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EDITORIAL

Here it is at last...Journal No 10, a

celebratory issue as the

Drivers’ Club has come ogage,

The year 2001 heralded 21 years of

the club and its activities and 21 years

of makin ﬁjgds, but we must not
all't le over the years

who stamped their mark on the club,

and yet are no longer with us.

As you know the Journal, unlike the
Newsletter is an historical biennial
magazine and has, over the past ten
issues, ectively reported the
activities and developments of the
club. This issue has come out at
exactly the right time but, I must
apologise because I had hoped to
bring out a‘Newsletter'some
months before this. I hadn’t in
fact, got around to starting the
Journal at all because I had just
finished a Newsletter, although
events were to cause me to
withdraw it from the printers.

All of you would have heard of, or

me that héo\:rlas loolcindgy fomaldf to,

ing a one day. A few
%eot?lnﬂflgs later he was tragically killed
in a motorcycle accident at the age
of twenty one.

There is nothing that I could ever
write here that could be deemed as
remotely appropriate. It is an
unimaginable tragedy of the highest
order and an horrendous blow to
his family and friends. He was
thoroughly liked by everyone
who met him and had a
tremendous sense of humour
which was of course mandato

to survive the German trips. He
will be sorely missed by everyone,
including the Club.

Out of respect to his family I pulled
the Neﬂther, as it had both

references to and photographs of
Paul. I then set about maki

changes. Sometime later, whilst on
the ‘phone, Peter asked me why the
Newsletter hadn't come out. I gave

Eossib know the Treasurer, Pete him my reason, but he explained
rove. A few of you had met his that he felt happier for Paul to be
son Paul who had come to many remembered. [ was aware that
Bor meetings over the years time was marching on so, rather
an n on several trips to gﬁe than alter the Newsletter again, [
German Interessengemeinschaft decided to turn it into the long
Meetings. awaited Journal.

In the Summer, Paul Grove, who What a shame, that it has to arrive
had shared most of the driving with ~ on such a sad note, and how very,
Norman Williams of Pete’s Big-Six ~ very sad it is to say goodbye to a
across Europe whilst travelling to great friend.

and from Baden-Baden (p29) told  Nigl Priseoll
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CARBURETTOR ICING

The aeroplane was over the
mid-Atlantic. It was a single
engined machine and the pilot
was alone. At about 10,000 ft
the controls began to feel
unresponsive and the radial
engine began to falter, misfiring
and losing power. Altitude was
rapidly lost until, clearing the
tcf\oud ccverbat less than 1,000 ft,

e engine began to regain
mwe?%snthe rg:;usﬁm %eased‘

iraculously, the machine
began to respond to a light
touch on the stick and rudder
bar. The anxious pilot breathed a
great sigh of relief and contin-
ued on his lonely solo crossing
of the ocean, headed for Europe.
The drowsiness which had
earlier been dogging him had
now vanished. Ice had struck! It
had formed on the flying
surfaces and in the engine’s
carburettor - and it scared him
stiff! At a lower altitude, and in
warmer, drier air, it would not
have been a problem.

Icinf of the carburettor on a
road vehicle, fortunately, has
much less dramatic results. The
first time I experienced it was on
an early spring morning, many

ars ago. [ believe the car was a

illman Minx with Bendix
brakgs‘ lﬁ:ﬂe‘r i ougn aa:-"la
overhaul, I was making final on-
the-road adjustments of the
brakes, to ensure that the car
did not veer in either direction
when they were applied.
Whatever make of car it was, [
recall that it had a Solex
carburettor. With the work
g_::mpleted, Icllxj;a_ll.ggd back fct)lr

e garages, ing a gentle
slop%: at %ebsout 35 m.%.h.glghe
e?;'ne began to lose power. The
effect was slight at first, but

rapidly worsened. It sounded as
though it were on full choke
and running rich.

Irecalled a recent conversation
that I had been having with Jim
Wright, my boss at the time.
Earlier, he had worked for the
de Havilland company, and we
had been talking about
carburettor icing on aeroplanes.
I ?dﬁrﬁ now ;\lrhetl}er this L
might be the problem. I jumpe
out, quickly ol;med the Met
and whipped off the air cleaner,
just in time to see a ring of ice
crystals drop into the inlet
manifold. QED.

