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Dear VVC members,

Spring has sprung and the classic car calendar seem
to be getting fuller by the day. We really are spoilt for
choice during this time of year with the distinguished
gentleman's' drive, a great train race, a VVC tour with
a twist and a multitude of concourse events and
outings planned by owners' clubs all over the show. I
have also noticed that our friends from the Metro
Police have emerged from hibernation and seem to
be out in full force. Do keep a watchful eye out for
license disc expiry dates on your classic cars and
bikes. There is nothing worse than realizing that the
disc had expired when one is already in a roadblock
queue.

EDITORIAL

S T E F F A N  L I E B E N B E R G

In this months' edition of "The view" you will notice
two new features. The first being "Did you know"
featuring a short snippet on some interesting
motoring trivia. We hope to receive some more future
contributions from our readers. The second new
feature is called "Meet our Members". This monthly
snipped will start with our committee and will ask a
few standard questions that will help to get to know
our members and their cars a little bit better!

We hope that you enjoy this months' edition.

Happy motoring

Steffan Liebenberg



Your best teacher is your last mistake - Ralph Nader

One of the questions I am asked most often,- 

Why should I join a car club? 

Besides the great social aspect, learning more about
old cars and many other related benefits there is the
issue about LIABILITY. 

The issue is around public liability (not damage to the
car). Public Liability has become a huge topic (after the
massive Knysna accident) that is foremost on
everyone's minds at SAVVA, our governing body - and
its the topic that dominates every AGM and was again
discussed at length at last Sunday's SAVVA AGM
meeting in Bloemfontein which myself and Peter
Aneck-Hahn attended via Zoom. Paul Koski also sits on
the SAVVA Council. 

Belonging to a Club, involves events big and small,
casual club drives and meetings. Our Club is covered
and in the event of an unfortunate accident at third
party level, say for example you injure another person
at the Club or at a VVC event, you as a member are
covered against claims. If you go to an event, if its a
SAVVA club, it should also be covered for liability
claims. (By the way notwithstanding this you should
have your own insurance too).

FROM THE
CHAIRMAN

B R I A N  N O I K
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If an event organiser does not have a permit or liability
cover those organisers may be liable, if there is an
accident, - on the way to the event , at the event, on the
way home from the event and it could become a
personal liability of every single event sponsor and
organiser. 

The only way to safeguard the interests of SAVVA and
the Club and their committees from this exposure
comes from the SAVVA permit system connected to
SAVVA insurers and the Clubs own insurers, and of
course our own insurance.  The underwriters that
SAVVA chose, understand event management and has
gone through a stringent process of understanding
event size, event risk etc. SAVVA also falls under SA
Motorsport rules which also has rules and regulations.

Every week I see numerous events casually organised
by informal groups, these groups do not have the
approved indemnities or approved insurance should
something go wrong, our club pays a substantial
amount to insurers and the like to make sure our
members and the committee are safeguarded in the
event of something going wrong. They may well have
insurance safe guards in place in the form of own
public liability insurance however as experience has
taught most of us, insurance contracts cannot be
relied upon. Was negligence involved? which I suspect
was the case at Knysna. Was there proper safety and
security procedures in place at the event? All these
questions lead to repudiated claims. 

On the upcoming DJ, our Clerk of the Course will
obtain relevant permits to hold the event on public
roads. All participants have to sign an indemnity, and
3rd party insurance and public liability insurance is
secured.

It is for this reason that we only support SAVVA events
at Club level. We do not support events outside
SAVVA. Members are free to attend any other event
but VVC cannot be part of it at all at any level due to
these risks.

I would like to Welcome Patrick Gearing, Steffan
Liebenberg, and Cary De Souza to the committee.
Thank you to Steve Martin and Paul Koski who
stepped down. Paul will be a non-officio member and
will remain as treasurer.

Some fantastic events coming up.
Members are encouraged to sign up and dress
DAPPER for the Gentleman’s drive, the drive is around
50kms and finishes at the club on Sunday. The 24th. 



On Saturday the 7th of October Alan Young has
arranged a fun run - a Tour with a twist, Departing
from the Club at 0700, after coffee and rusks,
the approximately 100 km trip will encounter murder
sites, bridges and passes ending with a "Stint Inside"!

The route endeavours to cover some interesting areas
and will afford the opportunity for our cars to stretch
their legs, legally! At the end point a light lunch with a
difference will be available.

Join us for a fun motoring morning.

Route maps, instructions and indemnities will be
provided.

Total cost R100, payable at the start.
RSPV before 5 October for catering purposes.

Sounds like fun,

Until then, 

Brian
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The fees for 2023-2024 are: Ordinary membership
R475 with e-mailed newsletter, R325 for country
member with e-mailed newsletter. The fee for
ordinary member with printed newsletter will be
R660 and for country member with printed
newsletter R510. Please note that I am now able to
receive credit/debit card payments, you can also
pay via EFT please do not forget to use your name
or membership number as beneficiary reference.

The AGM was held on the 27th of August and was
well attended. Additional members were voted into
the committee.

The monthly breakfast arranged my John Meiring,
held on the 2nd Sunday of every month continues
to be a great success. It is arranged at various
restaurants around the outskirt of Johannesburg.
This month we went to Fournos in Woodmead.
Allocated parking was given to the participants and
the car park quards were aware of this. If you
would like to participate and be added to the
Whatsapp group, please get hold of John or myself.

Karen Kaiser

NEW MEMBERS

K A R E N  K A I S E R
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New Members for the OCTOBER 2023 Newsletter

This month we welcome 5 new members: Attie Schoch
from Brixton, Revel and Susette Meffan from Midrand,
Louis Fourie from Observatory, Sugeshvery Chanee
from Emmarentia and Graham and Yolanda Duxbury
from Saxonwold.

