen/STEADMAN, SF/GB, MORRIS-COOPER
1,000-1,600 c.c.
LEWIS/MABBS, GB, SUNBEAM RAPIER.
Over 1,600 c.c.
Andersson/JOHNS, S/GB, Volvo 122 B.18.
Grand Touring. 2 classes.
Up to 1,600 c.c.
Aaltonen/AMBROSE, SF/GB, MORRIS-COOPER.
Over 1,600 c.c.
HOPKIRK/SCOTT, GB, AUSTIN-HEALEY 3000.

%

THOUSAND LAKES: Opposite lock on a
dusty corner is applied by Rauno Aaltonen,
sharing the Mercedes with Vaino Nurmimaa.

Rally Review—continued

As far as Championship points were con-
cerned, the next two rallies were crucial for
Eric Carlsson. Bohringer’s 24 points in the
German Rally enabled him to drop his
poorest score (12 points in the Tulip), and
he had now acquired 158 points, whilst his
usual co-driver, Peter Lang, was lying
second with 142 points. Carlsson had only
130 points, and his 12 points from the
German Rally was his worst score yet, but
he could still win the Championship if he
won the two remaining rallies, the Geneva
and the R.A.C., and if their starting
numbers were of the usual standard, i.e.,
over 50 and over 150 respectively.

But as far as the Geneva rally was con-
cerned, Eric was well and truly out of luck.

10. THE GENEVA CLINCHES THE
CHAMPIONSHIP FOR
BOHRINGER

IT is rare that a driver wins a Champion-

ship without taking part in the event
which decides it, but that is exactly what
happened to Bohringer. Whilst he was
driving in the Argentine, Carlsson was
finishing second and winning his class in
Switzerland, but this stout effort only
netted him another miserable 12 points
instead of the 24 which he might reasonably
have expected, and the Championship was
out of his reach through no fault of his.

The rally itself was a very fair event and
worthy of better support than it received.
The A.C. de Suisse were really responsible
for the wretched entry as regulations were
not available until some three weeks before
the start, but their inefficiency was hard
luck on Carlsson and a rally which can only
attract 41 entries is not worthy of being
included in the rally championship.

The route was chiefly in France and in-
cluded six Special Stages, which penalized
most of the entry, and timed climbs at
Croisette, Chamrousse and Mont Ventoux,
where Hans Joachim Walter’s Porsche
again made B.T.D. on each climb. The
Porsche, co-driven by Werner Lier, was the
eventual winner and Pat Moss/Pauline
Mayman on the hard-worked Cooper
finished 3rd, only 9 points behind Carlsson.
This was the only British success, but the
“ works > TR4 of Jean-Jacques Thuner/J.
Gretener was going well and lying 4th until
a throttle linkage came adrift and dropped
them right back.

11. THE R.A.C. FINISHES OFF THE
SERIES ON A HIGH NOTE

HE R.A.C. is of such recent memory, and

so much has been written about it, that

it is pointless to go into detail; it is, in any

case, difficult for a member of the inde-

fatigable Jack Kemsley’s organizing com-
mittee to be completely impersonal.

Despite one or two unforeseen hitches,
notably the failure of the Longines clocks,
which caused so many excellent Special
Stages to be ““ scrubbed,” we felt that we
achieved our objective of putting on a rally
worthy of, perhaps, deciding the 1962
Championship, and the R.A.C. did attract
the maximum number of starters, includ-
ing more top-line foreign drivers than for
some years.

Bohringer crashed (his only accident in
the series), and Carlsson won for the third
consecutive time, so the final score was,

Bohringer 158 points
Carlsson 153 points

Pat Moss won her eighth Coupe des
Dames, but the title for 1962 had long since
passed into her keeping, so this win had
little effect, except neatly to round off a
wonderful year.

Clearly the 1962 pattern for the R.A.C.
Rally was the correct one, and it does seem
that, after all, both the forest roads and
Jack Kemsley will be available for 1963.
This is as well, for without them there might
be no R.A.C. Rally and, as it stands at
present, that would make the Champion-
ship series all the poorer.

In the final part of his survey John Gott will analyse

the performances of cars and drivers and suggest how
the revived Championship can be improved.
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Glub News

By MICHAEL DURNIN

SEVENOAKS AND D.M.C.
MUCKSPREAD TRIAL

ON Sunday, 9th December, the Sevenoaks
and District Motor Club held its annual
closed to club Muckspread Trial for produc-
tion cars. This year, the event was held on a
farm near Pembury and after heavy rain the
previous night, the conditions on the day were
ideal, the sun coming out soon after the
10 o’clock start and remaining out during
the day.

Trials man, Grahame White, Clerk of the
Course, using his Cannon as an ideal course
car, had sorted out some 20 sections to be
tackled by the 58 entries during the day, 10 of
these to be done in the morning and 10 in the
afternoon. Competitors numbering 1-25
started at section 1 and numbers 26-58 at
section 6.

Section 1 had a downhill start, through a
gate, then went up a long climb next to a
thick overhanging hedge. Deep ruts and mud
near the top stopped most, but Club Secretary,
Ken Springate, showed his Volkswagen was
capable of cleaning the section with an
excellent climb. He was followed by only
three more ‘‘cleans’” during the morning;
although 10 managed it in the afternoon.

Sections 2, 3 and 5 were all on steep grassy
banks and all had easy starts with the sting in
the tail. Only three ““cleans’ were managed on
Section 2, with most stopped at the 6 marker—
seven ‘“‘cleans’ on Section 3 and one ‘‘clean”
climb on Section 5, this being Roger Erwin’s
Mini. During the afternoon, four cars
“cleaned”™ this hill, all of them being Minis.

Section 4 was a straight track running
through a wood with a stream on one side.
Deep ruts of water soon after the gate marking
the start presented little problem, the last few
yards, with thick mud up a sharp bank on to
the farm road, stopped surprisingly many in
the morning, but far less during the afternoon.
Ron Gee’s Sprite had an excursion into the
woods on his second run, losing 10 marks
with it.

Sections 6, 7 and 8 were all on part of a
motorcycle scramble course. All had level

starts but on thick mud. Section 6 had first a
left, then right, turn with the finish some way
up through some marshy ground. The only
“clean” during the day was the eventual
winner, Bud Smith, in his Saab. Section 7 had
an easy start with a long left turn in some
ruts, the mud and steepness of the hill stopped
most cars at the 7 or 8 marker, but Malcolm
Stanley (Volkswagen) and well-known moter-
ing photographer Mike Ware (Austin Seven)
lost three and five respectively. Section 8 was
a long climb up an open track, next to a deep
ditch and hedge. Fifteen cars were ‘““clean’ in
the morning, but during the afternoon, the
start line was moved and the section markers
moved to a steeper part of the hill. The left
turn soon after the start stopped most; best
climbs were by Geoff Chapman (Volkswagen)
and Reg Exon (Sprite), with six marks lost
each and Roger Erwin (Mini) and 21-year-old
Anne Duncan—in her first trial and driving
her Sprite very well indeed, were next highest
with seven marks lost.

Sections 9 and 10 were on open grass banks,
the first looking more difficult than, in fact, it
was, and it produced some 13 “cleans’ in the
morning, but was tightened up during the
afternoon and only the Volkswagen and the
Volvo of the Stanley brothers managed to
“clean” the section. Section 10 after a tight
right hand turn round a telegraph pole went
through some deepish water and on up a
steep bank. There were no ‘“cleans” during
the morning or afternoon, the best climbs
being those of Bud Smith (Saab) and Tony
Hilder (Cooper-Mini), who lost four marks
each.

All those who competed enjoyed this well-
organized event and the Secretary of the
Meeting, Chris Martin, ably assisted by
Chalky White, did well to produce the resuits
within half an hour of the last car finishing the
course.

GRAHAME WHITE.
Results

1, Bud Smith (Saab), 48; 2, Roger Erwin (Mini), 61;
3, Reg Exon (Sprite), 64; 4, lan Dussek (H.R.G.), 64:
5, Ken Springate (Volkswagen), 66; 6, Mike Ware
(Austin 7), 67; 7, Stephen Clipston (Volkswagen), 68;
8, Malcolm Stanley (Volkswagen), 68; 9, Brian
Stephens (Mini), 70; 10, Gregory Stanley (Volvo), 70
11, John Webb (Volkswagen), 72; 12, James
Burrowman (Ford), 72; 13, Stephen Golding (Herald),
73; 14, Geoff Chapman (Volkswagen), 73: 15, Doug
Worgan (Sprite), 76; 16, Brian Jefferson (Mini), 76
17, Maurice Christmas (Volkswagen), 77; 18, Tony
Hilder (Cooper-Mini), 78; 19, Anne Duncan
(Sprite), 78; 20, Dave Brown (Alvis), 80.

Ladies’ Class: 1, Leigh Saunders (Volkswagen),
15; 2, Anne Duncan (Sprite), 18; 3, Bobby Alcorn
(Volkswagen), 18.

BRITISH ARMY MOTORING
ASSOCIATION
LONDON M.C.

LONGMOOR AUTOPOINT

THE British Army Motoring Association and
the London Motor Club were again locked
in very nearly mortal combat in the third
annual Autopoint at Longmoor. Watched by
tens of thousands of T.V. viewers, eight
contestants from the Club and eight from the
Army raced against each other in gale force
winds over impossible terrain in a most
unlikely collection of vehicles.

Just 'to watch a Trials Car, a Champ, a
B.M.C. Gypsy and a 1-ton Land-Rover head
for a gap in which there was clearly room for
only two of them was frightening enough.
That Ann Render, husband David’s passenger
in the trials car, still had the twitch six hours
after the event was over was not surprising,
particularly as in heat 10 the car caught fire
through the battery falling through the floor
and shorting across the petrol tank.

