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Notes From The Editor:  I am sure many of you are wondering what happened to make the past issue so late!  I took an early retirement from my job in April and later in that month went to the hospital for some minor surgery.  That left me laid up for a while.   To continue producing “Melodies” I had four laser printers with about a lifetime supply of toner and “drums”.  I figured this would be plenty.  However, for some reason all four of the printers gave me problems and I was unable to produce more then one or two pages at a time.  After trying unsuccessfully to fix those printers, I finally bought an old HP Ink Jet and 4 cartridges.  That allowed me to get the Summer issue out.  I held this issue off a bit so that it would not come out on the heels of the prior one and to wait for the dues to come in.  

A reminder, IF YOU HAVE NOT SENT IN YOUR “DUES”, THIS WILL BE YOUR LAST ISSUE.  If you sent in your dues over a month ago, please just send me a note so that I can insure that everyone who has paid up will get their issues of “Melodies”.  

Hillman Cars For Sale:

1956 Minx Convertible: No winters, stored since 1959, still in excellent condition.  Contact 716-941-3897 (New York)

1964 Husky: Solid, complete, project car $350. 203-530-9013 (Dallas)

Hillman Husky:  Project car, 803-754-5363 (Columbia, SC)

1948 Minx: complete, needs restoration $700 (Canadian), 519-264-2062 (Ontario)

1958-60 Hillman 2 door parts car. Sell complete or will part out. 406-452-0560 (Montana)

1961 Minx: Doug Roberts, 916-663-3156 (California)

1964 Super Minx: low mileage, super clean, no rust always garaged. $2,500 (Canadian) 250-490-9319

1967 Sunbeam Minx 42,000 miles, $3,000 (Canadian) 902-429-7598 (Nova Scotia)

1967 Sunbeam Arrow Station Wagon, good driver with rebuilt mechanicals, needs cosmetics. Phil Stahlman 510-548-5176 (California)

1948 Hillman Minx Drop Head Coupe (Convertible).  This car is located in Oakville, Ontario (Canada) about 50 miles from Buffalo.  At one time the car was in great shape and completely restored, unfortunately it has been outside (through a couple of Canadian winters) for 2 years and will need the interior redone (and maybe other work). The price tag is a very reasonable $1,500 (US).  Contact tipple@procor.com
For Sale or trade for Imp parts: Hillman Minx Mk VIII and Rapier Series I- Mondial Engine Piston set w/rings & Pins, 3 inch diameter, .030 oversize (1955 on box, never opened).  Warren Clark, “Warrenworks@yahoo.com”

Wanted:

Parts for 1959 Minx DeLuxe, especially rubber parts. Cliff Bymaster & Fay Hollinshead, 2075 Adriel Dr., Fort Collins, CO 80524

Rear View Mirror for 1960 and later Hillman or Sunbeam Alpine.  Dan 928-453-9406

Jon Arzt’s Commer Adventure Continued

OK, I'm stuck 350 miles from New Jersey, 1250 miles from home, with 10000 pounds of Chevy & Commer. Fortunately, I do have a cell phone. Call my wife, let her know what's happened, and get her brother's phone number. He's just about 100 miles away near Pittsburg. After getting hold of him, he gets on the road with a small pickup truck, and heads my way. I've got time to sit and think. I don't know if I'll have to ditch the truck and go home, or if I can get it fixed. I certainly can't wait for it, as it's Saturday, and I need to be at work 7:30 Monday morning! Should be loads of fun explaining to the guy I borrowed the truck from - "oh, by the way, your truck is in Pennsylvania if you want it."

So, I start taking things apart and unloading parts. The Commer is full of boxes of bits, as are the compartments of the car hauler. I plan to take everything I can that's of value, in case I never see either vehicle again. I even removed the Commer's transmission, sitting on the car hauler. (it's a full-synchro with a J-type OD, it's worth what I paid for the shipping!) I get as much as I can loaded into the pickup when my brother-in-law gets there. We call a towing company, I tell them to tow it to their place, and I'll be in touch by phone.  I drop the brother-in-law off at his house, he graciously lets me borrow his pickup, and I get on my way home.

Now I've got a disabled van on an disabled truck in another state. I call Tiger Tom Ehrhart, and he puts me in touch with Fred,  a Sunbeamer who's not too far away from where the truck is. The towing company confirms the differential is shot, and prices me $400.00 for a used one, plus $50 per hour to install it. Can't (or won't) say how long it'll take. I start looking around, and find a used diff for $150.00. I can install it myself. Fred offers to let me store it at his house while I work out the details. So I have it towed to his place.