I will have the membership card ready for collection at
the September Club meeting please collect from me.
The name badges will be on the wall near the front
door. If you wish to join the whatsapp group for the
VVC Social Chat please let me know.

Thank you to all the members who have made
payment. Please collect your membership cards from
me when at the club. Some subscriptions are still
outstanding. It would be very much appreciated if you
could make payment. I am in the process of resending
the notice and/or phoning all who have not made
payment. I do not manage to get hold of you all. If you
cannot remember if you have made payment please
get in contact with me.
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HAPPY BIRTHDAY
OCTOBER 2023!

K A R E N  K A I S E R

 SydBiddulph (22)
 Dorian Radue (18)

 Daryth Crawford (1)
 Roy Joyce (8)

 Douglas Henwood (30)
 Wayne Kennerley (19)

 Peter Wales (13)
 Murray Blumberg (16)
 Betty Richmond (16)
 Jonathan Tacon (13)

 Chris Spinks (6)
Rene Dekker (20)
Roger Pearce (23)

Willem Schonken (10)

Nigel Day (20)
DorinoTreccani (1)
Kevin Derrick (8)

Fulvio de Stefanis (16)
Alan Holloway (17)

RoshanMadhav (14)
Brian De Kok (4)
Sergio Maffia (8)

Bradley Snaith (9)
Eddie Moyce (13)

Hans Volkersz (28)
Ansley Peters (9)

Richard Schilling (9)
Aziz Bardien (7)



OCTOBER

7 - VVC FUN RUN
29 - VVC CLUB MEETING - MOTORBIKE DAY WITH THE VMC AND CMC 

NOVEMBER

DATE TO BE ADVISED. - FAIREST CAPE (CVMC) 
26 - VVC CLUB MEETING SPORTS CAR DAY. TEA AND SCONES 

1ST SUNDAY OF THE MONTH: JHMT AND CMC MEET
1ST SATURDAY OF THE MONTH: MG CAR CLUB (AT VVC CLUB HOUSE) 
2ND SUNDAY OF MONTH: ALFA ROMEO CLUB (AT VVC CLUB HOUSE) HTA, CENTENARY & POMC
3RD SATURDAY OF THE MONTH; TRIUMPH CLUB (AT VVC CLUB HOUSE) 
3RD SUNDAY OF THE MONTH: PISTON RING MEET 
4TH MONDAY OF MONTH: VMC MEET (AT VVC CLUB HOUSE) 
LAST SUNDAY OF THE MONTH: VINTAGE AND VETERAN CLUB MEET

EVENTS
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SAVE THE DATE
D J

1 4 - 1 5 . 0 3 . 2 0 2 4



There is still time to register for the 2023 edition of the Distinguished Gentleman's Drive. which happens
this Sunday, 24 September. Drive details are available upon registration at www.gentlemansdrive.com 

The JHB drive has raised R29 000 thus far for mental health and prostate cancer prevention, treatment
and research. South Africa is at this stage the 6th largest drive in the world out of a total of 65 countries.

Thanks to our local supporters: 
- iTOO Classic Car Insurance
- Classic Car Africa
- Gregor Shafers
- The Vintage and Veteran Club (VVC)
- Brian Noik oldcar.co.za
- Vehicle Vault

EVENTS
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http://www.gentlemansdrive.com/
http://oldcar.co.za/


Departing from the Club at 8am, 
after coffee and rusks, the 

approximately 100 km trip will encounter 
murder sites, bridges and passes ending with 

a “Stint Inside”!
The route endeavours to cover some interesting areas 
and will afford the opportunity for our cars to stretch 

their legs, legally!
At the end point a light lunch with a difference will be available.

Join us for a fun motoring morning.

Route maps,  instructions and indemnities will be provided.
Total cost R100, payable at the start. 

RSVP before 5 October for catering purposes.

VVC ORGANISING COMMITTEE.
Contact: Brian
082 416 9584 
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Better still how about those sherbet filled grenades? A
roll of cardboard filled with sherbet and a liquorice
straw poking out of the top. One bite and the straw
was activated. One suck and all that sherbet whizzed
up the straw, into your mouth, up your nose and had
you sputtering, coughing and choking for joy! Health
and safety would have those banned today. Anything
to spoil our fun. Toys were made from tin. Soldiers
from lead. And paint was as bad as a modern day
politician, toxic!

One bite of the liquorice straw of the sherbet bomb…
and the fizz went right up your nose. It was all the fizzy
fun of the 1950’s.

14

MATCHBOX TOYS

A U B R E Y  M A L D E N

THE BIGGEST LITTLE TOYS.
THEIR 70th BIRTHDAY!

I don’t think I could have been born at a better time, do you?

Hitler and his filthy Nazi thugs had been rounded-up,
imprisoned, hung or shot. Some slunk away to live a dread-
filled life looking over their sly shoulders for any keen
huntsman to collect a bounty for their evil hides. Or they
sloped off and joined the rest of their boys in Brazil.

And better still chocolate was no longer rationed!

Boy, things were looking up. Literally. Into my 4th year
and the skies were lit with fireworks of all shapes and
sizes and sparklers waved in grateful little hands. And
Harrods was full of toys.

Flying Saucers had landed!

And Flying Saucers had landed in our mouths! Yes
that’s right, those rice paper spheres. UFO’s filled to the
brim with the entertaining fizz of sherbet. One slobbery
pressurised bite and in a flurry, you were transported
into another world of yumminess, with a funny fizzy
feeling up your nose.
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Then, perhaps, as the teacher was turned back
towards the sterile squeaky-chalked black-board, the
car would leap from pocket, to desk top to another
accomplice’s desk top in a flash, to be safely parked in
a conveniently opened pencil case, the lid, then quietly
slid closed. Until playtime.