It was a very rough ride for everybody and
the Army who had suffered defeat in the two
previous years were at battle stations from the
beginning. After only four heats the Army
had a 10 point lead over the Club. The event
lends itself to gamesmanship of all kinds and
the starter noticeably paled when on certain
courses some competitors left the start line
backwards whilst others took a more conven-
tional forward line. The rules of Autopoint
permit a choice of route provided certain
markers are rounded during the excursion.

A star of the afternoon was the Standard

Ensign staff car driven by Sgt. Norton, which
literally ran rings round the functional though
less aesthetic Champs, Gypsys and Land
Rovers. The 600 c.c. Haflinger chuffed around
in the hands of Colin Hoile against formidable
opposition, whilst the Renault 4L, driven by
John Fenwick, by no means disgraced itself
before coming irretrievably bogged down in
heat 6.

Splendid driving by the Army team gave
them a 30 point lead over the Club by heat 10.
The Club’s honour was partially restored by
Steven Carradine who scored a win in heat 11,
and by rally driver Bill Bengry who did like-
wise in heat 12. Even so the sheer determina-
tion of the B.A.M.A. team gave them a well
deserved win of 54 points to 34, and put paid
to a hat trick by the Club.

(pictures overleaf)

SEVEN-FIETY M.C.
WEEDON E.C.C.

SILVERSTONE TRIAL

HELD on 9th December, the annual Silver-
stone Trial was a great success. There were
three classes—1172 Trials, 750 Trials and
Austin 7 (pre-Mini!) cars.

Results

1172 Trials Class: 1, C. Taylor (Cannonball).
10 points lost; 2, P. le Couteur (Cannon); 3, W.
Harris (Alexis); 4, G. Hutchings (Midnight Special),
61. 750 Trials Class: 1, R. Mansfield (Mango-
Austin), 42; 2, R. de Paula-Hanika (The Gig), 53;
3, W. Meade (Pluto), 56; 4, M. R. G. Eyre (Special),
67. Austin 7 Class: 1, R. Paimer (U.G. Saloon), 0;
2, L. Blair (U.G. Saloon), 1; 3, J. Pickering (Austin
7, 43; 4, A. Jigins (Tatty 7), 53.

AUTOSPORT, DECEMBER 28, 1962

LANCASHIRE AND CHESHIRE C.C.

LAKELAND RALLY

VOLKSWAGEN, of R. Sutcliffe/R. Dixon,
approaches the control near Ddol.

N 15th-16th December, the Lancashire

and Cheshire Car Club ran their Lakeland
Rally. The route included much of Wales—
it started at a garage near Whitchurch and
finished up in Llangollen where breakfast
was served and the results produced, though
the latter took some time to appear. The
organizers were so sure of themselves—
Clerks of the Course Ian Hall and John Shaw
had planned a tough event which gave navi-
gators 81 references to plot—that a bottle of

LEAVING the River Dee bridge above
Chirk is the M.G. of D. J. Friswell|A. J.
Taylor.

whisky was offered if anyone cleaned it.
Reg McBride, the winner, got one!
- Results

1, R. McBride/D. Barrow (Allardette), 0 mins.;
2, R. Sutcliffe/R. Dixon (Volkswagen), 2; 3, G.
Allen/B. Hughes (Cooper-Mini) and D. Friswell/
A. J, Taylor (M.G.A)), 3; 5, D. M. Ray/S. Gray
(Allardette), 6; 6, B. Harper/R. Crellin (Sebring
Sprite), 10.

Coming Atltractions

29th December. South African Grand Prix, East
London (F1).

30th December. Hants and Berks. M.C. 9th
“ Pairs >’ Point-to-Point Map Reading Run.
Starts The Hart Car Park, West Street, Farn-
ham, Surrey (M.R. 169/83644691), at
9.30 a.m.

4th-6th January. South Wales A.C. International
Welsh Rally. Starts Loton Park, Shrews-
bury, Shropshire, and finishes Cardiff,
Glamorganshire.

4th-5th January. Motor Cycling C. 38th Exeter
Trial. Starts Kenilworth, London and
Launceston, at 9.20 p.m.

5th January. New Zealand Grand Prix, Pukekohe
(F.L

Sth-6th January. Vintage S.C.C. Measham
Rally. Starts Church Stretton, Shropshire,
at 10.30 p.m.

12th January. Vic Hudson Memorial Trophy
Race, Levin, New Zealand (F.L.).

19th January. Lady Wigram Trophy Race,
Christchurch, New Zealand (F.L.).

19th-26th January. Monte Carlo Rally. Starts
Athens (Greece), Frankfurt (Germany),
Glasgow (U.K.), Lisbon (Portugal), Monte
Carlo (Monaco), Paris (France), Stockholm
(Sweden) and Warsaw (Poland).

25th Janunary-2nd February. Racing Car Show,

Olympia.
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CORRESPONDENCE
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A Dreadful Shame

T really is a dreadful shame that Peter Madge (*“ Correspondence *
recently) is now (for no fault of his own) running the risk of being
confused with the most awful people. He has my sympathy for a
start, but then, if it’s any consolation, he should know that there are
some pretty frightful *“ types ™ driving around in Jaguars, and all sorts
of other expensive motor-cars.

Trouble is, I think, that the awful ones don’t know—and this is the
awful point, without knowing it, I might be one, or even Peter Madge
himself might be one! It’s all a bit frightening isn’t it—like not having
a best friend to tell you.

There isn’t much you can do about it, it seems (being awful I mean)
except try to conceaj the fact by nor driving a kit-Elite.

PINNER, MIDDLESEX. DonALD W. WARREN.

Those Anglias

MAY 1 enquire, through your excellent columns, of those concerned,
» if we can look forward to those Jaguar-burning, Formula Junior,
Group IIT plus, Anglia-bodied projectiles screaming round our circuits
again next season ? 0
Where do they get those very generous regulations from? I doubt if
their owners would oblige, buf just think of them and their opponents
in even a 2-hour race at Brands!" That would supply spectator appeal—
and prize money!
Two hours of bliss at Paddock Bend—worth a thought.
CROYDON, SURREY. J. WITHRINGTON.

A Large Raspberry!
A LARGE raspberry to the bloke who started the current deplorable

vogue of calling the Austin-Healey 3000 the “Big Healey".
The genuine “Big Healeys” were the ones built between 1946 and
1954, many of which would dwarf the *“3000.
Anyway, the “‘real” Healeys have the decided advantage of having
only the word “Healey” on the registration book!
So can we stick to the facts and call an H “an H” and an A.-H.
“an A.-H.” please?

SPONDON, DERBYSHIRE. JoHN STONE.

Le Mans-winning Aston Martin

IT is good to know that the Montagu Museum will have on display

the Championship winning Aston Martin DBR1 but I beg to
challenge your statement that it is the actual Le Mans winning car.
As I understand it, there were only five of these cars made, the last of
which was assembled for Graham Whitehead and is now in Southern
Rhodesia. Of the remaining four works cars, number one won the
1,000 Kilometres in 1959, subsequently was raced by John Ogier and is
now owned by the Hon. John Dawnay. Number two is the property
of Major Ian Baillie and this is the Salvadori/Shelby car which won
the 1959 Le Mans race. Number three was bought by the Border
Reivers after being burnt at the 1959 T.T., and number four is the
only one still owned by Aston Martins and is, I believe, the car now
going to Beaulieu. This information I have obtained in course of
preparing the new Aston Martin Register which is due to be published
early next year.

SARRATT, HERTS. BRIAN JOSCELYNE.

The Editor is not bound to be in agreement with opinions expressed by readers
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bet yourselfareal
Karcote this winter

The TUSCAN KARCOTE has been designed specifically
for winter driving. With its snug nylon fur collar, it is
extremely warm, yet wonderfully light. And its four deep
outside pockets give you plenty of ‘parking space’ for all
your motoring necessities !

TUSCAN KARCOTES are stocked by the best shops,
and they are not expensive. Prices range from £5 19s. 6d.
There are seven different shades and three separate designs
to choose from. Take your pick!

TUSCAN

For your nearest stockist please telephone:
NEWCASTLE 2/8481

LONDON MARYLAND 7397
LEEDS 26205, 28025, 20426 EXETER 73829

NOTTINGHAM 52740
NORFOLK NORWICH 16121

PLYMOUTH 53833

MANCHESTER CENTRAL 3534, 7464
DEANSGATE 3434

Manufactured by J. Harvey Limited, 55/59, Oxford Street, London, W.I.
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YOU’D THINK this sort of thing was dan-

gerous in a trials car, wouldn’t you? Ask

David Render. It is. And that mudguard
kept getting in the way, too.

STOP THE MOKE, [ want to get off.
Study this picture carefully, and then see if
you still don’t know why they wear crash-hats.

v
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IF THIS was your Renault, would you try to

tow a thing the size of that ? But there, it was

a bigger and better recovery service than is
usually to be seen.

LANDROVING as a Land-Rover should. A
London Motor Club member is the chap who
probably made - Land-Rover shareholders

cackle with glee. W

AUTOPOINT

BRITISH ARMY M.A.
LONDOCN M.C.
HORROR COMIC!

THIS MACHINE is called a Haflinger, no

doubt because it don’t Hafling the mud about.

Colin Hoile wants to run it in Formula
Junior next season.

v

i
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Graham ? Or Jim ?—continued

D.P.: Does it affect your life very much?

G.H.: Well, because of the World Championship, or because
I’'ve won a few races, I seem to be more in the public eye, from
which point of view it does affect my life—yes.

D.P.: Do you like being in the public eye?

G.H.: Well, yes, I suppose I do. I think I would be dishonest
if I said no. Sometimes it is a bit of a nuisance, but I try not to
think of it as a nuisance because it represents everything that
I'm striving for, and I feel that I should accept everything that
goes with this. I realize that it helps motor sport, and it’s helping
me anyway, so who am I to grumble?

D.P.: Going back to the Championship, does it WOITy you
very much—does it stop you sleeping, for instance ?

