From Jensen club magazine autumn 2002

TURBO 700 TECHNICAL

If the article on the 4-speed gearbox conversion got you enthused enough to look further, then there is some technical information you need to know. Firstly, which gearbox to buy. You need a General Motors Turbo 700 out of a V8 with lock up torque converter. The 6 cylinder ‘box has the wrong bolt pattern and a much smaller bellhousing.

 The gearbox ID is located at the back right hand side of the case and starts with a single number then either 2 or 3 letters then a few more numbers. The secret code:  - the first number is the model year, (7 for 1987 etc) the letters are the model code, 2 letters for prior to 1986 3 letters for 1986 to now. On 3 letter codes, the third letter is always an ”M” the remaining numbers represent the day of the year and the shift on which it was built. e.g. an ID with 4HD12345 is a 1984 model not a 1994, as it doesn’t have the third letter. Don’t Get It Wrong!  The early model ‘boxes (1982 – 1985) used a small diameter 27 spline input shaft, weak oil pump, and had a few design deficiencies. These Gearboxes should be avoided at all costs. If someone offers you one for free, tell them no thanks! It is possible to convert the early boxes to the later model specs, but it is expensive even if you do all the labor yourself. The parts which need to be changed are – New 30 spline input drum $290, Rebuild torque converter with 30 spline stator $300, modify oil pump to fit over larger input shaft and fit new bushes $140, new 10 vane oil pump rotor to replace 7 vane original $70. Cost so far $800 without any labor and all you have done is upgrade to the later model standard ‘box.

 The later model ‘box still needs to be beefed up to take the torque of the 440. This is best achieved using a performance upgrade kit. Good transmission rebuilders who know a bit about T700s sell kits which contain a wider apply band, a Corvette apply servo, a bigger boost valve a 10 plate 3-4 clutch pack (replaces the standard 6 plate pack) and a gasket set. The kits cost around $500 depending on what is in them and who you are (if you walk in wearing a suit and tie expect to pay more). Transmission rebuilders to avoid say things like “ why would you want to do that” and “but you can’t fit 10 plates where 6 came out”. Many rebuilders also know of a few other minor modifications to increase performance and durability like modifications to the pressure relief valve and drilling bigger holes in parts of the valve body.

 Once you have the ‘box ready to go, the changeover is fairly straightforward. Make sure you check that the adapter bolts to the gearbox properly before you bolt the plate to the motor. It is very frustrating to find that a bolt needs nudging 1mm whilst struggling under the car with a gearbox balanced on your chest. Also make sure that the oil cooling pipes and throttle valve cable are mounted to the ‘box before it goes in. There is no room to do it later.
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Surplus metal on the holden box

 Holden recommend that the cooling pipes are made of steel as copper pipes work harden with the vibration and crack, usually 500Km from home. The torque converter is locked by sending 12v to the lock up solenoid inside the ‘box. There are a few ways to do this but the most common is a dash-mounted switch. The lock up is normally only used on trips down the freeway as in town you will find that doing 80kph at idle is a bit much. The inhibitor switch and reversing light switch are best mounted under the console utilizing the gear stick position. I used the seat belt warning switch position and swapped the switch for one that makes when the gearleaver hits it (normally open), for the inhibitor. 


To date, 8 of these conversions have been carried out on Mk 3 interceptors. Judging by the owner’s comments, it is a well worthwhile update. I hope to take my own car to Wakefield park racetrack in the near future for some heavy-handed reliability testing.





Phill Coltman, Sunny Canberra    

