"That three-valve

AT A ROAD race meeting at
Haddenham in June 1949, Ted Iffland
scored three wins on a 1938 350cc AJS
R7, beating several post-war bikes in
the process. His achievements
brought a letter from AMC executive
Jock West, who wrote: ‘The
preparation of your model is, without
exception, in advance of any other
machine that | have inspected during
the post-war period.’

Atthe TT the following year, works
Norton riders began practice on
Garden-gate models pending the
last-minute arrival of the new
Featherbed-framed machines. When
the latter reached the Island Ted was
allowed to take over one of the older
models. But this opportunity ended
disastrously when he crashed at the
Waterworks during the race.

However, from these mixed
circumstances Ted, a former garage
apprentice and Brooklands
competitor, found new avenues
opening. Matt Wright, then AMC's
racing chief, offered him a job as a
mechanic in the racing department —
provided he gave up his own track
outings. The chance was too tempting
to miss, and Ted began a seven-year
stint with the factory that brought him
into contact with the world’'s top riders
on the Continental CircusandinTT
racing, and gave him a key position in
AMC's race-machine development
programme.

The ‘Porc’, the 7R, the three-valve
TT-winning 7R, the G45 — Ted worked
on them all. And if AMC’s successes in
Grand Prix racing were meagre
compared to those of other teams, he
emerged from the race shop with a
headful of colourful memories that
make him one of motorcycling’s most
fascinating senior citizens to talk to.

Now 64, he chatted to me for an
afternoon at his London home, and
painted an exciting picture of what life
was like for a race-shop man in a busy
British factory in the fifties.

He joined AMC soon after the 1950
TT, and was immediately flung into
AJS's battle to defend their 500cc
world championship. Les Graham had
won the title on the Porcupine parallel
twin in 1949, but now the team was
under heavy attack from Geoff Duke
on the Featherbed Norton, and
Umberto Masetti on the Gilera four.
Duke had won the Senior TT, and in
the Belgian GP Graham had been
involved in the crash that ended the
career of Norton rider Artie Bell.

Ted found himself driving to the
Dutch TT in a Bedford 15-cwt ex-army
lorry, fitted with a canvas roof and
aero screens — no V8-powered motor
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Ted Iffland, who spent seven years in the AMC race shop,
talks to Mike Nicks

homes in those frugal days! In the
back of the Bedford were two Porcs,
one a replacement machine for
Graham, and the other a spare. At
Assen he met the team’s main
transport, a five-ton Ford that carried
eight bikes.

But Masetti won the race, while
Graham's bike suffered from
vibration, and team-mates Ted Frend
and Bill Doran also had troubles. ‘The
Featherbed had the edge on the Porc
on handling. We also had carburation
problems, but the real fly in the
ointment was the combination of
Duke and the Featherbed,’ Ted
recounts.

The team headed on to the Swiss
GP, held on a street circuit in Geneva,
where a minor incident developed into
a race-long drama that revealed to the
full the tigerish qualities of Les
Graham, ‘Les was a nice chap, but if
anything annoyed him he could ride
like a dingbat,” Ted remembers.

Just such an irritation occurred
when someone dropped Graham's
goggles and gloves into a tray of oil
shortly before the start. ‘Les was
fastidious about his equipment, and
even though the oil was cleaned off he

went onto the grid fuming mad. He led
the race in pouring rain — the roads
were so slippery that riders like Duke
and Harold Daniell were going into
corners with their feet down.

‘Then | saw Les's front wheel lock up
as he went into the slowish right-hand
corner at the end of the finish straight.
He crashed into the straw bales, but
lugged the bike out with the engine
revving its heart out because the
cables had got hooked up. He yanked
them straight, got going again, and
recovered six or seven places to win.
Les also won the 350 class at that
meeting.’

But that was AJS’s only classic
success of the year — Masetti took the
rider’'s championship and Norton the
manufacturer’s award.