G.H.: No, not at all.

D.P.: Will you try any harder in South Africa than you might
have done in previous races, just because the Championship
hinges on it?

G.H.: Well, as I told you earlier, I'm never really satisfied
with my performance, though I was a bit more after the Niirbur-
gring; perhaps I was a little less dissatisfied, if you see what [
mean. I had a very, very hard race, I didn’t make any real mis-
takes, and I won the race—not by much—but nevertheless I
won it. I think one mistake would have lost me the race. It was
an_extremely hard race, mentally and physically, and that was
quite satisfying. Now at Watkins Glen I drove just as hard but
I didn’t have the pressure from behind. I drove hard, but I wasn’t
satisfied. I felt I could have done better. Now I know that when
I go to South Africa, I'm going to try as hard again, or even
harder. I hope that I'm always improving, so obviously I always
hope that I'm going to do a better job next time. I know what
you’re getting at and I'm evading it slightly; it might have an
effect on me . . . I don’t know. TI’ll have to tell you after the race.

D.P.: Can you be as genuinely friendly with other drivers as
you can with someone you are not competing against ?

G.H.: Yes, you can, but there are times when you do notice
that you are competitors; when you are both in the public eye,
for instance. The point is that a competitive driver is a threat to
what you’re working for. There is always that little something,
but it certainly doesn’t stop any friendships. I don’t know of
anyone who isn’t friendly with anybody else in motor racing.

D.P.: Yes, the relationship between the present Grand Prix
drivers seems to be quite remarkable.

G.H.: I think it’s exceptional, I think it’s terrific.

D.P.: Do you ever feel jealous about somebody else w

G.H.: Yes, I suppose I do. I am human; I have nasty thou
just like anybody else. At Watkins Glen I was hoping that Jimmy's
car was going to break. I would rather beat him fair and square,
but as I couldn’t I was hoping his car would break: that's being
very honest with you.

D.P.: Do you ever feel nervous before a race?

G.H.: Yes.

D.P.: What about?

G.H.: Well, not exactly nervous. I don’t get twitchy or anything.
I don’t feel particularly hungry, I don't feel like chatting too
much—TI get what we used to call in rowing “the needle”. I used
to get more needle when I was rowing than I do when I am motor
racing. I can’t eat a dry sandwich. I'd rather have a bowl of soup.
And there is a certain apprehension, a build-up of whatever
athletes get when they enter a race—I think everybody should
have it. I think it would be very abnormal if someone didn’t get it.

D.P.: Do you ever start a race feeling nervous of crashing, or
nervous of hurting yourself?

G.H.: Well, yes, the thought does cross my mind occasionally.

D.P.: Do you worry very much about your car breaking?
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G.H.: I do think of it occasionally, especially on a long straight,
where there is a little time to think about it. And sometimes 1
wonder whether the brakes are going to work when I put my
foot on them.

D.P.: Do you feel you can concentraté 100 per cent. throughout
a race?

G.H.: No. I would like to be able to, but I don’t think I can.

D.P.: You give the impression that you are. Your face never
appears to move throughout a race.

G.H.: No, it doesn’t. I try to concentrate because I think this
is part of the key to success.

D.P.: Do you find yourself thinking about other things not
connected with the race?

G.H.: It depends on the heat of the race really; I think about a
lot of things concerning the race. As soon as I see a pit signal I
start working things out.

D.P.: Do youike driving at close quarters, or slipstreaming other
cars?

G.H.: I don’t mind. It depends who it’s with. I don’t mind
driving at close quarters at all, but I think perhaps if I felt I couldn’t
trust one of the other drivers it would make me be a little wary of
him.

D.P.: What is the ideal race for you? Do you like to go into the
lead and stay there all through, as at Monza, or do you like to come
from behind ?

G.H.: I've never really thought about it. I think coming from
behind would probably be a bit more satisfying.

D.P.: Do you have any idea of retiring if you win the World
Championship ?

G.H.: No, definitely not. I enjoy motor racing.

D.P.: If and when you do retire, would you be able to go to races
without wanting to drive?

G.H.: Oh, I couldn’t tell you. I couldn’t answer that. I think I"d
have to be pretty fed-up with it or pretty stale if I ever got to that
state. I even enjoy driving my saloon car around London.

D.P.: Do you have any sort of a battle with your home life
against racing?

G.H.: No.

D.P.: It’s all accepted ?

G.H.: Oh yes, oh definitely, yes. The only thing is that I would
like to see the children more often.

D.P.: Do you consider racing dangerous?

G.H.: Yes, it’s dangerous.

D.P.: Do you try to put it in one corner of your mind and forget
about it?

G.H.: No, it’s a calculated risk. It's dangerous to fly, it’s dan-
gerous to go out in a car; we do all these things.

D.P.: Do you ever feel a need to nurse your car?

G.H.: I always try to take no more out of the car than is abso-
lutely necessary.

D.P.: Do you believe in building up a big lead ?

G.H.: I would like to be able to build up a lead of 20 seconds,
and if I could get 30 seconds ahead I would feel I was doing very
well.

D.P.: How do you reckon to beat another driver in a similar
car?

G.H.: By driving harder!

* * *

HAT is Graham Hill. Aiming at perfection, determined to
succeed, never admitting that somebody else may have a better
car. He has worked towards the Championship for almost a decade
—starting as a self-appointed mechanic and eventually becoming a
fully-fledged works driver. If he doesn’t win it >—*Well, there is
always next year.”

NOW AT UNIVERSITY—THE NEW ’ 8 OOCC M G B

Power-in-hand from high performance twin-carburetter 1,800 c.c. engine,
superb acceleration for your
extra safety. Lovely to handle, with front wheel disc brakes . . . finger-tip
steering . . . unsurpassed road-holding and cornering stability. Wrap-
round windscreen. Extra roomy cockpit. See the exciting new MGB at
University NOW! £834 inc. P.T. (wire wheels optional extra). Part

developing 94 b.h.p. at 5,500 r.p.m. . . .

exchange. Hire purchase gladly arranged.

@ MOTORS LTD
NIVEBSITY Sole London MG Distributors

Stratton House, 80 Piccadilly, WI. Tel. GROsvenor 4141
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Advertisements which are received too late for
a particular issue will be automatically inserted
in the following issue unless accompanied by
instructions to the contrary.

RATES: 8d. per word, 4s. éd. per line. Semi-
displayed setting £2 10s. per single column
inch. Minimum charge 8s. Display setting
£24 per column and pro rata, minimum size
quarter column.

Series discounts are allowed, to trade
advertisers, of 5% for 13, 10% for 26, and
15% for 52 consecutive insertions.

AUTOSPORT

CLASSIFIED ADVERTISEMENTS

PRESS TIME: Tuesday 10 a.m.
Telephone : PADdington 7671-2

BOX NUMBERS: Facilities are available
to private advertisers at an additional charge
for two words (Box 0000), plus Is. to defray
the cost of booking and postage. Replies
should be addressed to Box 0000, c/o
AUTOSPORT, 159 Praed Street, London,W.2.

TERMS: Strictly net and prepayable. Monthly
accounts for settlement by the end of the
month following insertion are allowed to
trade advertisers, if satisfactory references
are provided.

The publishers reserve the right to refuse or
withdraw advertisements at their discretion and
do not accept liability for printers’ or clerical errors
although every care is taken to avoid mistakes.

USED CARS FOR SALE

ALFA ROMEO
ALFA ROMEO Giulietta Sprint, 1959, fitted rear
seats, new X tyres, etc. Perfect condition.
H.P. terms could be arranged. £900 o.n.o.—
G. A. Glennie, 18 Warslap Avenue, Arbroath,

Scotland. Arbroath 2079.

200 SPYDER 1960; white, black interior.
Excellent condition, 7,000 miles only,
mechanically perfect. £2,000. Terms.—A. London-

derry. SLOane 6766; Wolviston 317.

AUSTIN

1961 SPRITE Mk. II, blue, side damage,
16,000 miles. £295. Part exchange.—
Ipswich 41973,

AUSTIN-HEALEY
THE HEALEY CENTRE
offer
100/6, 1958. Heater, radio‘ wire wheels, four-
seater, red . . ... £445
Sprite,  1959. Heater tonneau, e€tc., one
owner & o £345
Le Mans Kits for BN1 and BN2 ... i3 £35

Specialist Tuning and Service for Austin-Healeys.
Open all day Saturday.

17 Winchester Road, Swiss Cottage, N.W.3.
Tel.: PRImrose 9741.

, W ’/l(i"’;a’.’- T ‘\\\“
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{

FOR EXCITING NEW CARS

Distributors or Agents for
LOTUS. Elan 1500, Elite G.T., Super Seven.
M.G. Midget 1100, M.G.B 1800 and 1100 saloon.
OGLE. SX 1000 and SX 250.

T.V.R. Gran Turismo Mk. lif.
DAIMLER. SP250 sports and V/8 saloon.
RELIANT. Sabre 4 and Sabre 6.
ELVA. Courier Mk. lil.
LESS TAX! LOWER DEPOSITS!

Immediate or earliest delivery, Sales,
Service, Demonstrations, Brochures.
The best ilable part exch

hire purchase and insurance terms.

THE CHEQUERED FLAG
HIGH ST., EDGWARE _ EDGware 6171/2
HIGH ROAD, W.4. CHIswick 7871/2/3
ARKWRIGHT ST., NOTTINGHAM 892823

AUSTIN-HEALEY 3000

TWO/FOUR-SEATER
July 1960. Finished Old English white with dark
blue interior. [Extra equipment includes over-
drive, wire wheels, H.M.V. push-button radio.
heater, screen washers, safety belts. One previous
owner. 13,000 miles only. Superb example.

£625.
P. PIKE & CO., LTD.,
Alphington Streef, Exeter 58241.