Good stuff. Good times.

Tiny dump trucks would ferry a marble around the
playground and tip the dump bin so as to roll the
marble at another player’s marble to make a score.
After the winning marble hit its mark it would be put
into the champion’s pocket along with the other
winning stash. And so they would live to roll and crown
another day.

When Odell’s daughter rolled out this tiny steamroller …
the revolution was on.

Prior to that period, a tiny steamroller came out of its
box and rolled out a plastercine road. That would have
been in 1953. The year when the gifted English
engineer Jack Odell’s daughter brought a toy to school
that was small enough to fit inside a matchbox. Jack
created a scaled-down die-cast steamroller she could
take to school. And that was when all the kids
clamoured to have one of their own. Matchbox toys
were born. And they became huge.

Guided by Jack’s vision, Matchbox reinvented the die-
cast vehicle industry and has become one of the most
popular mobility efforts to inspire generation after
generation. Now for over 70 years!

When a flying saucer landed in your mouth … wow, you
went sky high.

In those days we were given an imagination. We
weren’t spoon fed with instant Google facts (some as
inaccurate as a Russian politician telling us how well
the special military operation was going in the Ukraine)
and we weren’t fed endless knife fights on TV. If you
don’t care to watch a knife fight, how about a show
that demonstrates how to make a blade that can hack
through a pig’s head, leg, or torso? Health and safety
haven’t knocked that one on the head yet, have they,
despite the ever-growing number of senseless
stabbings around the world. And I mean stabbings of
people. Not pigs.

Radio was our imagination. As a little girl once said,
when asked if she preferred radio to TV, she replied
quickly, “ Radio!” And when asked why, she simply said,
“I like the pictures better on radio!”

And if your mouth got a little dry with the ‘edge-of-the-
seat’ horror of the thrills of radio plays, you could
always suck on an Opal Fruit, “Made to make your
mouth water,” as the then advertising copywriter
Murray Walker wrote, who later became the voice of
motor racing, until he passed away recently.

The tiny weenies were born!

Which brings me to cars. Tiny weeny cars that brought
delight to our schools and homes. Cars that raced out
of school blazer pockets, along desktops and into shirt
breast pockets in the blink of a school teacher’s eye.
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Jack Odell(right), one of the brilliant brains with partner
Leslie Smith. It was the best thing they ever created in a
pub with Matchbox Toys.

True in the 1950’s there were competitors, like the more
expensive Dinky toys on sale in the so-called better toy
shops. These snob shops, often shunned the salesman
with his Matchbox toys as “not right for their sort of
customer”, but when a small boy walked into one of the
now numerous newsagents and sweetie shops, with just
enough money for a chocolate bar, Matchbox took the
biscuit!

Many of the snob shops rued the day they didn’t open a
welcome door to the millions of cartons of Lesney Toys
(“Les” from Leslie Smith and “ney” from Rodney Smith,
with Odell joining the team later).

The racketing and clacketing machines originally making
war material, that were silent and un-used after the war,
were now racketing and clacketing again. Turning out
millions of Lesney Matchbox Toys.

Never had a pub created such fun!

The Lesney team moved into a derelict back-street pub,
The Rifleman, in Tottenham London. They didn’t really
know what to do, so they set up a manufacturing line of
random electrical fittings, fishing tackle, bits and bobs, toy
guns and even hand-cuffs for the kids. The streets were
full of wannabe Lone Rangers, cowboys and even a
reluctantNazi or two.

Man cave to near death

So now, for over 70 years, Matchbox has inspired kids
from 7 to 70 to explore the world, play out their adventures
or extend their homes with yet another man cave to house
these realistic die-cast vehicles, and become a top brand
for collectors around the world. All thanks to the
unmatched quality and true testimony to unmatched
authenticity.

Priced at 1s2d they were available for the poorest of
urchins. The first three to roll off the production line was
the Aveling Roller, the Muir Hill Sire Dumper (a cement
mixer) and a Massey Harris Tractor. Jack Odell, admired
by friends and colleagues, was designing the moulds and
casts that made these little blighters last for years.

Whilst the dad’s bought their smokes, the boys bought the
little Matchbox gems.They raced them around carparks,
school playgrounds, and better still, on winter-wet British
days, the polished wooden floors of school halls. When
the teachers’ eagle eyes weren’t fully opened, floors
rattled to the sound of Royal Horse and carriage. The
1950’s Coronation set.

In those days lots of the workers in the factories were
females and could get to where big male hands couldn’t
reach. Of course, this contributed to the incredibly detailed
1953 Coronation Coach, pulled by a full set of 8 horses
and 4 horsemen, to become the massive hit of the 1950’s. 

The brutal shock came when Mattel, the American giant
with grubby grabbing mitts, launched their Hot Wheels
Range. A range that ransacked the preciseness and
minute detail of the finer Matchbox toys. The hot and
garish colours left the Matchbox cash box crashing fast
and sapped Odell’s love and compassion for the brand
that was born in the back of a pub. One of his other plants
that made“Models of Yesteryear” caught fire and the
resultant flooding stopped production for 2 years.

Matchbox was truly adrift.

In 1980 Hot Wheels finished off Matchbox’s
independence and such personal, caring ownership.
Diversification failed. Exploring the East to take the weight
off manufacture and cumbersome Western wages was
too late for the owners and Lesney is now in the hands of
the East and the models hang in those awful bauble and
bubble packs that our pal Greta seems love so much! 

New wealth is now being dug-up.