How does this phenomenon
occur? As the ingoing air enters
the engine, it passes through the
venturi, or choke tube, of the
carburettor. This is an
aerodynamically shaped
restricd)gilon throZgh wplfich the air
is accelerated, reducing its
pressure to a value below
atmosphere, so that fuel is
drawn fuel from the float
chamber and atomised as it
collides with the ingoing air.
The volume of fuel delivered is
determined by the pressure
difference. Reducing the air

ressure has thecélgt%ct of
owering its temperature, so that
if the ambient temperature, so
that if the ambient temperature
is low (albeit just above freezing
point) and the ingoing air is
damp, frost will begin to form at
the at, or narrowest part, of
the venturi. As the restriction
increases, the air is accelerated
at an increasin, rgte .agd the
engine is supplied with a
rniiltnure thJJcEit is fast
becoming grossly over-rich,
resulting in misfiring and a
chronic loss of power.
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When considering what can be
done to avoid the problem, a
fair’ eaﬂ solution offers

itself - take the air from a warm
underbonnet source. Which
one? Behind the radiator, near
the top, where it is hottest? The
warm-up here is quite slow and
until the thermostat in the
cooling system (if there is one)
opens, the radiator remains
vi:rrll)xally stone cold, so t}a\:t
carburettor icing might en
intheﬁrstm?]ﬂ%rsoonaggld,
damp morning. A better place
to position the mouth of the
tube conveying air to the
carburettor (or the air cleaner
fitted to it) is adjacent to the
exhaust manifold. As might be
expected, this normally effects
a complete cure.

For BMC vehicles of the post
war era, it was recommended
that the air cleaner pick-up pipe
be directed towards the exhaust
manifold in winter, and away
from it during the summer
months. In the case of most
BMC cars, except some earlier
Austins, SU carburettors were
used. The more or less constant
movement of the dashpot

iston prevented serious ice

rmation from occurring, so in

these engines the intake of
heated air was mainly aimed at
giving a quick warm-up and
ability to run without use of the
choke control very shortly after
a cold start.

There is, in principle, some
disadvantage in the use of a
heated air intake. The
volumetric (or perhaps mass
flow) efficiency of the engine is
slightly reduced, because the
same mass of air occupies a
greater space when heated than
when cold. Less oxygen is
therefore available for the
combustion process, and power
is slightly reduced. On the other
hand, the thermal efficiency

improves slightly with a heated
air intake, so fuel consumption
is marginally reduced.

Where a horizontally opposed
engine fitted with a singfe
carburettor is used, long
induction pipes are re
a heated intake is
rovided for all year round use.
addition to combatting
carburettor freezing, heated
induction pipes help to avoid
the formation of large lets
of fuel and their precipitation
between the central carburettor
and the distant cylinders.
Various methods have been
used to deal with the problem
on this kind of engine. OnVW
engines, exhaust gas was carried
through a pipe running beside
the induction pipes; on prewar
Jowetts the water pipes from the
cylinders to the radiator and the
induction pipes were individu-
ally combined into a single
]a:)lunnqum castingieOn in-line
ouglas motor engines,
the c%arbmttorf«jr’acs fed %\]nnta
warm air drawn from near the
cooling fins on the rear
cylinder head.

P«rj .Eeny

ired and

I wrote an article on this
phenomenom for the Journal
sl L )

m
r:arburg:gr icing especially when
using the origi ezlex
carburettor (a Weber 28/36 DCD
is less prone). Redex in the petrol
tank can help as does heating the
intake air or as a tempor:
measure removing the air filter.
Probably the most efficient way
to eliminate the problem, if you
have to do a lot of driving in cold
damp conditions, is to heat the
Jroms he gine Thi would.

engine. This w
definitely n(g;;e to be
disconnected in the Summer.
Nick Prisooll
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NEW SPEEDING LAWS

Condensed from the January
issue of ‘On the Road’the
Journal of the Association of
British Drivers, and supplied via
the MX5 Club.

Just before Christmas, the
Government announced
proposals for road traffic
penalties that they intend to
introduce if they are re-elected.
There are 22 proposals in the 34
page document which reveals
little increase in the penalties
for the careless or dangerous
drivers who cause most
accidents, but concentrates on
minor infringements of the
speed limit, regardless of
danger. The endorsement
system is to be changed to a 20-
point level for a 6 month ban.
‘You will get 5-15 points for
speeding, depending not on the
level of danger but entirely on
mph over the limit. Phase 1 will
give 5 points for up to 25 in a 20
limit, 12 points for 26 and
above. 5 points for 80 in a 70
limit, 12 points for 81+ and it
gets worse...