Maintenance, Tuning and Competition Preparation
of all Austin-Healey types. It costs no more to
have racing experienced mechanics carry out your
routine or specialist requirements.
IAN WALKER RACING LIMITED,
rear of 1089 Finchley Road, London, N.W.11.

Telephone: MEAdway 2829.

USTIN-HEALEY, 100M, 1955, left hand drive,

full Le Mans mods., Konis, new RSSs, new
gearbox, 115 m.p.h. £200.—Barron, 139 Privett
Road, Gosport. Tel.: Gosport 81297.

BORGWARD
ONVERT your Borgward engine from £45,
camshaft £20, anti-roll bar £8.—Metcalf &
Munday (Service), Ltd., 8 Bramber Road, W.14.
FULham 6076.

FIAT
TAT.—Unity Motors for all Fiat models, new
and used.—42/45 The Avenue, Egham, Surrey.
Tel.: Egham 4255.

FORMULA. JUNICR

ON HARRIS RACING DIVISION offer the

highly successful Lotus “20’* driven by John
Fenning during this season. Winner at Snetterton,
Brands Hatch, Oulton Park, Silverstone, etc.
Cosworth 100-plus b.h.p. motor recently rebuilt
for 1963. The whole car is immaculate and
maintained in mint condition, finished in chariot
red. Best offer over £1,000 secures.—Ron Harris
Racing Division, Glenbuck Studios, Surbiton.
Telephone: Elmbridge 5211.

GOGGOMOBIL

BUY your Goggo from Main Distributor, London

and Middlesex. New and used Goggomobils
for immediate delivery. Spares and Service.—
Mansell & Fisher, 93-95 OIld Brompton Road,
London, S.W.7. KNIghtsbridge 7705.

JAGUAR

AMAGhD SIDF driveable, 1958 XK 150. Fixed

head coupé, well recommended at £345. Part
cxchang&—lpiwich 41973.

LANCIA

LANCIA CONCESSIONAIRES, LTD.,
offer
1962 (Mar.) Lancia Flavia Saloon, right-hand
drive, black/red leather trim, used by director,
works maintained, 7,000 miles. Taxed.
guaranteed e £1,525
1961 (Oct.) Lancia Flaminia Qaloon, right-hand
drive, dark blue, natural leather trim, works
maintained and in superb order throughout.
Taxed, guaranteed ... 5 £1,975

LANCIA CONCESSIONAIRES LTID.,
16 Albemarle Street, L.ondon, W.1.
HYDe Park 7166.
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LOTUS

LITE, Mike Parkes’ 1960 Le Mans car. ZF

box and Webers. Extremely fast. Spares
approx. £150. Just respraved midnight blue.
£1,075.—Southall 5287, business hours.
LOTUS ELITE, 1962. 5,000 miles. This car is

exceptional. ZF gearbox, Brabham balanced,
Cinturas, heater. Works maintained. £1,110.—Box
8647.

Maintenance, Tuning and Competition Preparation

of all Lotus types. It costs no more to

have racing experienced mechanics carry out your
routine or specialist requirements.

IAN WALKER RACING LIMITED,
rear of 1089 Finchiey Road, London, N.W.11.
Telephone: MEAdway 2829.

OTUS 7 I1I, 105 E, unraced, 15,000 miles, many
extras, cherished by one marrying owner. £450
(haggle).—Curtis, VIKing 4306.
8 B.H.P. 105E LOTUS 7. Engine recently had
complete overhaul by Cosworths. C/R box,
magnesium wheels, R.S. Full weather equipment,
finished in blue. Brands 59.3, Goodwood 1.39.—
Phone: Epsom 3264 (after 6 p.m.).

M.G.

U M HAVE the largest stock of M.G. spares
in the country outside of the M.G.
factorv.—University Motors, Ltd., 7 Hertford Street,
London, W.1. GROsvenor 4141.
TRADLINGS OF NEWBURY (The Nuffield
People) for M.G. including M.G.B and *“1100”".
—Telephone: 3181/5. Service, sales and full
Nuffield export facilities.

TOULMIN MOTORS (1962), LTD.

Proud Members of the Performance Cars Group.
QPAREQ—REPAIRS—SFRVICE M.G.s. ONLY.
343 Stai Road, H low, Middlesex.
HOUnslow 3456.

JONES® GARAGE, SYSTON, LEICS.
M.G. Stockist

1962 Midget, 15,000 miles. Extras ... ... £495
1955 M.G. TF 1500. Red, spotless ... e £398
1953 TD. Black, one owner ... o £295
1949 TC. White, as new, low mileage ... £235
1947 TC. Red, £200 rcbuild ... e £245
1947 TC. Green, sound, extras ... e E1TS
1940 TB. Red, really excellent ... £145
1938 TA. Red, recent overhaul ... e £125

H.P. Exchanges. Syston 2257.

ISMANTLING M.G. all models including Ts,
all parts including body parts.—Sports and
Specials, 23 Elnathan Mews, London, W.9. CUN-
ningham 5681.
‘I G SPARES.—Most parts in stock for all
models 1930 onwards, including valves,
guides, springs, rockers, dynamos, road springs,
wheels, hubs, vertical drive assemblies. Prompt
postal service, ¢.0.d. and guaranteed workmanship
in all our repairs.—A. E. Witham. 3 Kingston
Road, Wimbledon, S.W.19. LIBerty 3083.
7\/[ SPARES. New, reconditioned or second
WYE.He hand for all models 1932 onwards.
C.o.d. service. Let us know your requirements.—
Archway Engineering, Ltd., Collier Street, Liver-
pool Road, Manchester 3. Tel.: BLAckfriars 6455.
7\/[ TD, 1952, excellent condition. M.o.T.
& * tested. Red. Fog and reversing lights,
£235 o.n.o.—Parkgate Road Service Station, Park-
gate Road, Chester.
HOMSON’S hard-surface rockers, 6s. each
exchange, other exchange spares, new bushes,
shafts, valves, guides, springs, gaskets, timing
chains, brake and clutch linings, wheels, springs,
carburetiers, half-shafts, crown-pinion sets and
many other spares. Excellent c.o.d. service.—106
Kineston Road, Wimbledon, S.W.19. LiBerty 8498.
109 C.C. MIDGET and “M.G.B” now
s available for demonstration., Early de-
livery of all models.—Richards of Boreham (M.G.
Dealers), nr. Chelmsford, Essex. Phone: Boreham
271

MINi CARS
195 MINI-MINOR De Luxe, Alexander con-
verted, radio, etc. Tmmaculate. £310.—
Waghorn, 50 Sandstone Road, London, S.E.12.

MINI-COOPER

Maintenance, Tuning and Competition Preparation
of all Mini types. It costs no more to have
racing experienced mechanics carry out your
routine or specialist requirements.
TAN WALKER RACING LIMITED,
rear of 1089 Finchley Road, London, N.W.1l.
Telephone: MEAdway 2829.

MORGAN
BASIL ROY, LTD., main London Distributors.
Official spare parts stockists.  Service and
repairs.  Sales enquiries for overseas visitors or
purchasers invited.—161 Gt. Portland Street, W.1.
I_.ANgham 7733.
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—GOLD SEAL—
CAR CO. LTD.

253 NEW CROSS ROAD, S.E.14
Telephone New Cross 7433 and 3380
South London's Leading Sports Car Specialists
M.G. “B". Delivery mileage, red with black trim, list
price.
£1,205 1861 E-type Jaguar finished in metalilic blue with
red interior. Heater, etc. 10,000 miles from new.
£695 Lancia Aurelia G.T. 1955 series IV. Extras,
Jaeger instruments, self seeking radio, Flaminia seats,
finished two-tone grey and blue with blue leather
interior, late property of a famous film personality.
£575 M.G.A. 1600 1960 finished in red with black interior,
extras include radio, heater, wire wheels, luggage rack,
wing mirrors, etc. Excellent condition throughout.
£565 Sunbeam Alpine 1959 in moonstone with red
interior, extras include hard-top, soft-top. heater,
luggage rack, etc. Excellent condition.
£545 1955 Porsche Super Speedster. White, with hard
and soft tops, reclining seats and Halda Speed pilot,
heater, etc.
£535 M.G.A. 1960 model. Fixed head coupe, finished in
dove grey with red upholstery. Extras, heater, spare
mounted on boot. Thoroughly recommended.
£525 Fiat 1100 with Vignale body, reconditioned engine
fitted by us. A most beautiful car, finished white with
black uphostery.
£495 MORGAN PLUS FOUR 4 SEATER. 1960,
TRB3A engine, wire wheels, disc brakes, etc. An ex-
tremely sought after motor car, in first class condition
throughout.
£445 M.G.A. fixed head coupe 1958, finished in old
English white with red upholstery, heater, spots, etc.
£395 1955 M.G. TF. Finished in birch grey with green
upholstery. This car is in excellent condition through-
out.

£375 1959 Austin Healey Sprite in red with Ashley
front and black hard top, rear seat cut for baby or small
person, heater, etc. Excellent condition. Choice of
three others.

£365 M.G.A. roadster, red with black
reconditioned engine, wire wheels, radic,
spots, etc.

£2951947 HRG in cornflower blue with matching interior.
Tonneau, etc. First class all round condition.

£95 Ford Thames Van in primrose and grey, radio
heater, spot lamps.
Also a selection of Ford Specials.

GOOD SPORTS CARS WANTED FOR CASH
Hire purchase as low at 1-5th deposit. Special low
insurance rates available. Motor Cycles, 3-wheelers
and all cars taken in part exchange.

Open weekdays 10 a.mm. to 9 p.m.
Saturdays 9 a.m. to 7 p.m. Sundays 10 a.m. to 5 p.m.