Still they are being made, after a fashion, and originals, as
tough as a garden spade (and often found under a garden
spade) are fetching a pretty penny.

So keep your eye open in the garden. Under a spade. Orin
the potting shed. And even in the back of old school
cupboards and desks amongst those derelict stinging
canes some of our bottoms may have known only too
well.
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Original Production Years are worth a pretty penny as
well.

When a Matchbox car was produced in the first run of
any specific model, it tends to be more valuable than
those produced in subsequent years.

And if you want to thank a Yank, for buying Matchbox,
how about a Chevy Monte Carlo? Produced in 1988, the
Chevy Monte Carlo had multiple redesigns during its
production.

Something a bit zippier perhaps? The Ferrari 308
Matchbox car.Ferraris became popular with children
when Tom Selleck’s character (oh dear oh dear) in
Magnum P.I. drove one in the 80s.

This brute of a model of Tom Selleck’s Magnum P. I.
raised many eyebrows, and his moustache, at a recent
sale.

Which ones are the most valuable? Well certainly, all of
them more than a simple chocolate bar!

The Mercedes Benz 230 SL.Produced in 1967, this car
originally came in white and yellow. Apple green is the
most valued colour for this car. Last sold in 1999, it went
for about $6,765.

So what’s a Matchbox worth? A Mercedes 230 SL, one that
was produced in 1967 went for a whopping $6700 in 1999.

A must is the Aveling Roller. This Matchbox roller was first
produced in 1953, and today a mint condition version,
sells for around $30.

Produced in 1958, a rare Major Scale Quarry
TruckMatchbox car sells for around $100. One version
sold for a shocking $15,000.

Some of the most valuable cars are worth more because
of some sort of factory mishap, such as inverted colours,
limited runs of a specific colour, or unique colours for the
undercarriage.

Battered by imagination. This 1968 VW Beetle is one of
today’s rarest and treasured finds.
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Or the Toyota MR2 Matchbox car? The Toyota MR2 is a
sports car that ensures good fuel economy. The
Matchbox version of this car has become quite valuable.

Keep them rolling on…

One thing’s for sure with these little babes, you can’t stop
a good one can you? Be it a steamroller that pops out of a
little girl’s pocket. Or I think I have even seen the Sherbert
Bombs back in the shops, and the flying saucers. Or was
that just my imagination at play again?

Greyhound buses, planes, fire engines, trucks, tankers,
transporters, steam tractors and more. Matchbox made
them all … famously.
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THE RISE AND FALL
OF THE FIVE-
CYLINDER ENGINE
BY CHRIS PERKINS
Road and Track Magazine 
UPDATED: AUG 25, 2023

In the Nineties, you could buy a number of cars with
gas or diesel five-cylinder engines. Now, the engine is
limited to a handful of Audi RS models. Here's why.

Once the Audi TT RS leaves production after this model
year, just two cars will come equipped with five-
cylinder engines, the Audi RS3 and (not-sold-in-
America) RS Q3. Figure those two will be around for a
few more years, and whenever they're replaced, the
five-cylinder automotive engine will officially meet its
end.

Since its introduction in 1974, the passenger-car five-
cylinder has always been an odd duck. Mercedes was
the first, creating a 3.0-liter five-cylinder diesel for its
300D sedan. In an SAE paper from 1975, Daimler
engineers Kurt Obländer and Manfred Fortnagel
outlined the company's reasoning behind a five-
cylinder: "With time, the demands of modern traffic
called for a continuous increase in performance of
diesel engines," they wrote. "Until 1974, this demand
was met by increasing average piston speeds and
displacement of four-cylinder engines in connection
with progress in diesel combustion. Considering wear,
fuel consumption, noise and vibration problems, speed
and cylinder displacement had reached an upper limit,
so that a further sizable raise of performance of
naturally aspirated engines was only possible by
increasing the number of cylinders."

The OM 617 five-cylinder diesel had the same nearly
square bore and stroke ratio as the 2.4-liter four-
cylinder OM 616 unit, and weighed in at 515 pounds—
68.3 heavier than the 'four. Power rose from 62 to 77
hp while torque rose from 101 to 116 lb-ft. These are
not big numbers. But in R&T's January 1975 road test
of the 300D, we wrote that it was "substantially faster,
smoother, and quieter than previous [Mercedes]
diesels." Still, it only managed to do the 0-60 mph run
in 20.3 seconds, but the fuel economy figure of 24.5
mpg was a lot more impressive. That was a big
number for a heavy, well-equipped luxury car of the
day. Mercedes had a relatively large following of diesel
customers in the U.S., and with the country still reeling
from the fuel crisis, good economy with relatively good
performance held a strong appeal.

That Mercedes five-cylinder has an idiosyncratic
clattering idle, but the engine, as with all five-cylinders,
is very smooth. When using the typical 1-2-4-5-3 firing
order, primary forces—those created by pistons
moving vertically—are perfectly balanced, as is the
case with inline-four and -six cylinder engines.
Secondary forces, created by pistons speeding up as
they reach top dead center and by slowing down as
they hit bottom dead center, are also perfectly
balanced too, like an inline-six but not an inline-four.
Unlike either inline-four or -six, the 'five does have
rocking couples, which result in the engine oscillating
back and forth along its length. This is why five-
cylinders typically use a balance shaft. Engineers also
strengthen transmissions and engine mounts to deal
with these vibrations.

https://www.roadandtrack.com/author/14987/chris-perkins/
https://www.sae.org/publications/technical-papers/content/750870/
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Power delivery is smooth, though, with a cylinder firing
for every 144 degrees of crankshaft rotation, which in
turn means that there's 36 degrees of overlap between
each power stroke. In a four-cylinder, each power
stroke occurs with 180 degrees of crankshaft rotation,
which means there's no overlap, while in an inline-six,
ignition occurs every 120 degrees, meaning there's 60
degrees of overlap. The characteristic and unusual
warbling exhaust note of a five-cylinder is borne from
these unevenly spaced exhaust pulses, which occur
every 72 degrees.

