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    Marseilles—Last minute tuning just before the start of the 1958 Alpine Rally.


  




  1. “THE GENDARME WHO GOOFED”




  “Somewhere in the Maritime Alps is a gendarme who goofed. He’s the reason I didn’t come in third in the 1958 Alpine Rally!” The speaker was Bob Halmi, the Hungarian-American photographer-sports car driver.




  The time was July, 1958. There had been fewer cars starting in this Alpine than ever before. Don’t get me wrong. Plenty of cars had entered. But this was the toughest Alpine yet. One look at the proposed course had been enough to cause several teams to retreat to their respective factories. Private owners had smiled sadly to themselves and gone fishing. On the trial runs, too many had found that the required average speed was almost impossible to maintain. Fifty-eight cars finally started from the Mille Miglia type ramp on July 7th. Only 18 were to finish.




  The Marseilles Automobile Club had outlined a route of 2,800 miles, to be covered at an average speed of 60 kph. Only one-tenth of the road course was flat surface. The rest was a nightmare of twisting, narrow, unpaved mountain roads where guard rails were rare. To pep up the event, four speed tests and four hill climbs were included in the scoring.




  You may well ask yourself, “Is this a rally?”




  Halmi will tell you: “In Europe, a sports car rally is as far removed from an American rally as a Sunday drive is from a road race. Precision clocks, computers and charts are unnecessary. You drive flat out, and usually you are still late. If, by a miracle, you arrive early, you are allowed to wait at the check point and punch in when your arrival time comes up. This rarely happens. Usually, because of the small time allowance between check points, you keep your engine running while your co-driver runs to the time clock and punches in. Then you’re in second by the time he has the door closed again.”




  Six TR-3’s were entered in this wild affair. Three comprised the factory team; one car was driven by a woman’s team; two others were private entries. Of these last two, Bob Halmi of New York City and Dick Smith of Quakertown, Pa. were the only Americans.




  All of the cars entered had been prepared by Ken Richardson, Triumph’s competition manager. He had modified the co-driver’s seat so it could be made into a bed, installed steel plates under the sump, put in an extra coil and an extra fuel pump. There were extra headlights mounted in front, and each hardtop had a spotlight on the roof. It’s no wonder, considering all the careful preparation and hours of extra time put in at the “works” in Coventry, that TR’s show up so often in the winners’ circle. And Halmi really would have been third . . .




  He had done quite well in the first speed test, the Road Course at Monza. To avoid penalty in the over-1600 cc class, the average speed required for this trial was 90 mph. For every second above the required time, there were bonus points. Halmi amassed 95 extra points for his car. Leadfooting his way around the course, he averaged 100.7 miles per hour. This was enough to make him the winner of the leg.




  By the time the Rally had pulled out of Monza, 20 cars were out of the running. Maurice Gatsonides, the favored Triumph driver, had run into some hard luck. He was up for a Gold Cup (three consecutive finishes without penalty points), but his brake line had been cut by a protruding rock, and, in desperation, he was trying to continue without brakes.




  His solution was a novel one. He knew that the handbrake on a TR-3 was powerful enough to stop the car even with all the other brakes gone. He figured that all he had to do was yell “Brake!” to his co-driver and the willing cohort would pull, the car would slow down, they would tear around the curve and continue. This theory worked quite well for some time. Then the factor of human failing asserted itself. “Gatso” yelled for the brakes, and the co-driver was just a little slow in reacting. Result: one mangled TR-3, one badly bent co-driver, and one Gatsonides with his hopes for a Gold Cup dashed against the side of an Alpine bluff.




  Triumph Meets Peugeot




  Meanwhile, back in Car 418, Halmi was doing rather nicely. He and Smith had made it up the Stelvio Pass Hill climb. (This is an easy little affair consisting of a 20 degree grade for 14 kilometers. To keep up driver interest, 72 hairpin curves must be negotiated before reaching the summit ! )




  By the last morning, Halmi and Smith were in high spirits. All they had to do was finish in order to be third in class. This can be a rather exhilarating thought for two Americans challenging the cream of European rally drivers on their home grounds.




  Somehow, in the excitement, they had miscalculated their gasoline supply. At the top of a mountain, the car stopped and they could see third place fading from sight. Halmi spotted a hotel nearby and, since it was 5 a.m. and he didn’t want to awaken anybody, he decided to “borrow” some gas. With the price running at one dollar a gallon, you can be sure there was none lying about. Every second was valuable. What to do? After a quick consultation, they decided to freewheel down the mountain.




  It was some ride. The brakes held the whole way and they made the next check point on time! Ten precious minutes were lost while they siphoned some gas from a sympathetic rally official’s car. Off they zoomed with three hours to go to the finish line.




  After 79 hours of driving, our two heroes were within reach of the silverware. And then it happened.




  As they were barrelling down a mountain pass, a lonely Peugeot escaped the scrutiny of the aforementioned gendarme and started crawling up the mountain. Peugeot met Triumph TR-3 head on. The ensuing crash meshed the two front ends into one solid jagged mass of metal. Fortunately, nobody was seriously injured.




  The Peugeot driver got out and began to berate Halmi. “You Englishmen are beasts,” he screamed.




  “I’m an American,” Halmi shouted back.




  “Americans are worse !,” yelled the Peugeot owner.




  “I’m really Hungarian,” said Halmi.




  The rest of the dialog is unprintable, and since it concerns Peugeot more than Triumph, we shall omit it.