AJS set about improving the Porc's
deficiencies for 1951. They got the
weight down to 318lb — a saving of 20
to 30lb — by switching from 21 to 19in
wheels and lightening the clutch and
cycle parts. On 80-octane petrol the
engine gave about 55bhp, against the
50 to 51bhp of the works Nortons.

But when the factory made a new
frame and canted the Porc’s cylinders
from the horizontal to a 45-degree




MONStrosity...

The racing department’s main transport

was this converted five-ton Ford, pictured
in France in 1950.

angle, Ted reckons the firm went
badly wrong. "The horizontal version
was the best Porc they made, because
the centre of gravity was lower and
penetration through the air much
better.

‘The tilted engine made the
handling worse. Once a rider had set
the Porc up for a corner he dare not
shut it off. | once saw Jack Brett do
that when he was halfway through
Woodcote corner at Silverstone, and
he nearly finished up in the
grandstand.’

Certainly, 1951 was a thin year for
the Porc. There were no classic wins,
and Bill Doran could place only fourth
in the 500cc world championship.

But for Ted there were still plenty of
memorable moments, perhaps the
most outstanding being the chance of
a gallop on a Porc while the team was
gathered at Spa-Francorchamps, the
venue for the Belgian GP.

‘I had to take a bike from Spa to the
circuit. It was an uphill run of about
three or four miles, and | held the bike
on full noise all the way at about
130mph, wearing just goggles and no
helmet. It was the fastest thing | had
ever been on,’ Ted recalls joyously. He
reckons that the flat-out speed of a
Porc was in the region of 135-138mph.

But the Porc was a design wel|
known for its foibles, and Ted got well
involved in coping with some of these
peculiarities.

‘Starting a Porc from cold was a
helluva job. The engine would fire and
go “‘bur-durr, bur-durr”, but it
wouldn’t pick up owing to lack of
flywheel inertia. Many a time | pushed
myself to a standstill trying to start
one.

‘'We eventually got round to the idea

of putting boiling oil straight into the
sump, which worked like a charm.
From then on, we always carried a
large Calor gas container with two
burners, which could heat six to eight
gallons of “R"”. In the Isle of Man we
also took electric heaters that were left
plugged in overnight under the
sumps.’

Many of the Porc’s troubles were
caused by the fact that it had originally
been designed as a supercharged
machine. Like numerous classic racing
bike that had been intended to rely on
blown induction, it somehow had to
cope with the FIM’s ban on
supercharging on 1946, but never
really succeeded.

The engine’s 90-degree valve angle
was an inheritance of its supercharged
origins, and led to poor breathing
when it had to depend on atmospheric
induction. ‘There was a shocking
tendency for the mixture to go straight
out the exhaust port,” Ted explained.
‘We cured the problem by fixing
mild-steel vanes in the inlet ports to
direct the mixture more accurately.
The vanes were attached to the
spacers on the stubs behind the
carburettors. The problem wouldn’t
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‘Joe Craig said,
“Now really get it
over...”’

have existed if the valves had been
closer together to get the mixture
deeper into the bores.’

The vanes imposed a slight
restriction on the inlet port, as Ted
confirmed in tests on an air-flow rig.
But at least the engine was using fuel
more efficiently intead of losing it
through the exhaust port during the
period of valve overlap.

Ted recalls an occasion, probably in
1954, when AJS were conducting tests
at Brands Hatch in attempts to solve
the Porc’s perennial carburation
troubles. ‘We spent two solid days
there, and at the end of the second day
when the light was beginning to fade,
Jack Williams suggested we should
pack up.

‘But | thought we should try
something else: in the back of my
mind was the thought that the Porc
suffered from high-frequency
vibration, and | suggested we should
release the carburettor bell-mouths
from their anchoring point on the top
frame tubes, so that only the
bonded-rubber stubs held the carbs to
the cylinders.

‘Bob Mcintyre went out and
reported improved carburation. But as
soon as we fixed the bell-mouths back
on the frame the problems returned.’