Phase 2 will give 7 points for up
to 23 in a 20 limit, 15 points for
24 and above. 7 points for up to
75 in a 70 limit, 15 points for
76+.

So, if you are caught twice
doing 76 in a 70 ... 6 months
ban. Unbelievably, causing an
accident by careless driving only

gets 5 points, whereas doing 76
on an empty motorway gets you
15. The whole document is
available on the home office
web site and also at
www.lovejoy.demon.co.uk/
lobbying/speed-
proposals_main html where you
will find excellent advice on
how to object.

If you don't have time to read
the whole document, then at
least complain about the above.
Remember, speed is a prime
cause in fewer than 5% of
accidents.

The address for responses
(although the deadline will have
passed by the time you read
this) is:-

Jisha Salim

Sentencing and Offences Unit,
Home Office, 50 Queen Anns
Gate, London, SW1H 9AT
jisha.salim@home
office.gsi.gov.uk

If you have the time, the ABD
site at http://www.abd.org.uk
makes for some interesting
reading. I'm not a political
animal, but the cunning way
that legislation like this can be
put on the statute books
without the knowledge of
99.9% of the electorate, gets up
my nose somewhat.

Courtesy of
Richard
UK Mazda MX-5 Owners Club
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RHOMBUS RESTORED

When Gordon Hobb was 16
years old and still living at home
in Toronto, disaster struck. His
faithful Morris Minor
convertible fell apart. He really
needed a car to get to high
school each day, as well as for
his part-time job delivering
orders for a drugstore. Following
his stepfather’s advice, Gordon

Gordon Hobb
restored his mother’s
worn-out 1959
Borgward Isabella
TS Coupé, thousands
of miles from home

By David Bowyers

was acquired. This joined yet a
further Isabella Saloon, his
stepfather’'s Combi estate and
his mother’s Isabella Coupé TS
on the drive leading to the
family home. How did the
marque gain such popularity
with his family? “Borgwards
became a sort of passion for us
all. My stepfather started it off

replaced the Morris with a 1957 when Ke traded in a Hudsen
Borgward Isabella Saloon. He  gomet for the Combi Station
bl > ViR - Wagon. It was such a good car
impressed with the car, which that he adled the Bos
cost all of $200. Althoughftran 0 SR 0 gnéard .
like clockwork, “it was real sad B R R U
looking”. Like all kids, he waspt ~ [OF ™ mother.
all that sensible about cars and 5 :
sold it when someone offered 1he Coupé was hought new in
him a broken-down 1954 Jaguar ~ Sermany in 1959 by a school
Mark VII for $50. teacher, who used it to tour
Europe during her summer
Gordon worked all summer on holidays. On returning to
the ]aguar’ but to no avail. It Canada with the car, -Sh.e sold it
wasn't long before the engine to a Toronto dealership, the
blew up. Tﬁe Borgward may Beech Auto Electric Comparly
have had holes in the bodywork ~ One of the first Borgward
that you could put your head dealers in Canada, they had
through, but, unlike the Jaguar, been founded by two brothers,
it ran well - right up to the day Slim and Arnold Engelbrechin,
he sold it. After a few months, former German PoWs who had
Gordon's stepfather took pity on  emigrated to Canada after the
him. Another Isabella Saloon end of the Second World War.
It © 0~R N &K L N o 10 2500 0y )




Gordon kept his Isabella Saloon
until 1967. Then a Ford Mustang
caught his eye. But five years
later his involvement with the
cars with the rhombus badge
started all over again. His
mother announced that she was
retiring her Coupé. It was too

an opportunity to miss,
even though Gordon knew it
was not going to be an easy car
to restore. It had covered
158,000 miles and had done
good service over 11 harsh
Canadian winters. It was in a
pretty rough shape by then, and
just about ready to go to the
wreckers.