Monday morning, I go to work, and explain my story to my coworkers. I'm expecting all heck to break loose when I tell the guy I borrowed the truck from, but he says "that's OK, if you had actually managed to make the trip, I was gonna tell you to keep it anyway, you earned it. Sounds like you made it well past half way!" Whew!! So that's not an issue, but time is. I don't want it sitting forever in Fred's yard. But I'm going to need time enough to travel there, replace the diff, and drive the thing home. The answer? Memorial Day weekend - Monday off for the holiday, and I took Friday off as well. Four days gave me time enough for whatever I might run into. And run into it I would.........

I tried to have everything I would need for any foreseeable problem. I had gaskets, sealer, plenty of gear oil, tools, jack, stands, etc. Just about filled the little pickup cab, plus the large toolbox in the truck bed. Set out at 3:00AM Friday, arrived at brother-in-law's house at 6:00PM. Ate, socialized and relaxed for a little, and then got some sleep. 5:00AM, left for Fred's, and got there about 7:30AM. Started ripping into things.

Fortunately, this thing is a heavy truck. One thing about heavy trucks - they're designed to be repaired, even while loaded. So removing the diff was quite easy, 16 bolts had both axle shafts out, 10 more bolts and 4 nuts had the diff removed. Simple, really. Clean everything, new gasket, some sealer, bolt the new diff in.... and the yoke won't turn. Fortunately, hadn't put the axle shafts or oil in, so back out comes the new diff. Measured the ring gear, and it's about 1/16" bigger, but that shouldn't matter. Drag my butt a little deeper under the truck, and peek inside the housing. I can see a spot on the inside of the rear cover that had been rubbing on the ring gear! I won't repeat the language I used then, let's just say "darn!"

Well, if I have to take the rear cover off, then I have to take the second gas tank out. There's not enough room to get in there with wrenches and a gasket scraper to clean things off. That looks pretty easy, as there appear to be only two bolts at the back of the tank, holding it to a frame crossmember. There are flanges on the side of the tank that sit on the frame rails. So out comes the (of course, full) tank.

The cover comes off easily, but it looks odd. It's dented in, but in a peculiar manner - perfectly straight lines. And there's a small hole ground through where the ring gear was rubbing! Guess we know why the other diff burned up. Fortunately, Fred has a welder, and he sets to beating out the dents and welding up the holes while I clean up the housing and put the differential in - again, along with the axle shafts. He finishes up the cover, and I bolt it in place. All that's left is filling it with gear oil. I used synthetic, as the local axle expert said it helps keep the temperature low. Don't know if it does or not, but it's expensive and smells just as bad. Now everything's back together, time for a test drive. Took it carefully around the block, and all seems well!

Time to clean up and get ready for the road. Of course, I need to wash my hands, and in doing so, my wedding ring keeps coming off. (I recently lost about 45 pounds) So I put it on the back of the truck where I'm cleaning up. That's the last time I saw it, so I've been in the doghouse with the missus ever since. Heck, I'm amazed I managed to go 13 years before I lost it! But we're getting a replacement, she'll feel better when we get that done.

The trip home was long and boring, without even a radio. Had to stop at almost every gas station I saw, since the one tank only holds about 16 gallons, and I only had a 5 gallon can as backup since I took the other tank out. Torrential rains and wind in Illinois, and of course, construction. It was near a construction area (and probably near delerium) that it struck me - why the thing had broken down in the first place.

As I'm bouncing along I-80, I realize what had happened. The idiots who put the second gas tank in had only bolted the back of it to the frame. That was all it needed to stay in, as it rested on the frame rails. But when you hit a good bump, and the tank was low on fuel, the tank would bounce up at the front, bringing the bottom corner of the tank in contact with the differential cover on back of the axle. When the weight of the truck came back down, it would bash the tank into the diff cover! That's why the dents were perfectly straight - they were from the corner of the heavy metal gas tank! Serendipity be praised - if I had decided to put that bloody tank back in, I never would have made it back home. The exact same thing would have happened all over again. The reason it hadn't happened in all the while I'd driven it here in Nebraska? When I first got it, the rear tank was full of rotten gas, and was disconnected. It was only the week before going to NJ that I steam cleaned the tank and put a new tank valve in so I could use them both.

