From Jensen club magazine autumn 2002

From Dinosaur to Jet Fighter in One Move

After many years of discussion it has finally been done! Someone has put a modern 4-speed overdrive automatic transmission into an Interceptor. Why? I hear you ask, Well how does a 30% saving in fuel costs sound? That means instead of 12mpg you could be getting 18! 

A 4-speed auto gearbox is just what our dinosaurs need to bring them into the 21st century

Much of the original research was done by Mark Riffell who identified 2 promising looking ‘boxes which had been used in the USA. The Chevrolet turbo 700 and the Chrysler 518. Mark was convinced that the turbo 700 was the way to go, mainly because they were plentiful and cheap with good spare parts backup and performance upgrades available. Meanwhile I continued the research into the Chrysler box, which was dearer but, from an engineering point of view, looked to be easier to adapt. The 518, being a Chrysler ‘box, shares many of Chrysler’s external features, in particular, the starter motor mount and ring gear setup. As it turned out, the cost of the 518 with an adaptor kit came to more than $6000 oz and you can buy a lot of petrol for that! All eyes turned back to the turbo 700. A ‘box, adaptor kit and performance re-build kit turned out to cost less than ½ that of the 518.
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                Turbo 700 (right) Vs Chrysler 727

The turbo 700 is available with either a lockup or non-lockup torque converter. The lockup converter has an internal clutch to lock the converter and prevent internal slippage. This is good for at least 200 extra rpm drop in top gear. A lot of debate has raged over the years as to which is the better choice. The non-lockup is lighter by 5 kg, which saves wear on the gearbox, and gives faster engine acceleration but the lock up gives better fuel economy. The decision is really in how you drive the car. If you want to go drag racing then the non-lockup is for you. If you want to go cruising and get better mileage (kilometerage) then use the lockup.

The conversion itself is relatively straightforward. The original Chrysler gearbox is removed complete with torque converter, drive plate and tail shaft. On the Mk3 interceptor the rear cross member is removed and a modified replacement is used in its place. On Mk1 & 2s with the non-removable cross member, well, its got to go because it is in the way. 

The adapter plate is then bolted to the motor block and the new flex plate/starter ring and hub adapter are bolted to the crank. Your original Chrysler starter (whichever type you use) is bolted to the adapter plate and you are ready for the new gearbox.
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Adaptor plate in place

The turbo 700 should be rebuilt using one of the high performance re-build kits available. These kits offer heavier duty clutch packs, wider apply band, and larger apply piston with a few other modifications to make the ‘box stronger. Don’t put a gearbox in without a performance rebuild unless you enjoy pulling gearboxes back out again.

The casing of the turbo 700 ‘box needs to have some surplus aluminium amputated to allow the starter to mount properly and to allow the ‘box to clear the chassis. 

The T700 uses a throttle valve cable to determine kickdown and shift speeds. This cable should be mounted to the ‘box along with the modified oil cooler lines before it goes back in the car because you can’t get to them later. Whilst on the subject of cooler lines, General motors advises not to use copper lines as they cannot take the vibration and will eventually fail.

The gearbox can now be mounted on the motor and the modified cross member fitted. The T700 is about 100mm shorter than the Chrysler 727 so the tail shaft needs to be lengthened to suit. The Jensen selector cable is re-used with a simple modification to adapt it to the T700 selector arm.

The speedo drive, although awkward to get to, is the same thread as the original so it will “bolt straight in” (where have I heard that before?). The actual drive gear required to calibrate the speedo depends on the diff ratio and tyre size of your car. The throttle valve cable position on the carburetor is critical to the proper running of the gearbox as it sets the shift speeds and line pressure inside the ‘box. Fortunately for me, the Holly 650 on my car was originally for a Chevy and actually had the correct clip in the right position on the throttle leaver. All that was required was to modify a cable bracket off a Holden and clip the whole thing together.

About the only thing left to do is fill the gearbox with oil (it takes 11 liters from dry) and go for a drive.

One of the interesting advantages of fitting the GM gearbox is that as well as getting invited to the all-British day and the all-Chrysler day, I can now go along to the all-Holden day!  

Next Issue: Driving Impressions.

Many thanks to all the people involved in about 4 years of research and experimentation, which have resulted (I hope) in an easily repeatable and very desirable upgrade.





Phill Coltman.  

   Sunny Canberra.