  Diplomacy and 5000 francs finally prevailed. The next problem was to finish! Here's Halmi again: “The only way we could separate the cars quickly was to take parts of the TR’s body off and leave them stuck to the Peugeot. With the help of several spectators and a crow bar, we did this quickly. We got rid of both fenders, the bumpers, headlights and the front part of our hood. We examined what was left and surprisingly enough, only the radiator was damaged : it had quite a few holes through it. I borrowed a sack of cement and with a couple of handfuls, blocked up the holes. To our amazement it worked. We drove on with a battered but game TR-3. By the time we arrived at Marseilles the trophies were being presented and all we could do was inquire as to where we could pick up entry forms for next year.”




  Actually, the Triumph works team had come in first and second in class. The winning drivers were Ballisat/Bertaut and Tittering-ton/MacCalden of Great Britain. This made the fifth year in a row that Triumphs had won their class in the Alpine Rally. At this writing, TR-3’s stand at the head of the European Rally classification.




  And each of the Triumphs entered in the Alpine was driven back to England after the rally.




  As for Halmi’s car, it was reconditioned at Coventry and shipped over to his home in Connecticut. To look at it now, you would think it had never done anything more exciting than run down to the corner grocery for some canned goulash.




  Such are the rugged TR-3’s turned out by the Standard-Triumph Motor Company at Coventry, England. Why shouldn’t they be rugged? They have had a lot of experience. Their first car was put together way back in 1903. Let’s have a look at it.
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    One battered TR-3, one bag of cement, one helpful native. After patching the radiator, Halmi and co-driver Dick Smith finished the rally
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    1903—The first Standard
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    A Standard touring car of 1906. This model was powered by a 6-cylinder engine of 20 h.p.


  




  2. THE STANDARDS




  In 1903 anything that you put on an automobile was bound to be an innovation. This particular car, a 6 hp. single cylinder Standard, was notable for its three-speed gearbox and shaft drive. This, the first of all Standards, was soon followed by a succession of models that could almost be considered mass-produced.




  Right here, we should point out that the name Standard means just that. When the company was first formed, it was decided that the cars would be made with interchangeable parts. Everything would be standard from the crank to the exhaust pipe.




  While we accept this premise as normal today, it was pretty radical for the turn of the century. In those days, manufacturers produced cars to the specifications of individual buyers. This made for quick identification around the parking compound at the Cricket Club, but it was rather painful in the Bank of England department.




  The Standard Company wanted to bring the attractions of motoring to as many people as possible. They succeeded almost at once; by 1905 a modified assembly line was in effect, and the cars were rolling off.




  Among the most notable of these were the early 16/20 hp Tourers. You will notice the rapid progress from 1903 to 1905. We now have such niceties as running boards, lights, mud guards and a horn. But the most noteworthy improvement was under the hood. This car was powered by a six-cylinder engine that developed 20 horsepower. Twenty of this model were especially prepared to transport a party of editors from the Commonwealth who were attending a press conference in London.




  By 1911, another six-cylinder Standard had attracted the attention of an even more distinguished motorist. The late George V and his Royal Party used Standards exclusively while on a State visit to India. The car shown had a laundaulette body and was also used on shooting trips.
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    The late George V with the 1911 20 h.p. Standard. The occasion was a State visit to India
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    The "Rhyl" was the first Standard light car


  




  Enter The “Rhyl”




  Commoners as well as royalty were becoming enamored of Standard by this time, and the company had grown to a point where it was necessary to expand. A new and larger plant was built in a more suitable part of Coventry. It was there that the first of the new light model cars—a 9.5-hp 4-cylinder model called the “Rhyl” was manufactured. Top, windshield and headlights were standard equipment. This model was becoming very popular when production ceased at the outbreak of the first World War.




  From 1914 to 1918 the company devoted its energies to the production of fighting equipment including the famous R. E. 8 airplane. The demand for this fighter was so great that once again facilities had to be expanded. This time the company moved to Canley, then a country district outside of Coventry. Today this is the site of the company’s car division.




  After the war, production was resumed and the “Rhyl” in modified form continued to provide the bulk of the factory’s output. By 1921, the horsepower of these cars had been raised from 9.5 to 11. A four seater touring car was added to the line.




  By 1925, the touring car had given way to the sedans, as the public was beginning to demand creature comforts with its transportation. The 14-hp “Pall Mall” saloon proved to be quite popular.




  Fully standardized production was achieved throughout the enure factory by 1928. Four of the new models, the Teignmouth, the Fulham, the Falmouth and the Kenilworth, used the same power plant, the only differences being in the styles and trimmings of the body work. The only exception was six-cylinder Ensign. It was later to be promoted to the Envoy.




  Among the more unusual of these cars was the 9-hp four-cylinder “Fulham” with a fabric body. This snappy little four-door sedan also featured a sliding roof. As you can see in the picture, it was a real “sports car”—provided one confined his activities to seeking out the Purple Throated Thrasher in its native heath. The Standard Company assumes no responsibility for the costumes pictured.
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    Based on the "Rhyl," this is the 4-cylinder open touring model of 1921
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    1923—8 h.p. touring model


  




  The year 1932 saw the introduction of the extremely successful “Big and Little Nines.” Later came the six-cylinder “Little Twelve.” In 1934, a larger range of engines was offered including models of nine, ten, twelve in four cylinder and sixteen/twenty horsepower/six cylinder models, plus a V-8 cylinder of 20 horsepower.
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    The 14 h.p. "Pall Mall" saloon of 1925
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    The "Fulham" with fabric body and sliding roof was introduced in 1928
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    1932—The "Little Nine"
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