Well, that's the story of all the trips. (My apologies for the quality of the writing, it's not my strong suit!) The stories of the vehicles involved are still being written, so to speak, as I haven't had time to do a blessed thing to any of them since I got home. But, for the first time, I can stand in one spot and look at all the pieces!

Jon Arzt

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

HILLMAN MEET

CHECK THE BACK OF THIS NEWSLETTER FOR DETAILS ON THE UP-COMING HILLMAN 2005 MEET IN SEPTEMBER IN OHIO.

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

Car of the quarter:

In the previous issue I wrote about another car of the Rootes Group, the Singer.  In this issue I will cover the Sunbeam-Talbot.  

The history of Sunbeam and Talbot has always been a bit confused and, unfortunately, William Rootes did not help things at all.  Rootes bought the two makes in separate transactions at different times even though the two makes were linked together as part of the Sunbeam-Talbot-Darracq organization. 

The first “Rootes” car from Talbot was the “Talbot Ten”, this was just the previous Hillman Aero-Minx rebadged as a Talbot.  It’s first year was 1936 and it lasted only through 1937.  It was replaced by the 1938 Sunbeam-Talbot 10.  Essentially just a rebadged and restyled Talbot 10.  This Hillman Minx based car was joined in 1939 by a second model called the 2 Litre.  This was the same basic chassis, just lengthened by 3 ½ inches to take the Hillman Hawk (soon to be Humber Hawk), 2 litre flathead four cylinder engine.  It displaced 1,944cc and put out 52 HP.  The top speed of the new model was 72 MPH (up from 66 MPH for the S-T “10”) and it could reach 60 MPH in 22.1 seconds (compared with 35.2 seconds for the “10”).  Body styles for both the “10” and “2 Litre” were 4 door saloon, 4 passenger “Drop Head Coupe”, sports 2 seater and a 4 seater tourer.  Suspension was by leaf springs and solid axles. 

While the larger, Humber based cars were dropped after World War II (the 6 cylinder “3 Litre” and “4 Litre”-based on the Snipe and Super Snipe respectively), both the “10” and “2 Litre” were reintroduced after the war. The horsepower of both cars was increased slightly on the post war models-the “10” now had 41 HP (up from 38) and the “2 Litre” had 56 HP, up from 52.  Both cars had aluminum cylinder heads.  Rootes sold 4,719 “Tens” from 1938 through 1948 and only 1,124 “2 Litres” from 1939 and 1948.

Rootes first “new” post-war cars were the totally restyled Sunbeam-Talbot “80” and “90” launched early in 1948.  The two cars shared all body and interior parts, the only difference was in the engine and rear axle ratios.  Only two body styles were available; a 4 door sedan and a convertible coupe.  The “80” had a very, very interesting Hillman Minx based 1,185cc overhead valve engine producing 47 horsepower.  This engine used all of the Minx engine’s lower parts and block and added a cast iron overhead valve cylinder head.  Unfortunately weight had gone up from the 2,185 lbs of the “10” to 2,605 lbs for the “80”.  While top speed was now 73 MPH (up from 66 MPH), to get there took much longer; 0-60 now took 36.4 seconds.  

The Sunbeam-Talbot “90” was the same car but equipped with an overhead valve version of the Humber Hawk 1,944cc “2 litre” engine.  With overhead valves, this unit put out 64 HP and could reach 80 MPH.  Getting there was a little bit faster then the old model- 0-60 came in 22.5 seconds.  Like the “80”, the “90” had gained some weight too, it now weighed 2,830 lbs as compared with 2,490 for the old “2 Litre”.  

Both cars carried over the solid axles and leaf springs of the prior models, but the new “steam-lined” bodies were very much in the post-war idiom.  Fortunately the styling did not become quickly dated (like the contemporary “Singer 1500” or the Kaiser or the Hudson). 

Rootes replaced the “90” with an upgraded model called the Mark II in 1950 after selling 4,000 of them from 1948 through 1950.  The “80” was dropped in 1950 after about 3,500 had been sold.  The “80” was never sold in the USA, but Rootes did manage to sell 17 “90’s” in 1949 and an additional 120 in 1950.  The sedans cost $2,995 and the convertibles cost $3,345.  Actually sales of 137 Sunbeam Talbot ‘90’s” in the USA at that time for those prices was astounding.  Why?,  A new, 1949 Cadillac 4 door sedan cost $2,893! With an OHV V-8 and an automatic transmission!  A Cadillac convertible was slightly more expensive at $3,496, but that also included a leather interior. 