While Henry Ford himself had experimented with gas-
powered five-cylinder engines since the Thirties, and
others tried too, it wasn't until the 1976 introduction of
the second-generation Audi 100 (called the 5000 in the
U.S.) that it became a reality. As a 2018 Hemmings
article pointed out, carburetion issues were the biggest
impediment to gas five-cylinder development. Unless
someone were to invent a five-barrel carburetor—which
could only be used with a five-cylinder engine—
metering out fuel evenly between the cylinders was
virtually impossible. Audi actually did produce a small
number of carbureted five-cylinders, but the vast
majority, including all sold in the U.S. were fuel
injected.

The best engine for a car is not the best engine on a
dyno bench. Packaging—where stuff goes—defines
everything. For Mercedes, this wasn't a huge concern,
as the W115 chassis was already sold with six-cylinder
engines (oddly codenamed W114) and used a
conventional rear-drive layout. Things were different at
Audi. It used (and uses) a unique longitudinal engine,
front-wheel drive layout—a layout that dates to when
DKW used compact inline-threes—where the engine
naturally is ahead of the front axle line. Audi wanted to
compete with Mercedes and BMW's inline-sixes, but
making a longitudinal-engine, front-drive, inline-six car 

Mercedes, being a maker of longitudinal-engine rear-
drive cars, never saw the need for a gas-powered five-
cylinder, as packing inline-sixes wasn't an issue. But
others did. For transverse-engine front-wheel

was a nonstarter: It would've been too long at the front
and too nose heavy. So under the leadership of VW
Group scion Ferdinand Piech, always a man who loved
an engineering challenge, it got to work on a five-
cylinder.

Audi’s first five-cylinder engine.

According to a 1978 SAE paper written by Audi
engineers, a V-6 was considered, but deemed
unfeasible as it wouldn't be as smooth as an inline-five
and it couldn't share many components with
VW/Audi's four-cylinders. (Audi did eventually go V-6 in
the Nineties and has stuck with the engine layout
since.) Audi's first five-cylinder was really just a longer
version of its 1.6-liter four-cylinder, now displacing 2.1
liters. It also shared some components with the 2.0-
liter four-cylinder used in the then-new Porsche 924.
This engine helped put Audi on the map, and when
turbocharged to hell and back in the company's Group
B rally cars, it became an icon. A chirping, snorting,
500-hp icon. In the Quattro road car, the turbo-five
helped establish Audi as a technological leader.

Honda introduced a five-cylinder in 1989 with the
Acura Vigor, though only stuck with the engine for
around a decade. Like Audi, Honda's 'five was
mounted longitudinally, rather unusual for the brand,
which almost otherwise exclusively used transverse
engines.

https://www.hemmings.com/stories/article/gimme-five
https://www.sae.org/publications/technical-papers/content/770112/
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drive cars, the five-cylinder presented a neat solution. It's
not that much longer than an inline-four cylinder, but
crucially, it's much narrower than a V-6. Plenty of
automakers built (and build) transverse V-6 cars, of
course, but sometimes you just need a bit of extra room.

That was the case with Volvo, which brought out a
transverse five-cylinder for the 850 in 1991. Volvo made
five-cylinders a centerpiece of its lineup, offering them in
many iterations and in basically everything they sold up
until 2016, when it went to an all four-cylinder lineup
(foreshadowing). Ford also notably borrowed the Volvo
five-cylinder while it owned the Swedish brand for its
second-generation Focus ST and RS, with its strongest
showing in the RS500, where the 2.5-liter five-cylinder
made 345 horsepower. Separately, Ford also made a
five-cylinder diesel, which was used in the Transit van up
until very recently.

In the Nineties, the five-cylinder grew. Fiat brought one
out, while Mercedes still offered five-cylinder diesels, and
Audi's five-cylinders found other homes throughout the
VW Group. VW even made a VR-5 based on its narrow-
angle VR-6, a vee-type engine with just one cylinder head.
Some Volkswagen models like the Beetle, Golf, and Jetta
got a transverse inline-five in 2005, too, though this
engine is not remembered among the five-cylinder
greats. GM even made a five-cylinder for the first-
generation Colorado and Canyon pickups and the
Hummer H3, though it was never replaced.

Audi’s current five-cylinder

Perhaps the greatest modern five-cylinder is Audi's
current unit. While other VW products continually used
'fives, the engine type was actually dropped from the
Audi brand in 1997, but for the 2009 TT RS, the brand
created a new, bespoke transverse five-cylinder.
Turbocharged, it made 340 horsepower in that first TT
RS, and now in today's TT RS and RS3, it generates a
punchy 400 horsepower. It's smooth as anything too,
while providing character you just don't get in a four-
cylinder.

The thing is that the technology that helped birth the
most special five-cylinders, turbocharging, also killed this
engine type. Modern turbocharging technology means
engineers can get big numbers and excellent fuel
economy and emissions out of a blown inline-four. So
why then go for the cost and complexity of a five-
cylinder? Consider too that ever stricter safety standards
make packaging more difficult, and so the inline-five's
extra length became an issue. Audi's application of a
five-cylinder is very niche, only offered in high-margin
cars that can more easily offset the extra expense of a
fifth piston. Audi even worked on a 400-hp version of
VW's EA888 four-cylinder, so it's not beyond its capability
to do with four what it does with five.