S
B

Before work could begin, the car
was shipped to England.
Gordon had recently set up an
engineering company in
Washington, County Durham.
His first inspection of the car
was not encouraging. There

was virtually nothing left
underneath. Even the rear
subframe, which supports the
differential, had almost
completely rotted away. The
only thing that had prevented
the car from collapsing in two
was its strong, tubular propshaft
tunnel. After cutting out
corroded sections of the body,

he welded in new floor panels,
inner and outer sills and
other panels which he made up
from sheet metal in his work-
shop. This restored the structural
integrity to the body shell. Next,
Gordon rebuilt the suspension,
which was advanced for its day.
It has all-independent coil
springs, wishbones and an anti-
roll bar on the front, and a
swing axle with trailing links on
the rear. He also renewed the
universal joints on the swing
at!:‘de, wmlc.lh g;‘se not as roTb#St as

ight first appear. The
teﬁeyscrzlpgic shock algsorbers were
also replaced. Gordon was
careful to
obtain
exactly the
right parts to
maintain the
Isabella’s
excellent
roadholding.
The Coupé
uses the
same
suspension
as the rest
of the
Isabella

range,
though it also benefits from
an almost perfect 50:50 weight
distribution.

Gordon had a clear idea of what
he was trying to achieve with
the engine rebuild.”I wanted to
take the engine back to its
standard dimensions, It had
already been rebored two or
three times, so I knew the
pistons would be oversized and
that I'd have a problem restoring
the block and finding the right
size of pistons. I decided it then
would be easier in the long run
to take the engine back to its
original dimensions by inserting
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liners so I could use stock
pistons.”He also ordered a new
crankshaft. When it arrived after
many years in storage, it turned
out to be pitted with rust. He
had it reground by 10 thou.

The top end was also
overhauled and new valves
fitted. But shortly after the
engine was completed, an
exhaust valve dropped,
shattering one of the new
pistons and cracking the block.
This was a major setback. A
replacement block had to be
found before a second engine
could be built up.

The Tufnol timing gear on the
camshaft of Isabella engines is
prone to failure after a high
mileage. As new replacements
are no longer available, Gordon,
in common with many other
Borgward owners, hopes that
some specialist firm may decide
to remanufacture these gears at
some time before his finally
gives up the ghost. The four
speed, all synchromesh gearbox
required no work at all. It still
has a remarkably smooth

operation for a column change,
though periodic adjustments are
required to the linkages to take
‘I.lp any wear.

After completing the three year
restoration, Gordon had an
unpleasant experience. He was
hundreds of miles from home,
attending a Borgward club meet
atYeovil, in Somerset. An
horrendous bang from beneath
the bonnet suggesting a
terminal failure of some sort.
Ominously, coolant was pouring
out from beneath the engine. A
closer inspection revealed that
one of the cooling fans had
snapped as a result of metal
fatigue. Luckily, the leakage was
not due to a smashed radiator.
Whirling round at high speed,
the broken blade had just
clipped the radiator tap and
turned it on before departing
from the engine bay! Gordon
restored balance to the four
bladed fan by taking a hacksaw
to the opposing blade and made
the long journey home without
any overheating problems. He
fitted a modern plastic fan taken
from a Volvo. It bolted straight
on. This fan is the only non-
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standard feature on the car - a
compromise he willingly accepts,
as the reduction in weight
reduces the strain on the water
pump bearings, a recognised
weak point of the car.

In addition to the Borgward
Drivers’ Club, which has a small,
yet very active group of
members, Gordon is a member
of the Borgward
Interesengemeinschaft, of
Essen. This hosts annual
get-togethers in Germany.
Altogether he has attended nine

international events, which may
attract as many as 300 of the
cars that were made by the
company - not only Borgwards
but also Hansas, Goliaths

and Lloyds.

Gordon is particularly
appreciative of George Sinclair’s
help in his role as spares
secretary of the British Club.
Over the years, George has
assisted many owners by
tracking sown rare parts both in
the UK and in Germany, some
of which he has arranged to
have remanufactured.

One of the delights of owning a
Borgward is the fine quality of
the interior. Gordon’s Coupé is
well preserved, right down to

the Blaupunkt radio. The ivory
and chromium plated trim
exudes period charm. The
woodwork round the window
surrounds was originally
veneered. This had flaked away
in places, so Gordon made new
sections from solid walnut.
Finding replacement external

trim can be difficult, but most

parts can be rechromed fairly

easily.

Most Isabellas have been

converted from six to 12 volt

electncs, as the headlights
are poor by modern
standards. Though
this is a relatively
easy conversion,
Gordon has
retained the original
electrics

as he does not drive
the car

at night.