1951 brought the upgraded Sunbeam Talbot “90” Mark II.  Horsepower of the overhead valve conversion of the flathead engine was up to 70 and the engine was increased in size to 2,267 cc and an independent front suspension with coil springs replaced the old solid axle with leaf springs.  The rear axle was still sold and was still under-slung on leaf springs. The top speed now was 86 MPH and the 0-60 time was 24.3 seconds.  Rootes built a total of 5,493 Mark II’s and sold 133 of them in the USA in 1951 and 281 of them in 1952.  Due to the devaluation of the British Pound at this time, the price dropped to $2,395 for the sedan and $2,645 for the convertible coupe.  While no longer as expensive as a Cadillac, these prices would buy a top of the line Buick Roadmaster or Chrysler Windsor. 

A slight revision of the Mark II occurred in 1952 when the horsepower was raised to 77 and the 0-60 time improved to 20.8 seconds.  However, top speed dropped to 81 MPH.  The slightly revised model was called the Mark IIa.  The Mark IIa was built from 1952 through 1954 and Rootes sold 10,888 of them worldwide.  Of these, 809 came to the USA in 1953 and 553 in 1954.  The prices for the Mark IIa were up to $2,699 for the sedan and $2,899 for the Convertible Coupe.  

Joining the Mark II in 1953 was a new model, the “Alpine”, named after the famous “Alpine” rally that had seen a number of class wins by the Sunbeam Talbot 90’s almost from the first year they had been introduced.  A Rootes dealer, George Hartwell developed a sports roadster version of the “90” and showed it to Lord Rootes.  Lord Rootes liked the car so much that he arranged for it to become a production model.  The final styling was done by Raymond Loewy (who had also done some work on the ’49 Mark III Hillman).  Over a period of 3 years (1953-55) Rootes produced about 3,000 Alpines.  With slighly more 

horsepower then the “90” (80 HP) the Alpine could hit about 95 MPH and did 0-60 in 18.9 seconds.  Rootes built about 3,000 of these “Classic” Alpines and they sold for $2,699 in the USA.  While I believe at least 50% of the production of these cars were sent to the USA (and Canada), I do not have any sales figures for them.

For some reason, about 1954 Rootes changed the name of Sunbeam-Talbot to just “Sunbeam”.  So the final version of the “90” was called a “Sunbeam 90” and was introduced in 1954.  It was tagged as a Mark III.  The rear fender skirts had been dropped and horsepower was now the same 80 HP as in the Alpine.  Three small Buick like “port holes” were added to the hood and the new car could finally reach 91 MPH (the “90” in the model’s name was supposedly it’s top speed).  0-60 took 18.4 seconds and the new model proved itself by an out-right win in the Monte-Carlo rally.  The Mark III also introduced a “new” engine.  Actually it was the old 2,267cc four cylinder engine but it had been redesigned as an overhead valve engine from the ground up, it was no longer a converted flathead.  Rootes sold 5,249 of these cars between 1954 and 1957 (although I believe the “1957” cars were actually left over 1956’s).  In the USA the Mark III cost $2,675 for the sedan and $2,899 for the convertible coupe. I do not have sales figures for the Sunbeam 90 for 1954, 55, 56 or 57 but I believe sales were less then for the Mark II and Mark II.  

The big news for Sunbeam in 1955 was the introduction of an all new car using the recently introduced Hillman 1390cc overhead valve 4 cylinder engine.  This was the “Rapier”, a 2 door pillarless hardtop.  It followed the Sunbeam tradition of a “sporting sedan” (something that today is claimed by cars like the BMW).  The body styling was actually a preview of the forth coming Hillman Minx Series I.  Internally Rootes called the style “Audax”.  Raymond Loewy Associates, an American company did the styling of this car.  In many ways it was a smaller variant of the internationally acclaimed Studebaker Hawks of 1953-54.  There is no doubt that the Rapier was a good looking car and the Studebaker styling came off well in the 2/3’s scale of the Rapier.