THE

h—— — LS =,
JAGLRR

Gentre

‘E’ TYPE SPECIALISTS

1962 June, Jaguar 3.8. Overdrive saloon, silver blue,
with dark blue leather piped in white, chrome wire
wheels, fully transistorised push button radio with
wind-up aerial. Competition clutch, lightened flywheel,
lead bronze main bearings, 9-1 pistons, high ratio
steering, close ratio gearbox, special exhaust system,
heavy duty shock absorbers, reclining seats, long
range spot lamps, rear window demisting fan, special
interior ventilating fan, wood rim steering wheel. One
owner. Cost over £2,300. £1,485

1961 Jaguar 3.8. Overdrive saloon, carmen red, black
upholistery, chrome wire wheels, 9-1 pistons, reclining
seats, radio, many other extras. £1,365

1960 Jaguar 3.8. Overdrive saloon, maroon with grey
interior, Webasto sun roof, radio with rear speaker.
One owner. £965

1960 Jaguar 3.4. Overdrive saloon, maroon with red
interior, very many extras. £925

1960 Jaguar XK150 3.4. ‘'S’ type, drophead coupe,
B.R.G. suede green interior, black leather hood, Powr-
Lok diff, radio. £8

Delivery: Anywhere—Any time.

Telephone: Crawley 25533.

FIELDS OF CRAWLEY

Town Centre, Crawley, Sussex

LUS 4, TR3 engine, immaculate cond. New

hood and tyres. Low mileage. Cheap for
quick sale.—Canal Mills, Brighouse, Yorks. Brig-
house 2220 day, Elland 2059 evenings.

MORRIS
TRADLINGS OF NEWBURY (The Nufficld
People) for Morris, including that Mini-Cooper
and ““1100”.—Telephone: 3181/5. Service, sales
and full Nuffield export facilities.

PEUGEOT
HE Midlands Specialists. Distributors for Wor-
cestershire, Hereford and Radnor.—Portland
Garages, Malvern, Limited. Tel.: 391.

RACING CARS

JTAN RABY (RACING) LTD.
offers
1962 Merlyn-Ford F.J. Brand new Holbay 1100
dry-sump, 100 b.h.p. engine. VW Hewland five-
speed gearbox, disc brakes, Dunlop D12s. Cellu-
losed your colour. £900.
1962 Merlyn-Ford 1,340 c.c. sports car. Classic
rear engine. VW four-snced gearbox, disc brakes.
Road and track car. £695.
Lotves-Ford F.J. Mk. 18. New 1100 Cosworth
engine, four-speed close-ratio gearbox. Immacu-
late condition in green. £500.
Turner-B.M.C. 1000 G.T. and Sports. Discs, wirc
wheels, new F.J. enginec, Webers. All latest mods.
Done two races only. Condition as new. £800.
Martin-Ford. 1100 Dry-sump engine. Completely
reconditioned. £295.
Cooper-J.A.P. Formula II. Immaculate condi-
tion. £225.
Ford 1100 F.J. Wet-sump. Reconditioned. £175.
1961 Climax 1500. FPF Mk. IT twin-cam engine.
Ex-Jack Lewis Fl1. Complete  Weber carb.,
exhausts, etc. Cost £1,400, Accept £700.
Exchanges and H.P. arranged.
EMPIRE CARS LID.,
85 Preston Road, Brighton 681713.

RACING CARS FOR HIRE, £5.

inning cars for hire to members. Member-

£5 5s. p.a. Open to all holders of a current

ence. If vou want to drive a racing car
2 write for details of

es, practice sessions, to

compania contienda,
Donkey Bank.
Hooe, near Batile, Sussex.

in Lotwus
road or
tone Hill,

Reiegate,
O '\'\L‘GHT_ “Svracuse” Grand Prix single-

seater. 195 Ideal for Intercontinental,
Formule Libre, imbs, sprints. Ex-Rob Walker,
Jim Be ted discs, polished mag-
nesium , tyres as new. Light polychromatic

blue bods rk. Spare fuel tanks, suspension parts,

S wheels, tvres, pumps, torsion bars, coil
Complete spare chassis. Wooden body
Less engine and gearbox, £390 o.n.o.
Available for above: 2i-litre 240 b.h.p. Alta engine
stripped for inspection. Twin 50 DCO Webers.
Vast quantity of spares, engine drawings, etc.
£190 o.n.o. Also Armstrong-Siddeley Racing self-
change gearbox, just reconditioned as new. best
available, £140 o.n.o. Special bargain, £595 the
lot.~N. Cuus, OId Rectory, Northern Drive,
Bestwood, Notts. Tel.: Nottincham 271253. Must
be sold—getting married!

RELIANT
ABRE 1,703 c.c. two-seater, choice of two 1962
cx-demonstration cars, nominal mileage, red or
white.—Reliant Engineering Co. (Tamworth), Ltd..
{7\}3 Gates, Tamworth, Staffs. Tel.: Tamworth

RENAULT

GORDON KING MOTORS, LID.
The Main Renault Distributors.
HAPPY NEW YEAR — REDUCED PRICES!

1962 Dauphine, 4 spd., red, onc owner ... £475
1961 (Nov.) Gordini d./l., bronze. one owner £485
1961 Floride conv., bronze, 11,000 miles ... £765
1960 Gordini, sunroof, red, several extras ... £375
1960 Dauphine, Ferlec clutch, blue, extras ... £335
1962 Renault 41, de luxe, sunroof, beige ... £415

and these hand-picked examples:
1961 Minx de luxe, r. and h., one owner, blue £495
1960 Alpine, 12,000 m., tonneau, etc., white £595
1965 A40 Farina de Iuxe, grev and black ... £385
GORDON KING MOTORS, LTD.,
Mifcham Lane, Londou, S.W.16. STReatham 3133.
136/8 Streatham Hill, S.W.2. TULse Hill 0088.
34 Acre Lane, S.W.2. BRIxton 0200.

RILEY
STRADLINGS OF NEWBURY (The Nuffield
People) for Rilev.—Telephone: 3181/5. Service,
sales and full Nuffield export facilities.
AMAGED SIDE, driveable, 1960 Riley 1.5.
arey, 14,000 miles. This car was finest in
country. £245. Part exchange.—Ipswich 41973.
NTHUSIASTS! Rare Riley 2! 3-seat Tourer.
1950. Well  maintained. M.o.T.—Phone
Littlehampton 1058.

897

ILEY PATHFINDER works car, damaged
’ suspension, driveable. £150.—Ipswich 41973.
195 RILEY 1.5. Excellent condition, must
sell, hence £385. Konis, etc.—Comben,
Amersham 339.

TORNADO

1960 1,172 C.C. Tornado Typhoon. Hard top.
Good condition throughout, bargain. £130.
—Tel.: Leeds 41534.

TRAILERS
ACING CAR trailers from £45 complete.—
Halson Trailers, Ltd., Robinson Road, New-
haven. Phone 237.
RAILERS for Karts, trials and racing cars.
New and second-hand, from £25.—See ‘‘En-
gineering Services”, Don Parker.

TRIUMPH

S.A.H. ACCESSORIES, LTD.,
TR2/3/4 SPECIALISTS

Complete servicing, repair and tuning, etc. Oil
Cooler Kits, High Lift Camshafts, Torsion Anti-
Roll Bar Kits, Glassfibre Body Parts, etc.
6d. for Catalogue.

Orders now accepted for Triumph Spitfire 4.
We can supply ex stock all current models of
TR4, Herald and Vitesse.

Every conceivable TR spare part in stock, 24
hours C.0.D. Spares Service.

LEIGHTON BUZZARD (BEDS) 3022.

TURNER

BAKER AND ROGER, LTD.,
For the race proved TURNER Mk. II
and G.T. Mk. 1.
170 High Street South, Dunstable, Beds.
Tel.: Dunstable 62575.

UY my 1960 Turner, w/wheels, discs, hard
top, heater, modified, balanced. Start haggle
at £350.—KENsington 6765.

(Continued overleaf)

AUSTIN-
AUSTIN HEALEY
OFFICIAL STOCKISTS

PARADE MOTORS

(MITCHAM) LIMITED

NEW M.G. 1100, M.G.B AND 1098 cc MIDGET
ON VIEW

AUSTIN-HEALEY 3000 CONVERTIBLE. Red
and black, wire wheels, overdrive.

A60 Grey, grey.
Mini Van, A35 Van, New Super Mini.
In stock for immediate delivery.

1961 M.G.A 1600. Biue/black uphoistery, smail
mileage, one owner, fitted extras. £595

1960 M.G.A. 1600 White/red, luggage rack and
other extras. £575

1957 M.G.A. Red/red. Fitted with numerous
extras. In beautiful condition. £385

1947 M.G. TC. Red/beige. In excellent condi-
tion. £185

1946 M.G. TC. Green/green. £175

LOTUS SEVEN—See under Lotus classified.

FOR SPARES C.0.D.
TRADE SUPPLIED
Telephone MITcham 5141
H.P. and Insurance effected. After Sales
ervice.

All Cars Three Months Guarantee.

66/67 Monarch Parade, Mitcham
Phone: 3392—7188
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1928-1962
THE FABULOUS SPITFIRE
Available for inspection
Demonstrations arranged
Wishing our friends in the trade

and the motoring public a happy
and prosperous new year.

161 GT. PORTLAND STREET, W.L
LAN 7733/4/5

DOVE’'S

Lsiaxvarod flj Triumei

OF WIMBLEDON
LIBerty 3456-8

THE FIRST OFFICIAL

TR Centre

SOME REAL NEW YEAR
BARGAINS

1954 TR2. A pleasant car, quite nicely
kept. Finished in red with black hood.
Heater. A bargain for the first man in.

£250

1961 TR3A. We have had a lot of similar
cars in, but none quite as well kept as
this one. B.R.G. with black hard top.
Soft top, heater, spot and fog lamps,
reversing light. One owner and only a
genuine 22,000 miles. £650

1958 TR3A. Another extremely nice carin

Silverstone grey. Fitted with overdrive,
heater, Michelin X tyres. £475
1958 TR3A. With so many extras there's
no room to fit any more. Overdrive, wire
wheels, heater, extra lights. £495
1960 TR3A. White with black leather
trim. This car has all the essential extras
and has been well kept. £550
1961 TR3A. B.R.G. With overdrive,
heater, tonneau cover, etc., and has also
been beautifully cared for. £650
1960 TR3A. White with red hard top.
The colour scheme that always looks
right. Many extras, and new tyres. £595

We take this opportunity to

Wish all our many TR friends

Happy and Good Motoring in the
New Year

THE SPITFIRE IS HERE
FOR YOU TO TRY

Write for full details

44/48 Kingston Road, 5.W.19

(150 yards South Wimbledon Underground)

Classified Advertisements—continued

T.V.R.