Indirectly, the poor carburation
could also be blamed on the engine’s
mongrel heritage. The vibration was
caused by the lack of flywheel effect, a
phenomenon that wouldn’t have been
present if the engine had been blown,
with the supercharger acting as a kind
of flywheel.

Inevitably, Ted has a story
concerning AMC's infamous ‘jampot’
rear suspension units. Management
had banned the race shop from using
any other than these components,
even though Girling and Woodhead
units were known to perform better.
On one ocasion the team went to
Silverstone for two days of testing,
with Bob Mac and Derek Ennett as
riders. They took with them no less
than 20 different jampot set-ups, and a
pair of Girlings and a pair of
Woodheads.

‘We would change the units over in
the Dunlop shed, and send the riders
out for a couple of laps without them
knowing which make they had on the
back. Every time they went out with
jampots they gave us the
thumbs-down sign when they came
in. Every time they tried the other
makes, we got the thumbs-up.

‘One problem with the jampots was
that they were inconsistent. If you got
them right when they were cold they
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Above: Inside the hallowed race shop,
from left, mechanics Eric Goodfellow, Tom
Mortimer, Monty Sayer and Ted Iffland.

Right: The June 1949 meeting at

Haddenham at which Ted (39) scored three

wins on his pre-war R7 AJS. Chasing him
is Mike O'Rourke, riding a JAP-engined
Matchliess.

were no good when warm, and vice
versa.’

Differences of opinion between the
race shop personnel and the drawing
office and management were
frequent. ‘But they made the rules and
we had to abide by them,’ Ted
observes. He quotes as an example a
story concerning the first of the Porcs
with pannier tanks.

‘This design had an elaborate fuel
supply system with an Amal float
chamber at the back of the sump
acting as a non-return valve. | asked
one of the draughtsmen what he
thought was going to happen to the
float chamber when it rained, but they
wouldn't listen.

‘At the Swiss GP that season it
rained and both bikes went out with
water in the fuel. Later they sealed the

tickler hole on top of the float chamber

and had a breather pipe running to a
point beneath the seat. This was what
they should have done in the first
place.’

Ted also has a fund of amusing
stories related to him by other
mechanics and riders of the day. One
concerns Joe Craig, who worked on
the Porcupine project in its early days.
Before the racer itself was ready for
testing Craig and Charlie Mathews,
the racing department foreman, made
a ‘'mock-up’ frame into which they
installed an engine from a road bike.

Ted continued: ‘The Porcupine
engine being nearly horizontal, the
part closest to the road when the bike
was cranked over would be the
exhaust cambox. So they bolted two
pieces of angle iron to the road bike in
the position the cambox would
occupy on the racer.

‘A section of road near the factory

was chosen for testing. It was
downhill and had a very adverse
camber. Charlie was told by Joe Craig,
“Whack into this corner hard, and Il
watch the clearance between the road
and the angle iron.”

‘After Charlie had completed one
run Joe said, ‘Do another one, but
crank it over a bit more.” After the
second attempt, Joe said, ‘“‘Now really
get it over.”

‘Charlie did just that, but the angle
iron dug into the road and sent him
looping the loop over the bike. Charlie
got up and said to Joe, “If you want
any more testing done —do it
yourself!’"’

It was Harold Daniell who provided
Ted with a somewhat incredulous tale
from the 1950 TT, in which Bob Foster
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was to ride a 500cc Guzzi V-twin
supposedly much faster than the
works Nortons of Daniell and Artie
Bell. The pair arranged to go out for
practice behind the Guzzi and hang on
to it, if possible, until the Sulby
Straight. The plan then was for Artie to
pull out of the Guzzi’s slipstream,
encouraging Foster to wind
everything on. Meanwhile Harold
would cut to Foster’s nearside, peek
up the carburettor of the bike's rear
cylinder, and check whether the
throttle slide had disappeared.

Apparently, Harold never did tell
Ted whether his amazingly
unscientific ploy to check whether the
Guzzi was flat-out had actually
worked!