As I mentioned above, the engine was the Hillman 1390cc overhead valve engine that was a perfectly “square” design; a 3 inch cylinder bore and a 3 inch stroke.  This made for a very smooth running engine.  This engine put out 62.5 horsepower initially with a single Stromberg downdraft carburettor.  One year later it was equipped with a pair of Zenith carburettors and called the “Rally Master” engine and put out 67 horsepower.  These first Rapiers had a column mounted shift lever and an overdrive transmission was optional.  With a weight of 2,280 lbs the 1390cc engine could propel the car to 60 MPH from zero in 21.7 seconds, top speed was 85 MPH.  The twin carb version did not improve the top speed but the 0-60 time was decreased to 19.4 seconds.  Rootes successfully rallied these cars and one of the improvements the Rootes competition department came up with was a floor mounted gearshift. Rootes built 7,477 of the Series I Rapier over two years and sold 749 of them in 1957 for $2,499 in the USA. 

In February of 1958 Rootes upgraded the Rapier (as it had with the “90”) by increasing the engine size to 1,494cc and raising the horsepower to 73.  This along with new transmission ratios, a new steering box, the floor mounted gearshift now standard and modified styling was called a “Series II”. The grille was changed from a “wide mouth” type to a smaller imitation radiator style and small tail fins were added to the rear (the first in Europe and aping the contemporary Studebaker Hawks). A convertible was added to the line in addition to the hardtop.  Rootes built 15,151 Series II of both styles of Rapier and they cost $2,499 for the sedan and $2,649 for the convertible.  Because of inflation in the price of USA made cars, these were now more competitive prices.  A Sunbeam was no longer priced with Cadillacs or Buicks, but now was closer to lower end Pontiacs and Dodges.   The new engine gave the car a 0-60 time of 20.2 seconds (actually slower then the smaller engined Series I due to poorly chosen transmission gear ratios). Top speed was now 90 MPH.

The Fall of 1959 brought still another new model to the Sunbeam range… the new “Alpine” a small 2 seater roadster based upon the Hillman Husky floor pan (and many, many Hillman parts) and a Sunbeam Rapier twin carb engine (now with an aluminum cylinder head).  This was Rootes first “true” entry into the sports car field since the Hillman Aero-Minx of 25 years before.  The 1494cc engine now put out 78 horsepower and could drive the 2,135 lb car from 0-60 in 14.0 seconds and reach 98 MPH.  Rootes built 11,904 of them for the 1960 model year and sold about 5,000 in the USA for $2,595.  They were announced here on October 28, 1959.  Rootes built 15,368 Rapiers in the 1960 model year.  At the same time the new Alpine was announced, Rootes also announced the new Series III Rapier.  The Rapier also had the Alpine’s twin carb aluminum headed 1494cc engine.  Zero to sixty time for the Series III was substantially improved to 16.5 seconds and the top speed was 92 MPH.  Although the 5 additional horsepower helped the performance, the new “close ratio” gearbox was the source of the majority of the performance gains.  

The fall of 1960 saw the introduction of both the Sunbeam Alpine Series II and the Sunbeam Rapier Series IIIa.  The big change was a further increase in engine size to 1592cc with an increase in horsepower to 80.  While the horsepower only increased slightly ( 2 horsepower), the 100cc’s added 5 pound feet of torque. Oddly, the Alpine’s 0-60 time increased to 14.8 seconds and the Rapiers to 21.8 seconds.  The Rapier now sold for $2,399 for the sedan and $2,699 for the convertible.  Prices for the Alpine Series II were the same as they had been for the Series I ($2,595).  While I do not have the number of Alpine II’s sold in the USA in 1961, I do have a figure of 3,448 sold here in 1962.

The Series II Alpine stayed in production for 2 years.  It’s replacement came out in the fall of 1962 as a 1963 model.  The Series III Alpine had an extensively modified trunk configuration and relocated gas tanks.  “Superleggia” of Italy had been assembling Rootes cars and in addition to their unique Sunbeam Venezia, they had redesigned the gas tanks and storage area in the Alpine trunk.  They did such a good job of it (putting twin tanks in each of the big rear fins) that Rootes used their design in the new Alpine.  In addition, Rootes introduced a “GT” model to the Alpine range.  This was a somewhat unique car-it had a removeable hard top but no folding top.  Extra insulation everywhere and a Solex two barrel carb (with a combination air filter-silencer) completed the “Deluxe” package.  Over a period of 2 years (1962-63) Rootes built 5,863 cars (both regular roadsters and GT’s).  Price for the standard roadster was still $2,595 but the GT cost $2,749.  Almost all of them were exported to the USA.