The original five-cylinders were intended to be something
of a compromise, more powerful than a 'four, smaller and
more economical than a 'six. Today, it's just a throwback.
A purely irrational choice for its unique character in
sound. There isn't any logical reason for its continued
existence, which is why five-cylinders are dead in
everything but these Audi RS models. The 'five separates
them from the pack, tying them to Audi's history. Yet as
Audi makes the transition to EVs, the five-cylinder is not
long for this world.

https://www.autoguide.com/auto-news/2016/09/volkswagen-s-400-hp-four-cylinder-engine-is-dead.html
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Consider the typical approach to four-wheel drive.
There’s only one engine, obviously, and it sends power
through a transmission to a transfer case. The transfer
case then pushes that power to the driven axles. There
are many benefits to a transfer case; often, such a
setup allows drivers to select between two- and four-
wheel drive, which is convenient for a vehicle that is
designed for off-road and highway use. A transfer case
can also function as a transmission of sorts, adding
extra low-range gears for heavy-duty crawling.

Though it is generally accepted as the “normal” way of
doing things, this route adds complexity as well.
Automakers looking to incorporate a transfer case-
based 4x4 system must either invent that system or
procure one from a supplier (see GM’s relationship
with NAPCO). If a vehicle isn’t designed to
accommodate multiple driven axles from the get-go—
and the Citroën 2CV was not—there’s the matter of
routing drive shafts where drive shafts were never
meant to be. In Citroën’s case, this would have
necessitated lifting the 2CV or sacrificing space in the
flat-floored cabin.

If Citroën was planning a big push into the off-road
vehicle segment in the early 1960s, perhaps the
investment in a conventional four-wheel-drive system
(and a vehicle built around it) would have made sense;
indeed, it would later take that course with somewhat
more successful 4x4 versions of the Méhari. In this
modern era, though, with four-wheel drive (and all-
wheel drive) commonly offered on all sorts of vehicles,
we forget that it simply wasn’t that common when the
Sahara debuted. 4x4 vehicles were niche offerings
purchased by people who needed them to do specific
things, like patrolling the deserts of northern Africa—
Algeria was a French colony until 1962, remember.

And with that in mind, two engines were the most
expedient, logical way forward for what Citroën knew
was going to be a low-volume vehicle.

BThe Citroën 2CV Sahara 4x4 Was Just Crazy Enough
To Work

When it comes to strange solutions to automotive
problems, no one has mastered the art of lateral
engineering solutions quite like the French.

 BY GRAHAM KOZAK - UPDATED: MAY 18, 2020

KEYSTONE-FRANCE//GETTY IMAGES

The Citroën 2CV is an almost poetically simple car.
Conceived before WWII and put into production in its
wake, it was meant to get rural France on the road, it
featured a flat-two engine that powered the front wheels
via a four-speed manual transmission. It is both robust
and elegant in a way that few other mass-produced
vehicles are.

And in that light, the the Citroën 2CV Safari, its rare 4x4
variant built between 1958 and 1971, seems like
needless complication—an insanely convoluted way to
add two more driven wheels to the straightforward 2CV.
That’s because Citroën's engineers added 4x4
functionality in a way that can only be described as
highly lateral: It installed an extra engine in the back.

The French have always done things a little differently; I
think this is because France developed an independent
auto industry very early, and that industry followed its
own unique evolutionary paths. The results were
sometimes very forward-looking (the now-common front-
engine, front-wheel drive, for example) and sometimes
just plain weird. But as some English guy once said of
that country across the Channel’s automakers, “Though
this be madness, yet there is method in’t.”

2CV SAHARA

https://www.autoweek.com/author/224480/graham-kozak/
https://en.wikipedia.org/wiki/Lateral_thinking


According to the Lane Motor Museum in Nashville,
which has a 1962 Sahara in its eclectic collection, just
694 Saharas were produced. Only 100 or so are
believed to survive, which makes it one of the rarer 2CV
variants out there.

If you needed further proof that this approach to four-
wheel propulsion wasn’t totally crazy, take a look at a
modern electric car. From a Tesla to a Porsche Taycan
to a Bollinger, all-wheel drive typically means separate
(albeit digitally linked) drive units: one in the front, one
or sometimes two in the back. Some automakers have
considered going even further, using one motor per
wheel. The concept is the same as the Sahara, but the
advent of electric motors has streamlined and
simplified its implementation. It’s vindication, of a sort,
for Team France.

I still think you’d have to be a special sort of nuts to
max one of these thing out, though. Flying over Algerian
sand dunes at 60 mph in a twin-engine Gallic tin can:
Now that’s real madness.
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Nestled in the picturesque landscape of Bainsvlei,
Bloemfontein, lies a haven that transports visitors back
in time. Gerhard’s Volksie Museum, also lovingly
known as just the Volksie Museum, is a captivating
testament to the rich legacy of Volkswagen vehicles.
For both automotive enthusiasts and those intrigued
by the stories of the past, this museum is a must-visit
destination.

When you step into Gerhard’s Volksie Museum, you
find yourself immersed in a world of classic and
vintage Volkswagen cars and Kombis. The brainchild
of Gerhard Ryksen, an ardent VW collector and
enthusiast, this museum is more than a mere
collection of vehicles; it’s a lifelong passion
manifested in steel and chrome. With a rotating
display of around 50 meticulously preserved
automobiles, the museum is a living history book that
tells the story of Volkswagen’s evolution.

In a world where innovation rapidly evolves, Gerhard’s
Volksie Museum stands as a tribute to timeless design
and craftsmanship. From Kombis to Beetles, this
museum embodies the spirit of nostalgia and the
enduring legacy of Volkswagen.

