DECODING THE SUPERSPEC DRIVETRAIN

By Al Richey & Andy Waller
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We all know that every Robin Hood 2B is different, mainly because of the different donor vehicles, but those of us that have the 2B Superspec variant with the Rover engine, which came as a rolling chassis, thought we all had identical drivetrains.  
We believed the engine was a standard Rover T-series (T16) 2000cc destined to be fitted to the Rover 420 and they had all been bought as a single batch. 
The gearbox was a standard Ford MT75 which we believed was destined for a LHD V6 Granada, and the back end was a reconditioned standard Sierra differential and drive shafts.
But reading the RHOCaR forums and from discussions it was apparent that there were a few anomalies that didn’t make sense:

1. When the cars were submitted for SVA (as it was in the early 2000s) some just squeezed through with a speedo over-reading by just under 10%, but others failed with a higher over-read.


2. When Al happened to mention that he needed 2500 rpm to maintain a true 60mph (GPS) in 5th gear, Andy pointed out that he needed 3000 rpm.


3. When we checked the Superspec owners who are current on the forum and asked for their engine numbers they ranged from 108484 to 134088.  We still don’t know how many Superspecs were produced, but it certainly wasn’t 25,000, so the idea of Robin Hood Engineering (RHE) buying a ‘batch’ run of the engines was obviously wrong.


4. Some of the cars came with a pressed steel sump and some came with an alloy sump.
5. Some of the cars came with push-in drive shafts and some came with bolt-on drive shafts.


6. Added to this was the annoying fact that we could not find out the age of the engine for emission purposes as all the Rover paperwork had either been destroyed or sent to China when Rover were taken over.
7. We had also noticed that the alternators on our cars were mounted in different places. On Al’s car the alternator was under the water pump at the bottom of the mounting bracket (right of picture), whereas on Andy’s car the alternator was at the top over the water pump (left of picture).
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So it was time for some research. We trawled through all the forums and documentation we could find on the Web, and in particular have to thank Rimmer Bros, whose web site for supply of Rover parts was a mine of information.

The first thing checked was the format of the engine numbers, taken from the V5 registration document. The numbers take the form:  20T4H H96 123456 (without the spaces).  This decodes as follows:
  20 = engine size (20=2000cc)
  T = engine series (T, K, L etc)
  4 = valves per cylinder (2 or 4)
  H = code for fuel injection type
  H96 = prefix code group indicating the vehicle the engine was built for. 
  6 digit = engine number

In particular the engine Prefix code indicates the variant of injection, Rover auto/manual gearbox, and whether it had air conditioning, immobilizer, etc. fitted. (A full decode of the Prefix codes for the T-series engines is at http://www.rhocar.org/index.php?showtopic=24891&hl=)
Andy then investigated the history of the engine. He found that Rover first produced the T-series engine in 1992 but there are no direct records of engine numbers and build date. However, it was discovered that from engine number 101828 (dated mid-1994) the valves, valve guides and oil seals were modified to reduce sticking valves from carbon build up.  It was known as 1994 ½ engine.  From engine number 128817 the composite head gasket was replaced with a MLS (Multi-Layer Steel) gasket in an attempt to cure oil leaks from the head/block face.  Finally from engine number 135751(dated early 1996) the distributor was removed and replaced with wasted spark dual coils together with a change to the flywheel and an update of the ECU to MEMs 1.9.  The engine ceased manufacture at the end of 1999.

Andy also found that the Rover 220 and 820 had pressed steel sumps, whereas the Rover 420 and 620 had alloy sumps.
From analysis of the engine numbers and prefix codes provided by current Superspec owners, we have determined that:

1. We can now date the manufacture of the engines to between late 1994 and early 1996 (all the cars have a distributor so none fall into the later 1996 dual coil update).

2. The engines were destined for different Rover models (200, 400, 600 and 800 series) so it was the luck of the draw which one RHE used for each kit.

3. The type of sump fitted depended on which Rover model the engine was destined for.


4. The differences in alternator mounting were because some engines were destined for cars fitted with air conditioning. Rover used two different types of auxiliary water pump brackets for the T-series, depending on whether an air conditioning compressor was needed. Obviously the Superspec didn’t get the air con so RHE simply removed the pump from those engines and mounted the alternator lower down on the compressor mounting point.


5. All the cars should be after mid-1994 and be fitted with the uprated valves and oil seals.


6. All but one of the cars we know about should have the newer MLS head gasket.

So we then turned to the gearbox and as far as we can see our original belief is correct, they all are a standard Ford MT75 with the same gear ratios.  However, what we did find was that they all came fitted with a yellow 22-tooth speedometer pinion.  Although this was obviously correct for the original Ford Granada they were intended for, it was wrong for the Superspec, hence the speedometer was over-reading.  
[image: image3.jpg]


Some of the very early owners found they needed to replace it with a black 24-tooth pinion from a Transit to get through the SVA.
This still didn’t explain the variations in over-speed and also the disparity in RPM for a given speed.  That anomaly was solved when we realized the differentials had their original identification tag still fitted which has a code that gives the ratio.  
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These tags were actually difficult to see unless you knew where they were located and needed a good clean to decipher the numbers. 

It turned out they were not identical, in fact Al had a 3.62 ratio diff and Andy had a 3.92 ratio.  These were fitted to different Sierra models depending on engine size, saloon or estate, manual or auto gearbox.  When we did the maths that explained the differences in required RPM for a steady 60 mph and also the difference in over-speed of the speedometer.  
When it came to the bolt-on versus push-in drive shafts we really didn’t have much data to go on as we are aware of only one Superspec with bolt-on drive shafts.   However, this owner had opted for the disc-based rear brakes, whereas the rest of us had drum brakes.   So in the absence of any other information we have assumed they are connected.

So the conclusion is:
1. It is again the luck of the draw what ratio differential you have fitted, depending on the donor Sierra that RHE reconditioned and used in the rolling chassis.
2. If you have drum brakes you should have the Tripod, splined push-in drive shafts.  If you or the original builder opted for the disc brake option then you should have the stronger Lobro bolt-on drive shafts.

3. If you have a 3.62 differential you need to replace the 22-tooth speedo pinion in the gearbox with a 24-tooth pinion. That should give you an accurate speedo. These pinions can sometimes be found on eBay.

4. If you have the 3.92 differential you ideally need a 26-tooth pinion.  Unfortunately Ford never made a 26-tooth one, although a 25-tooth drive appears to have been made but is now unobtainable, so you will have to make do with the 24-tooth one. This will give you a slightly more accurate speedo only 10% over-reading, which is technically legal.
Hope all the Superspec owners find this useful.