WOODBOURNE GARAGE, Sole T.V.R. Distri-

butors for Sussex, Kent and Hampshire. Sales
and service from the specialists who introduced
the marque into Southern England. Competitive
H.P. and insurance, part exchanges and expert
tuning and maintenance.—Woodbourne Avenue,
Brighton, 6, Sussex. Brighton 55694.

VANDEN PLAS PRINCESS

TRADLINGS OF NEWBURY (The Nuffield
People) for 3-litre Princess.—Telephone: 3181/5.
Service, sales and full Nuffield export facilities.

VINTAGE

X-SWORD COLLECTION,

Saloon. Recent renovation. Fabric body in

perfect condition. Entire car immaculate in dark
blue. £135.—Box 8641.

VOLVO

RUDDS offer used and new Volvos from stock.
Specialized tuning and accessories for Volvo.—
High Street, Worthing 7773.

WOLSELEY

TRADLINGS OF NEWBURY (The Nuffield
People) for Wolseley.—Telephone: 3181/5.
Service, sales and full Nuffield export facilities.

BALANCING

1927 Austin 20

The best Competition Engines are
BRABHAM BALANCED

For full information on our
complete Engine balancing facilities
contact:

JACK BRABHAM (MOTORS) LTD.,

248 Hook Road, Chessington, Surrey.
LOWer Hook 4343.

YNAMIC balancing of crankshaft-flywheel

assemblies is NOT expensive.—Phone: Laystall,
WATerloo 6141. : In Midlands, Phone: Wolver-
hampton 52006.

BODIES
PANEL BEATING specialists. Racing and sports-
car shells in aluminium.—Shapecraft, rear of
326 Ewell Road, Surbiton, Surrey. ELMbridge
0766.

BOOKS

ALTOBOORS OF BRIGHTON can offer Work-
shop Manuals, Maintenance Handbooks, etc.,
on all British Continental and American makes.
For by return post quotation, write stating year,
make and model, enclose stamped addressed
envelope. Catalogue of hundreds of books on
motoring, racing, rallying, tuning, etc., free on
request.—Autobooks, 76 Bennett Road, Brighton,
Sussex.
BOOKS BY POST. Any motoring book, ‘‘one-
make” handbook or manual. Send year and
make of your car. Catalogue 1s. 6d.—Motor
Books and Accessories, 33 St. Martin’s Court,
London, W.C.2.

CONVERSION SPECIALISTS

LEXANDER CONVERSIONS.—6 Adam and
Eve Mews, Kensington High Street, W.8.
WEStern 1166.

AUTOSPORT, DECEMBER 28, 1962

ERRINGTON twin SU carburetter and exhaust

manifold kit for 105E Ford, complete with all
linkages and spare needles for use in conjunction
with really potent camshaft (timing: I.O. 22 des.
b.t.d.c., I.C. 62 deg. a.b.d.c., E.O. 59 deg. b.b.d.c.,
E.C. 29 deg. a.t.d.c.). £17 the lot. Would sell
separately but for maximum effect they are a must
together'—G. E. Bond, The Puncheon, Charlton
Adam, Som.

ENGINEERING SERVICES

THE CHEQUERED FLAG (Engineering) LTD.

First class racing mechanics and equipment avail-
able at reasonable cost for: Engine installation,
development work, winter overhauls, prototype
construction, chassis repairs, modifications, etc.

Tel.: ACOrn 0649.

R. R. C. WALKER

Racing and Sports Car Department
for all classes of development work and compe-
tition preparation, machining, etc. Conversions—
sole U.K. agents for Gear Speed Developments,
county agents for Shorrock Superchargers, stockists

of Speedwell and Alexander conversions.
London Road Garage, London Road,
Dorking, Surrey.
Tel.: 3891.

DEREK SPENCER ENG., LTD.

Specialists in Lotus Tuning and Race preparation

offer: Low Priced with Economy Conversions for

the complete Ford range, also for all B.M.C.,

Volvo, Renault, Triumph, Jaguar cars.

Various screw on goodies supplied. Write or call

stating your needs.
16 Holland Park Mews, Kensington, W.11.

Tel.: PARK 3784.

CAMSHAFT profiling to your pattern or drawmgs
One off or quantity. Precision engineering of
all kinds. Engine bench testing.—Ruddspeed, 41
High Street, Worthing 7773.
DON PARKER MOTORS for—racing car jacks,
trailers, rack and pinion steering, 43-tooth
clutch sprockets. Hubs resplined, machining, weld-
ings, chassis and engine overhauls.—lA Sangora
Road, S.W.11. BATtersea 7327.
NORTH STAR ENGINEERING COMPANY for
racing, sports, oOr vintage car preparation,
engine modification, one-off parts, etc.—Marton,
Nr. Rugby, Warwicks.

Ashmore Brothers

LOTUS CENTRE OF
THE MIDLANDS

DELIVERY OF NEW ELAN—ELITE—SUPER “7"
First Class Service Facilities Available
SPORTS AND COMPETITION CARS

Austin-Healey Sprite. Built solely for racing,

modified to extent of £1,400. Fuil BMC Junior

engine, disc brakes, coil spring rear end, lightweight
fibreglass body, special trailer. £640

Alfa Romeo 1952, Ex-King Farouk. Red/black Pinin
Farina two-door saloon. 2.5 litre OHC engine. £315

Aston Ma‘rihn DBII/4 1955. Reconditioned Vant£agg

THE CHEQUERED FLAG

for Servicing Tuning, Conversions, etc. We un-

dertake at most reasonable prices all types of

servicing and tuning on Sports, G.T. and Saloon

cars, with the latest electronic tuning equipment.

Also repairs, overhauls, coachwork, cellulosing,
trimming, etc.

Please contact your nearest branch who will be
pleased to assist.

THE CHEQUERED FLAG
High Street, Edgware. EDGware 6171/2.
High Road, W4. CHIswick 7871/2/3.
Arkwright Street, Nottingham. 89282/3.

CONVERSION UNITS

RDEN for Clayton Dewandre power brake

kits. Lockheed Servo power brakes. Borg &
Beck Competition Clutch kits ““A™ Series. Koni
shock absorbers. Armstrong shock absorbers.
Armstrong shock absorber Competition setting.
Crypton Transistorized Rev. Counters, 0-6 and 8
and 10,000 r.p.m.—Arden Conversions, Tanworth-
in-Arden, Solihull, Warks. 3d. stamp for list.
Wiythall 3368,

Red/beige, sound

Austin 7" Group Il 1962. Built at Downton for Iocal
distributor demonstrator, cost £1,000. £575

Lotus Elite 1961, yellow-black. Stage Il unit, ZF box,
power brakes, 1ad|o, heater. £1,090

M.G. twin-cam, ex-Bob Oithoff. As raced last
Pl di , spare head, Webers,
fibreglass wings, hardtop. £950

Elva Mk. VI Sports Car 1962. Stage 4 FWA unit,
W box. S d, Boxi Day
first, 2-litre class Nurburgring. £950

Elva Junior 1962, 1,100 c.c. Cosworth, Volkswagen
box. Six races only, ready to race. B.R.G. £900

Lotus Mk. 18 F.I. 1962, U.D.T. type. 1,500 c.c. FPF
Climax unit, five-speed box. Six races, asi:?fsvé

Lokus Mk 18 F.I. 1861. 1,500 c.C. FPF w:!h Carloﬂi
d box, in t form. E hill
cllmb car. Parts brand new, avaulable less engine

and gearbox. Ceomplete £1,025

ROEBUCK LANE, WEST BROMWICH, STAFFORDSHIRE
Tel: W. Bromwich 2350-3103
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L.H.S. LTD.

Wimbledon’s Sports Car Centre offer a selected
range of quality cars at really attractive prices.

193¢ M.G. TA. Sound throughout. M.O.T.
tested. £105

1846 M.G. TC, green. A nice example of this
popular marque. Choice of three. £185

1956 AUSTIN-HEALEY 100/4. Cream,
heater, overdrive, very attractive., £345

1960 (Nov.) ELVA Courier. Two-seater,
red. A real flyer. £485

1961 INNOCENTI 950 Spyder drophead
coupe by Ghia. White, black uphol-
stery. Cost new £1,100. The only one
in the country in private hands. This is
the car for somebody who wants to be
different. Moderate mileage. L.H.D.
One owner. £750

ELVA
Main Agents and Spares Stockists.
New cars early delivery.
Best part exchanges. Terms and
Insurance arranged.

221-227 & 233 THE BROADWAY, S.W.19
Tel. CHErrywood 3241

ACK KNIGHT, LTD., have capacity available

for ifacture of gears, worms, splined shafts,
ctc., in any quantities. Fully equipped machine
shop for types of development and machining
work. alists on competition gearboxes. If you
have a job please give us an opportunity to help
you. W will give prompt attention to your
enquiries.—Jack Knight, Ltd., rear of 23 Theatre
Street, Lavender Hill, S.W.11. BATtersea 1518.

ENGINES
EW 105E engine, including clutch, modified
cyl i, Cosworth cam. ideal road or track.
Head o £70.—Auto Enterprises,
Staines 5

Or  inspection.
2006.