Gerhard Ryksen’s passion for Volkswagen vehicles
began with his first Beetle, purchased during his
matric year. This sparked a journey that eventually
led to the creation of the Volksie Museum.
The museum boasts an impressive array of air-
cooled Veedubs, including Kombis in various
forms – from ambulances to a flower-power
adorned hippie edition.
One of the museum’s rare treasures is a Brazilian-
built SP2 coupé, a testament to Volkswagen’s
global impact.
Gerhard’s dedication to his collection is
unwavering. He once sold his own house to
acquire a coveted VW SP2, showcasing his
commitment to preserving automotive heritage.

Interesting Facts

For those seeking a trip down memory lane or a
glimpse into the world of vintage automobiles,
Gerhard’s Volksie Museum is a captivating destination.
Each car within the museum’s walls carries with it a
piece of history, a story, and a connection to the past.
The guided tours, led by none other than Gerhard
himself, offer an opportunity to delve into the intricate
details of each vehicle’s origin and significance.

Source: Museum Explorer SA

GERHARDS 
VOLKSIE MUSEAM

https://web.facebook.com/VolksiemuseumGerhard/?_rdc=1&_rdr
https://web.facebook.com/VolksiemuseumGerhard/?_rdc=1&_rdr
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On September 17th, 1911, Lee Oldfield was racing in
Syracuse New York in a green Knox brand race car. Oldfield
blew a tire, went off the track, and tore through the infield.
The Knox Automobile Company car smashed into over 20
people. In total, 11 fans died and 10 were injured. Oldfield’s
crash remains one of the worst in automobile racing history,
but not the only Knox fatality.

Then, on November 25th, 1920 the racing world experienced
another green car crash. Gaston Chevrolet was running a
green Frontenac at the Beverly Hills Board Track. He ended
up losing control and smashing into another car, killing both
its driver and ride-along mechanic. The crash claimed
Chevrolet’s life as well.

Race car drivers are notorious for avoiding green vehicles.
For example, Joe Weatherly (1962-63 NASCAR champion)
supposedly wore green socks to a race, got his feet wet in
the rain, noticed they had turned green and tore them off. He
decided racing with no socks was better than green ones.
Mario Andretti even refuses to use green ink to sign
autographs.

This superstition has spilled off the track as well. Many auto
racing fans say green cars are unlucky on public roads as
well.

You might not be surprised to know that there is no hard
data connecting green cars with a higher rate of car crashes.
In fact, green is actually the British national race car color:
Bentley and Rolls Royce painted their Grand Prix cars green
for decades.

For every racer or driver scared of green vehicles, some
owner drives a green car without any issues. I actually daily
drive a green car and have had no issues…yet.

Did
You
KnowK
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Did you know?

What is the origin of the superstition about green cars? 

Humans are superstitious. It’s one of the many ways that we
self-aware monkeys try to control the terrifying unknown.
With all the dangers surrounding driving, car superstitions are
especially common.

All animals seek out things that have proven beneficial or
“lucky” in the past. They also avoid things that have been
unlucky. Humans take this a step further, by teaching one
another what to avoid. In this way groups, or entire societies
can share a superstition.

The fact-checkers at Snopes reveal that many sub-groups in
the United Kingdom and the United States have historically
avoided wearing the color green. For example, many actors
consider wearing green costumes–or even using green
props–to be very unlucky. Others say that getting married in
a green wedding dress brings bad luck.

The odd superstition against wearing green clothing may
never have crossed over into the automotive world–if not for
a couple of high-profile crashes. But a couple of especially
grizzly early racing crashes sparked this myth.
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https://www.motorbiscuit.com/the-7-deadliest-racing-circuits-in-the-world/
https://www.motorbiscuit.com/the-10-sportiest-bentleys-a-secret-performance-history/
https://www.motorbiscuit.com/5-car-superstitions-may-not-know/
https://www.snopes.com/fact-check/green-cars-unlucky/
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This article was published in the British "Motor Sport"
Magazine of July 1943

One good effect which the war has had is that of
enabling us to learn something of the enthusiasm that
prevails overseas for real motor-cars, in countries and
continents where conditions are less nostalgic than
they are here. In the article which follows, Jeffs
Watson, of Johannesburg, describes his collection of
ten veteran cars which he has got together.
Incidentally, it may interest German spies to know that
his MSS. arrived safely on twelve separate airgraphs
during the height of the African campaign. In view of
the increasing interest in veteran motoring in this
country and the number of persons now preparing or
preserving such cars for after-the-war events, Mr.
Watson’s remarks will be read with interest. It is
significant that he reckons to have saved one-third of
Africa’s pre-1914 cars, whereas over here we have
over 180 pre-1905 cars alone registered with the
Veteran Car Club. – Ed.
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A VETERAN
COLLECTOR IN
SOUTH-AFRICA

At the outset I must ask English readers accustomed
to the glut of veteran cars which appears to be an
inherent part of English motoring, to realise that in
South Africa there were relatively few cars before the
Great War and there are certainly very few of those
now left – still fewer in any condition which would
justify their forming the subject of an article. To the
best of my knowledge the pre-war cars still “alive” in
South Africa number less than thirty, of which I
propose to write concerning my “First X.”

During the Empire Exhibition in Johannesburg in 1936,
a local newspaper, The Sunday Express, decided to
organise a race for cars at least twenty years old, to be
held on October 3rd. The route, a total of about 35
miles, was to be from Johannesburg to Boksburg and
thence back to Johannesburg via Germiston, the finish
to be in the Empire Exhibition grounds. My brother and
I heard of the race one afternoon, and simultaneously
of the existence of a Ford “T” touring car old enough to
enter. The owners of the car, two enthusiastic young
people, were prepared to loan the car, but later decided
to enter it themselves. On this sad blow my brother and
I started a hike through Johannesburg in an
unsuccessful effort to locate a veteran.