Summing up the
pleasures of driving
and owning his Coupé, Gordon
says “Obviously it’s very
impressive and appealing to
look at. It's also a very practical
car to own.You can cruise
comfortably all day long at a
steady 70mph, and it will still
average almost 40mpg on a long
journey. What's more, it's
reliable and it doesn't worry
me in the slightest travelling
500 or 600 miles all the way to

Germany.”

He is currently restoring a
second Borgward TS Coupé as
well as carrying out a long-term
rebuild of an XK 120.

Text courtesy of
The Automobile magazine
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Borgward Background

The Borgward story dates back to 1921, when Dr Carl Borgward
took control of the firm of Bremer Kuhlerfabrik Borgward, which
made parts for the Hansa-Lloyd car company. He now set in
motion his plans to manufacture cars. First came a three wheeler.
Other models followed rapidly, rwtabiy the Hansa 1100 and
1700. Production came to a halt in 1939, when the firm went
over to manufacturing military equipment.

Car production restarted in 1948 under the Hansa, Goliath and
Lloyd names. Establishing three separate firms was a clever
move at the time. It improved access to scarce materials, though
this also resulted in excessive product diversification, which was
to cause difficulties later on.

The Borgward Hansa 1500 of 1949 paved the way for the
technically advanced Isabella, which was launched in 1954.
Arriving at a time of improving prosperity, the Isabella sold well
throughout Europe and North America and became renowned for
its advanced styling and technical specification. It featured
monocoque construction with fully independent suspension
mounted on subframes at both front and rear.

The Isabella Coupé evolved from a rare convertible that was bodied
in small numbers by Karl Deutsch, of Cologne. Introduced in 1957,
the production version had the same 1493cc engine as the Isabella TS
saloon, but with a higher compression ratio and a larger twin-choke
downdraught Solex carburettor. The TS boosted the power output to
82bhp, giving a top a speed of 98 mph and 0-60 acceleration of 15.8
sec - yet 38mpg was achievable.

Though these were four-cylinder cars, Isabellas matched the perform-
ance of larger engined six-cylinder contemporaries. The saloons were
successfully raced in the UK, notably Bill Blydenstein and Reg
Parnell. Fuel injected Borgward engines were also used in Cooper
Formula Two racing cars, including one used by Stirling Moss, John
Bolster achieved a maximum speed of 93.7 mph and 0-60 in 15.8 sec
in a TS Coupé for an Autosport road test in 1958. In the following
year, Mike Hawthorn lamented in the Sunday Express: “If only the
German Borgward Isabella TS were British.”

A total of over 200,000 cars of all four makes was produced in
between 1954 and 1961. This placed Borgward at one time in second
position to Volkswagen in the ranks of German car producers.

In 1961 the company succumbed to large debts, over-expansion,
technical problems with the Lloyd Arabella (launched in 1959)
and a fall in demand for cars in the USA. All these factors
brought the company to the point of bankruptcy and precipitated
Dr Borgward’s resignation.

Eventually the production rights were sold to Impulsora Mexicana
Automotriz, who continued to build the Big Six model at Monterrey,
in Mexico, for a short while. But production of the acclaimed and
much lamented Isabella range was never resumed.
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as in many places the front was hanging
into space as we took the hairpin bends.
The Alpine hotel was owned by a former
Formula 5000 driver. It was superb; plenty of
good food and typical Austrian
entertainment. After 3 days of sightseeing
including a visit to a Schnapps distillery plus
a cheese makers, we had a visit to
Lichtenstein, went round the whole country

continuing back to Calais and the tnp home.
We had to pay extra for some of the outings,
but the frip cost us £229 each half board yet
cannot fill all the dates. I have
suggested that they advertise in the Classic
press as it was a wonderful trip. They can be
contacted on 01858-410-818.

bovele and Pat Farr.

BORGWARD DRIVERS"’

CLUB

DE siiappeu LIL UIE gads LIe, 1ne
claims for it were everything
from better mileage to more
performance. It like all the
other devices, is a crock, a sham,

high output ignitions usually
show this more. Electricity
always chooses the path of least
resistance, and in a worn out

a lie, a rip-off. The same goes for ~ plug that is usually straight
those magic gas tank addititives:  through the insulator to ground,
a waste of money. They are all rather than across the gap.
KOOSR N R L N o 10 20100 1

































































