EXCHANGES

ANTED, 1962, Mk. 2 Jaguar 24, 3.4, 3.8,
manual gearbox, or E-type coupe. To ex-
change 1962 Lotus Elite, in full racing condition.
Balanced engine, stage 4, ZF box, com
sion, alloy brakes, extra wheels, la
‘Webers, other mods., the whole car tuned
less of cost, 1,000 miles only.—R.
‘“Valdene,"” Cranberry Lodge, Bryn, V

44963.
HARDTOPS

New Le Mans models for Sprite, M.G. Mideget,
Turner and Healey
Completely weatherproof
headroom. Made of
these hard tops
beautifully fi ! ;
Price only £26! Healey Hard Top £40!
For details phone WILlesden 7070, or write to
CLIFFORD ENGINEERING,
27 Aylestone Avenue, London, N.W.6.

DISTRIBUTORS for the RACE-PROVED
TURNER 1500

SPORTS 2-SEATER

Specification: Modified Ford 1500, 4-Speed
Box, Wire Wheels, Disc Brakes, All-Weather
Equipment, Sliding S/Screens.

THE MOST COMPREHENSIVE KIT AVAILABLE
Price £699 Ex Works

Immediate Delivery

0-30 2.9 secs. 0-60 9 secs.
0-40 4.2 secs. 0-70 12.4 secs
0-50 6.0 secs. 0-80 16.8 secs.

MAXIMUM MEAN 106 m.p.h.

Alexander Autos & Marine Lid.
THAME ROAD * HADDENHAM °* BUCKS

Send for leaflets

PRITE Mk. T and IT, Midget. Superbly finished
distinctive design, double-skinned for rigidity,
and good interior finish. £35. Illustrated brochure
available.—Peasmarsh Reinforced Plastics, Ltd.,
Peasmarsh, Guildford, Surrey. Tel.: Guildford

68943,
GEARBOXES

BUCKLER close ratio gears used by the most
successful cars. Ratios for road or circuit.
E93A and 100E, £13 14s. 105E and Classic, £35,
116E, £35. Post paid.—Buckler Engineering Ltd.,
Heath Hill Road, Crowthorne, Berkshire. Tel.:
Crowthorne 2231.

INSURANCE

CITY ASSURANCE CONSULTANTS LID.
Life Assurance for RACING DRIVERS
at no extra premium
Competitive insurance of SPORTS CARS and’
PASSENGER LIABILITY

46 Cannon Street, London, E.C.4.
CITy 2651/2/3.

MISCELLANEOUS
TEEL TUBES, round and square, for all types
of construction. List on application.—C. §.
Harbour, Ltd.,, 3224 London Road, Isleworth,
Middx. TISLeworth 6613.

NOTICES
MOTOR RACING WHO’S WHO 1962-63 edition
& now in preparation.—Write for membership
details: Motor Racing Register, 25 Hans Place,
London, S.W.1,

SPEEDWELL CLUBMAN 80"
Now Specdwell engineers have produced the latest
of the Clubman specifications featuring genuine
b.h.p. with bags of torque. A wonderful road car
the “*80” incorporates special pistons obtaining a
short stroked 1,100 c.c. based on the 948 c.c.
“A”-type engine. In road tune it develops 80
b.h.p. and fantastic torque.
Example power figures from dynamometer tested
engines (1,100 c.c.):
Max. power 87 b.h.p. at 7,000 r.p.m.
Max. torque 75 Ib.-ft. at 5,500 r.p.m.
Torque above 70 per cent. of max. down to 2,500
r.p.m.
Torg

rD

above 60 per cent. of max. down to 1,500

number of B.M.C. engines to racing

will be made available for the 1963

table for serious competitors.
Enguiries to:

SPEEDWELL PERFO:(MANCE CONVERSIONS,

n

763 Finchley Road, London, N.W.I1.
SPEedwell 2226.

PERSONAL

YOUNG executive (26), arriving London from

the North-east on pretence of working, en-
thusiastically interested in THE SPORT and the
sport, seeks companionship of similar ilk, living
in a flat, and manner in which he would love to
be accustomed. Can supply stereo, cocktail bar,
and rally-equipped Rapier 3A.—Write Box 8646.

RADIATORS AND FUEL TANKS
GALLAY, LTD., give immediate service in repair

and rebuilding of radiators, oil coolers, fuel
tanks and wings, etc. New radiators supplied or
built to specification.—103-109 Scrubs Lane, Willes-
den, London, N.W.10. Phone: LADbroke 3644.

RALLY EQUIPMENT
ARFORD. The Romer designed by experts
with Navigators in mind. Price 5s. post free
from Garford Romers, 1 Peterborough Road,
Harrow, Middx.

SAFETY BELTS
5 PER CENT discount off shop soiled and
discoloured B.S.I. approved safety belts.
Lap, diagonal and full harness types available
Contact Bob Staples, Gt. Pulteney Street, W.1.
Tel.: GERrard 2346, dI\O Manchester Central 7055
and Leeds 22158.

SAFETY GLASS
AFETY GLASS fitted to any car while you wait
including curved windscreens.—D. W. Price, 409
Neasden Lane, London, N.W.10. Dollis Hill 7222.

SHOCK ABSORBERS

KON[ shock absorbers give vou the improved

roadholding you need if vou have tuned your
engine. If you have tuned your engine you need
Koni shock absorbers for better roadholding and
improved cornering. Guaranteed for 20,000 miles.
Used and recommended by Bill Benery and John
Whitmore, 1961 Rally and Saloon Car Champions.
Full details from—J. W. E. Banks, Ltd. (formerly
Postland Envineering & Trading Co., Ltd.), Dept.
14, Crowland, near Peterborough, Northants.
Telephone: Crowland 316/7/8.

SITUATIONS VACANT
IRL shorthand typist, aged 18-20, required for
Competitions Department of British Automo-
bile Racing Club, 55 Park Lane, London, W.1.

(Continued overleaf)

(SPORTS CAR SPECIALISTS) LTD.

SUNBEAM ALPINE 1959. Glen green with black
interior, overdrive, radio, heater, etc. £495
TR3A 1961. One-owner car, unmarked, in red with
black cockpit, overdrive, heater, spots, etc. £595
TURNER 950. A 1962 low mileage car in red, fitted
wire wheels, Microcell seats, etc. £485
LOTUS 1962. Very Super Seven, with Cosworth F. J.
unit, disc brakes, 5 speed box, stc. Very fast. £595
MORGAN 4/4 1960. Two-seater, red with black cockpit.
Delightful car. Fitted luggage rack spots, etc. £385
AUSTIN-HEALEY SPRITE Mk. Il 1961/62. Choice
three unmarked examples, white, pale blue or red,
various extras, from £495
M.G.A 1956. 1500 c.c. roadster, white, red cockpit,
new Goodyear tyres, tonneau, rack, heater, etc. £385
M.G.A 1600, 1960. Two immaculate cars in pale blue
or red, both with radio, heater, discs, tonneau. £585
AUSTIN-HEALEY SPRITE. Two-seaters. A selection
of six hand-picked cars in white or pale blue, red and
leaf-green, all fitted various extras, from £345
AUSTIN-HEALEY 3000. Choice of four carefully
chosen 1960-61 models, various colours and various
extras from

TR3A. A 1960 model hard top, in pale blue with black
interior, many extras. Wonderful value at £545
JAGUAR XK150. Drophead, pale grey with red interior.
Beautiful car with overdrive and all extras. £695
T.V.R. Mk. I, 1961. G.T. Red with black leather, wire
wheels, disc brakes, etc. Low mileage. £695
LOTUS SUPER SEVEN 1962. Cosworth Ford with
Webers, dark blue, one owner. Another red. £525
PEERLESS. Four-seater G.T. Dark blue with grey
interior, overdrive, discs, spots, etc. One owner. £565
M.G.A Twin Cam. Fixed head, pale green with black
interior, lovely car, discs all round| etc. £565
AUSTIN-HEALEY 100/6. Two-seater, white with red
sides and cockpit, radio, heater, rack, wire wheels. £465
JAGUAR XK150, 1959. "'S'' type roadster, pale grey
with red leather and weather equipment, overdrive,
discs, wire wheels, radio, heater, spots, etc. £795
M.G.A Twin-Cam. A beautiful one-owner roadster in
red, with hard-soft tops, discs all round, wood rim
wheel, twin spots, heater, etc. £565.
TR3, 1957. Two-seater, in red with black hard top,
well maintained. £345

TEL.: CHI 7871-2-3

HIGH RD-CHISWICK-W.4,

THE CHEQUERED FLAG
(GRAND TOURING CARS) LTD.

ALFA ROMEO GIULIETTA Sprint coupe. Delightful
car, steel blue with grey interior, £945

MERCEDES BENZ 190 S.L. An outstanding 1960
roadster, unblemished in white, all extras. £1,745

OGLE SX 1,000. A beautiful miniature G.T. car, coact~
built on Cooper Mini chassis, dark green. £895

ASTON MARTIN 1961 Zagato. Very special car with
fantastic performance, unmarked pale green. History
on request. £2,950

FACEL VEGA HK 500. Superb car for Very Grand
Touring. Servo discs, electric windows, radio. £1,695

FERRARI 250 G.T. Fabulous car either to drive or just
behold. Now a third of original cost, at £2,005

M.G.A 1600 Mk. Il. Most attractive black and red, hardl
soft tops and all other extras. £68!

LOTUS ELITE 1962. As new in red with black interior,
ZF box, etc. £1,095

LOTUS ELITE. Two virtually new 1962 cars in red with
tan interiors each nominal mileage only, from £1,075

LOTUS ELITE. A well-maintained 1959 car in red with
black interior, heater, twin carbs., etc. £875

LOTUS ELITE 1962. Special equipment model, lilac
blue with silver roof, ZF box Stage Il unit, Servo dnscs.
radio, heater, etc. £1,

TEL.: EDGWARE 6171-2

HIGH ST - EDGWARE * MIDDX,




900

Classified Advertisements—continued

SITUATIONS VACANT—continued

TECHNICAL CORRESPONDENT
and
BODYWORK ESTIMATCR
required by Service Department of Motor
Company in Middlesex area.
Good salaries for right people.