The Spring of 1964 saw the introduction of a new Sunbeam Alpine, now the Series IV and the a new Sunbeam Rapier, also a Series IV.  Someone at Rootes must have been very happy, they were introducing two “Series IV” cars in 1964.  The Alpine got a redesigned tail section with much less pronounced fins while the Rapier just got trim changes.  The “GT” model was continued from the Series III and now the single Solex 2 bbl carb was standard on all Sunbeams.  While this carb was “progressive” in that it would only run on one barrel at low speed and only kick in the second barrel when engine revs increased, performance decreased when compared to the previous twin Zenith downdraft carbs.  0-60 MPH in the Alpine IV now took 18.8 seconds (substantially slower then the 14.0 seconds of the Series I) and top speed was 92 MPH.  The Rapier was able to go from 0-60 MPH in 17 seconds and also topped out at 92 MPH. Unfortunately the Rapier convertible was discontinued with the introduction of the Series IV.  

In mid production both the Alpine IV and Rapier IV got a fully sychronized transmission.  Prior to this point first gear was not synchronized.  The synchronized first gear transmissions can be told from the earlier ones by the location of reverse gear…. On the new transmission reverse gear is selected by pushing the gear shift lever far to the right, while on the older transmission reverse gear is located on the left (or nearest the driver on LHD cars).   In addition to the manual transmission, Rootes also offered a Borg Warner Type 34 fully automatic transmission.  Few Alpines were bought with this option.

The price of the Series IV Alpine stayed the same as the series IIIa models and the Rapier was officially discontinued in the USA.  Total production of the Alpine Series IV was 12,406 cars (making it the most successful Alpine to that point) and total production of the Series IV Rapier amounted to 9,700. 

The last Rapier was the Series V, introduced in late 1965.  Basically the same as the Series IV, it now had a 1725cc five main bearing engine.  This was a smoother, quieter engine then the previous three main bearing 1592cc engine.  Finally, horsepower increased to about 85 for the Rapier, producing 0-60 MPH times of 14.1 seconds and a top speed of about 95 MPH.  Rootes built 3,759 Series V Rapiers from late 1965 through 1967. 

The Alpine V also used the new 1725cc engine, but in the Alpine it produced 90 BHP and propelled the Alpine from 0-60 in 13.6 seconds and produced a top sped of about 98 MPH.  Price of the Alpine in the USA was now $2,567.  This made it about as expensive as a mid sized Chevrolet (the deluxe Malibu, not the basic Chevelle 300), so the Alpine was still not a cheap car.  Total production of the Series V Alpine was 19,122.  Of these, 8,518 came to the USA in 1966 and 7,835 came in 1967.  

I have skipped over probably the most famous and potent of all of the post war Sunbeams, the “Tiger”.  A car developed by Ian Garrad (Rootes west coast manager) and Carrol Shelby in 1963.  This car was based upon the Alpine, modified to take a Ford 260 V-8 of 164 HP.  A real “Tiger”, it was a fantastic automotive performance bargain at $3,425.  Performance “out of the box” was 0-60 MPH in 9.5 seconds (in those days anything under 10 seconds was considered high performance) and top speed was around 117 MPH.  

Although a really great car, for some reason sales of the Tiger never caught on.  Over the three years the Tiger I was produced Rootes rolled out only 6,495 cars.  Almost all of them were exported to the USA.  Rootes very successfully rallied and raced the Tiger, winning a number of important rallies and quite a few races.  In 1967 Rootes produced 571 Tiger II’s with Fords new 289 V-8 and 200 HP.  0-60 MPH now took only 7.5 sec and the top speed exceeded 120 MPH.  Of course since the cars were powered by a Ford V8 all sorts of performance equipment was available to even further enhance the car’s performance.  Probably the truest piece of advertizing for the Sunbeam Tiger came from a writer from one of the British car magazines.  After raving about the Tiger’s terrific performance and quite afordable price in an article, he ended it by saying simply, “I bought one”.  No BS, he thought so highly of the car he spent his own money to buy one.  While car magazines often rave about various new cars, very seldom do they follow up their praise by laying out their own dollars (or in this case pounds) to buy one of the products they have been praising.  

I have not covered the Sunbeam Imp variants here as those were covered in the article on Imps. 
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