A machine for which Ted had no

Ted warms up a Porcupine on the Dutch TT
circuit at Assen.

love at all was the AJS works special
that Rod Coleman used to win the
1954 Junior TT. ‘'That three-valve
monstrosity,’ is how he refers to the
7R3, as the bike was known.

‘It only won a TT because the
opposition packed in,” he says. ‘It was
a horrible bike to work on. Setting up
the valve timing was a real nightmare
because there were two Vernier
adjustments in the cambox, and the
two exhaust valves were on plain
tapers. Getting the timing right for
both valves was like a big game of
roulette.’

Ted remembers an occasion in 1953
when a test session at Silverstone
involved a two-valve 7R and the
three-valve machine, with Bob
Mclintyre and either Derek Ennett or
Derek Farrant as riders. No matter
who rode the normal two-valver, this
bike was always best on top speed
and acceleration.

He claims that the 7R3 cost AMC a
small fortune, and not only because of

the complex make-up of the cambox.

Apparently no less than ten different
types of cylinder head, with varying
port and valve angles, were made for
this experimental engine. There was
even a version made with
shaft-and-bevel replacing chain drive
to the camshafts.

‘It lasted only a couple of hours on
the test bench before it was pushed
away into a dark corner,’ Ted
remembers. He also built and
bench-tested a fuel-injected version of
the 7R3 which suffered no
megaphonitis — normally the engine
gave no power below 5,500rpm.

Enthusiasm among the race-shop
staff remained high through the less
successful seasons as well as the
good times. An example of the latter
was when Ted built the 7R engine
which Bob Mcintyre used to win the
1952 Junior Manx GP and finish
second in the Seniorrace. That motor
became the basis for the following

season’s production engines.

The failings of the Matchless G45
pushrod production racer were well
documented in the Racer Test in the
previous issue; suffice to say that Ted
and his colleagues would take two
steps back from the test bench when
the motor reached 7,000rpm . . . just
in case!

This bike provided more instances
of the race shop providing advice that
AMC management declined to accept.
If you want a 500cc racer, do a ‘big’ 7R,
said the race mechanics, to no avail.
And when they made up
manganese-bronze bushes to replace
the G45's troublesome needle-roller
bearings in the cam followers, the
factory failed to put them into
production.

One bike that gave Ted little trouble
was his personal R7 AJS. After buying
the machine in 1938 he was so short of
money that he couldn’t afford
alternative sprockets, and had only
one racing plug. He would ride the
bike to Brooklands from London, race,
and ride home again. For more distant
meetings he begged or borrowed
vans or cars; twice he got towed to
and from Donington Park behind a
friend's MG, which must have been a
tremendous ordeal.

Over the years the bike was
modified hugely. Telescopic forks
replaced the original girders, and a
Monty and Dudley Ward
swinging-arm rear conversion added.
A sodium-cooled exhaust valve was
fitted, together with a lengthened inlet
tract and larger inlet valve, and a 1%in
Amal TT carburettor. American coil
valve springs replaced hairpins, the
crankcase breathing was improved
and flywheel oil scrapers fitted.

The cam gear was made more
reliable by throwing away the
needle-roller bearings in the cambox
— they were so tiny they had a
tendency to skid sideways. Instead
Ted made up some
manganese-bronze bushes, with oil
scrolls to take care of lubrication.

This was the kind of painstaking
work that earned Ted his spell in the
AMC race shop. It was, then, even
more of a tragedy that he had to quit
the job in 1957 suffering, like two
fellow workers, with TB. Ted attributes
the iliness to hard working conditions
over a long period of time; life in the
race shop may have been fascinating,
but the hours were gruelling, and
most Saturdays and some Sunday
mornings were worked as overtime.

Today, however, he is still obsessed
with motorcycles. He works as a rep
for Russell Motors, the AMC spares
specialists. And in the garden shed
behind his house is his original R7 that
he managed to buy back in 1960.
Occasionally, he takes the bike to
parades of classic machinery —a
fitting end to a partnership that's been
almost life-long.
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