Apply Box 8622.

Car

FIAT (ENGLAND), LIMITED
require
SKILLED BENCH FITTER
MOTOR CAR FITTERS
BODY FINISHER
Top Wages
Apply: Water Road, Wembley, Middlesex.
Tel.: PERivale 5651.

ESIGNER /DRAUGHTSMAN is required for

special equipment office of commercial vehicle
components  manufacturer. Written applications
giving details of -experience, qualifications and age
s‘hould be ‘addressed to:—The Personnel Manager,
Simms Motor Units, Ltd., Oak Lane, East Finchley,
London, N.2. ]

SITUATIONS WANTED
OUNG MARRIED MAN C(early thirties). “‘Dyed
-+ in the wool’ enthusiast. All round engineer-
ing, driving, and sales experience. Desires position
connected motor sport. Possibly invest capital.—
Box 8642,

SPARES AND ACCESSORIES
I()R_SALF_.—TRSA Abarth twin pipe silencer,
pair H6 SUs on inlet manifold, £12 10s. or
separate.—Harwood, 13 Mead Close, Belmont
Street, London, N.W.1.
LAGONDA,’ASTON 2.6 engine, good condition,
£40. G/box £15. LrS.  cfw diff,, £25—
Solihull 5955.
ENAULT. Extensive spares stockists.—Gordon
King Motors, Ltd., Main Renault Distributors,
Mitcham Lane, S.W.16. STRecatham 3169.
WATER temperature gauge, 23 diam., black rim,
9 ft. capillary, 120-240 F, 17s. 6d. Matching
oil pressure gauge 0-100 Ib., 6s. 6d. Or 22s. 6d.
per pair post free.—Claude Rye. Ltd., 895 Fulham
Road, SSW.6. RENown 6174.

SYDNEY ALLARD
 RECOMMENDS

Disc Brakes
for your Anglia

“As the owner of the world’s
most exciting light car, you will
appreciate the greatly improved
braking charaeteristics
obtained with Allard front
wheel disc brakes. The com-
plete kit, including
special hubs, master /3
cylinder, relief ]
valve etc. costs
only £46. Fitting
charge £5.”

Only from: /

THE ALLARD MOTOR CO. LTD.
24-28 Clapham High St..
London, S.W.4.
MACaulay 3201.

105 ENGINE/GEARBOX, less flywheel and

valve gearbox, perfect. £32 10s. Tubu-
lar chassis, new. Cost £45. Accept £15—P. C
Kelly, Huyton 1564 (Lancs).

STEERING WHEELS

MOT()—LI'I'A wood-rim wheels are available for

all popular British and Continental cars. 15 ins.
or 16 ins. d:ameter, flat or dished. Wheels by
Moto-Lita supplied to: Aston Martin, Rolls-Royce,
Cooper, Lotus, etc. Price £8 17s. 6d. complete
with adaptor boss. Whecls for adjustable columns,
10s. extra. Post free UK. $27.10 US.A. inc. P
and P. Adiustable cols. $1.45. Vintage, Veteran
and special wheels to order.—Simon Green, Ltd., 69
Brighton Road, Surbiton, Surrey. ELMbridge 5394.

SUPERCHARGERS
CRF,AMER for Shorrock Superchargers. Sales.
service and tuning.—R. A. Creamer & Sons.
Dravson Mews, Holland Street, Kensington. WES-

tern 1275.

M.G. Midget hardtops,
in stock, ready to fit
for your winter motor-
ing.

£26 each

(use standard side curtains)

. SPECIALISTS

NOW AT

W. JACOBS & SON LTD.
MILL GARAGE

CHIGWELL ROAD
LONDON, E.I8

WANSTEAD 7783

CITROEN

/
(
I,I'

ID19

CONNAUGHT
{Twin SU or Solex)
CONVERSION

CONNAUGHT
CARS (195¢)
LTD

SEND

(A3) WOKING
SURREY
Ripley 3122

KINGSTON
5621/2

ko £ 1&1 1ONDON POAD KINGSTON-UPON-THAMES
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WANTED
ASIL ROY, LTD., require Morgan Plus Four
models for cash or part-exchange for any make.
—161 Gt. Portland Street, W.1. LANgham 7733,
AGUAR B or C cylinder head, also six over-
size 9:1 pistons.-—Box 8640.
M GS CRASHED, dilapidated or damaged,
iYa .UM,

for cash. Collect anywhere.—Box 4751.
TBSA HARD TOP and fittings wanted for

1960 car finished red, black trim.—
Box 8643.
EBER  carburetters 45DCO3, three units
required. Good price paid.—Box 8645.

ANTED Hecnan-Froude dynamometer model
DPX2. Prefer state lowest price.—Box 8644.

‘NEW CARS FOR SALE

DAIMLER
JELDS OF CRAWLEY. Majestic ~ Major.
Demonstrations anywhere, any time.—Tel.:
Crawley (Sussex) 25533.
ELVA
LVA demonstrations anywhere, any time.—

L.H.S., Ltd., 221-227 and 233 The Broadway,
S.W.19. CHErrywood 3241.

FORD
ADI,ARDS MOTORS, LTD., Acre Lane, SW.2.
Main Ford Distributors. Consult us for delivery
of all Ford models. Overseas residents’ enquiries
welcomed.—Export Dept., BRIxton 6431-2-3-4-5-6.

GOGGOMOBIL
ONCESSIONAIRES for U.K. Goggomobil
Limited, 93-95 Old Brompton Road, London,
S.W.7. KNIghtsbridge 7705.

JAGUAR

E-'I'YPE SPECIALISTS. Demonstrations any-
where, any time. Both open and closed models
Tel.: Crawley

available.—Fields of Crawley.

(Sussex) 25533.

SAAB

S A.H. ACCESSORIES, LTD., SAAB distributors
e for Bedfordshire, Cambridgeshire, Huntingdon-
shire and Northamptonshire.—Leighton Buzzard

(Beds) 3022.

TRIUMPH
TRIL‘MPH TR4. Berkeley Square Garages, Ltid.,
London area dealers. TR4 specialists, cash ot
H.P. Special repurchase terms for overseas visitors.
= lev Square, London, W.1. GROsvenor 4343.

The name DERRINGTON is synonymous with
EFFICIENCY. AsthePioneer of Tuning Equipment
we make only the most efficient equipment for
TRIUMPH HERALD and SPITFIRE

By fitting a Derrington WEBER twin choke
carburetter unit, far better performance is obtained
than any other combination of tuning.

Comparative Performance Figures
on 1962 TRIUMPH COURIER, mileage 2,100

Standard With Webe
as carb. and
delivered manifold
0-40 m.p.h. 8.5 secs. 5.4 secs.
0-70 m.p.h. 36 secs. 27 secs.
20-60 Top gear 26.5 secs. 20 secs.
Max. top gear 76 m.p.h. 92 m.p.h.
Hill-climbing 35 m.p.h. 40 m.p.h.
3rd gear top gear

The kit comprises a WEBER 34 twin choke
carburetter mounted on to inlet with hot spot in
one, with our ultra efficient extractor exhaust
manifold and larger front pipe to the silencer,
incl. control and flexible fuel pipe iine. £31.10
With 36 WEBER for Spitfire. £36.

P & P 5/-. Air cleaner £2.7.6.

O.H.V. MINX, RAPIER and ALPINE
An equally successful twin S.U. conversion, over-
coming all ‘flat spots’ giving vastly improved per-
formance and better economy. Successfully used
for the past 2 years, with no snags.

The kit includes twin 13'* or 13** S.U. semi D/D
carbs. mounied on separate inlet and extractot
exhaust manifolds.
With 13 S.U. (Minx} - - - £35.
With 13" $.U. (Rapier and Alpine) £40. PP 6/-.
Separate air cleaners £2.10. the pair.
“FIBREPAIR’ BUCKET SEAT
Undoubtably the most comfortable, reasonable
in price, well finished seat, re-inforced fibre-glass
shell, trimmed in superb quality P.V.C. with foam
cushioning, 12} Ibs. Standard colours, black, red,
blue, £10. Special colours 10/- extra. Frame fixings
for Sprite 10f-, Minis £2.5, Healey £2.15.
Plcarriage 7[6.
For every possiblie requirement
for Tuning, Racing or Special
equipment, consult the
specialists.
Mention make when writing.
Postage or carriage extra.

Open 8.30—6.30 Sundays 8.30—12.30
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ON SALE NOW

From your usual newsagent or bookseller. all branches of

W. H. Smith & Son Ltd., and Wyman & Sons Ltd.. or from

AUTOSPORT BOOK DEPT., 159 PRAED STREET,
LONDON, W.2

OUTSTANDING VALUE at 5/0d. (5/10d. by post)
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Ferodo Fivet

in top rallies of 1962!

MONTE CARLO RALLY 1st SAAB Carlsson/Hagghom

EAST AFRICAN SAFARI 1st VOLKSWAGEN Fjastad/Schmider
~TULIP RALLY Ist MINI-COOPER Pat Moss/Ann Riley
ALPINE RALLY 1Ist AUSTIN HEALEY D. Morley/E. Morley
LIEGE-SOFIA-LIEGE 1st MERCEDES Bohringer/Eger

TOUR DE FRANCE 1st FERRARI Simon/Dupreyron

RAC RALLY Ist SAAB Carlsson/Stone

All these winners
used Ferodo drum
or disc brake linings

Fit rally-proved F E R ° D o (Subjectto offciat onfirmation
ANTI-FADE LININGS FOR DRUM AND DISC BRAKES %

FERODO LIMITED ' CHAPEL-EN-LE-FRITH 'ENGLAND - A Member of the Turner & Newall Group _/
12/24
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