Eventually we heard through a friendly scrap dealer of
the existence of a Mrs. Engel in Turffontein who had
some old cars. We rushed out there immediately, and
in a large garage met a fantastic pair of cars, one a
large red touring Italian “Diatto a Clement,” and the
other a light American Metz 2-seater, both cars
perfectly preserved, having been under cover and very
little used. We were, however, badly disappointed to
discover that Mrs. Engel, whose husband had imported
the cars before the Great War, was reconditioning them
for the race herself, the Metz, in fact, to be driven by
her daughter, a university student. Seeing our
disappointment, however, she offered to contact
another daughter, a Mrs. Slabbert, of Krugersdorp, to
whom they had given a sister Metz some years
previously.
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Some telephoning elicited the information that this
second Metz existed still, but had been abandoned to
the elements in a field about three years previously.
A visit to Krugersdorp followed, and to our horror we
found a rusty chassis, bonnet and engine, and not
much else. However, we had gone too far to feel like
giving up, so we arranged to obtain equipment and tow
the car in the odd twenty-two miles or so, in very cold
weather, with the feeling that it was unlikely that the
chassis would stand up to the journey. My costume
consisted of an overcoat and various improvised
mufflers, one carefully arranged to enable me to
breathe the horribly cold air. A flash-light provided
illumination of a sort, and so we brought home our first
veteran – a Metz of 1913 vintage, engine No. 29196, a
“doorless” 2-seater with a 4-cylinder rather
conventional engine, but with friction gearing beneath
the seat, embodying a differential in the transverse
shaft, and with a double chain drive to the rear wheels.
The friction wheel had rusted securely to its shaft, and
required the help of a blow-lamp to produce the much-
needed sliding action which varied the ratios. We were
interested to discover when the engine had been
dismantled that the gudgeon pins were held in position
and their ends separated from the cylinder walls by a
piston ring about 3/4 in. wide.

A thorough reconditioning followed, rather crude in so
far as bodywork was concerned, since the seats had
disappeared and had to be replaced by a pair of Austin
Seven bucket seats.

The great day of Mitzi’s maiden voyage dawned, and
my brother and I set off through Greenside to carry out
tests, I on Mitzi and he playing “equipe” car in my 1934
Austin Seven saloon. Having frightened myself
thoroughly with the controls, which were very unusual,
we cleared the congested area. The clutch was
engaged when pressed down, being held by a ratchet
arrangement and was disengaged by being kicked
downwards with the heel to release the ratchet. To its
right was the foot brake, also complete with a similar
ratchet affair, while in the centre of the floor-board was
a further foot pedal operating a transmission brake. A
hand throttle was added for good measure. There
loomed my first hill, and I opened up, to find a few
minutes later that the Austin was completely out of
sight. This was most reassuring, although somewhat
damped on the return journey by the wearing away of
the friction surface on our old friend the sliding wheel.

 This brought about the first of a number of relining
experiments, brake lining proving quite satisfactory if
held on with enough countersunk wood screws. It also
became apparent that the brakes, even when both
pedals were used simultaneously, were far from
efficient. Mitzi on the road was quite docile up to
about 25 m.p.h., but from there upwards displayed a
remarkable aptitude for hopping from kerb to kerb with
little regard for the driver’s best efforts at restraint, or,
for that matter, any other user’s ideas as to his rights.

The day of the race dawned and we set off, the trip
being punctuated by the feminine costume which my
brother had donned for the day, becoming entangled
with the drive-shaft. He was fortunately wearing
football shorts as well, since after he had been cut
loose, the skirt was present as far as a “hello” went,
but very absent as to a “goodbye.” After rather a hectic
trip back through Johannesburg’s Saturday afternoon
traffic we finished fourth behind the sister Metz. This
impressive result was due to incredibly bad
handicapping and arrangements generally.

After this effort Mitzi came home with us and provided
amusement at odd weekends, her acceleration on
more than one occasion proving superior to moderns,
to the horror of their owners. One of her best stunts
was to start from cold on two swings in an incredibly
effortless fashion.

Mitzi’s next public appearance came on a Sunday,
November 21st, 1937, when the Junior Car Club held a
sporting event at the Howe Circuit which included 60
minutes on the Circuit at exactly 30 miles per hour, a
modification of the normal reliability trial idea. I
entered Mitzi, who suffered from fuel starvation,
managed about 27 miles, and gave a lot of fun to all
and sundry, including some plutocratic citizens who
sat in and on a S.S. 100 drinking beer while doing their
30 m.p.h. with enviable ease.
Incidentally I discovered that completely undamped
fully elliptic springing was a lot of fun when given a
chance to play with bumps at speed. I’ve seldom slept
better than I did that night!
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Mitzi subsequently made another appearance on the
Howe Circuit when the J.C.C. ran a veterans’ race as a
light interlude to a day’s serious racing. On this
occasion a spring steel strip on the flywheel snapped
at full speed, neatly severing the throttle control, so
that my passenger had to lie alongside the engine and
work the carburetter butterfly by hand. It is fortunate
that he was too busily engaged to notice our pace.

My only veteran remained Mitzi until 1939, when a
friend of mine came into my office with the news that
he had seen “the oldest car in the world” on a Main
Street scrap heap. I scoffed at the idea, having
scoured the scrap dealers pretty thoroughly. A visit,
however, showed the car to be no other than a 2-seater
German Adler of about 1909 vintage.

Protracted negotiations ended in the car becoming
mine in August, 1939, for the sum of £4 10s. She was
in very bad condition as far as bodywork went, having
spent about thirteen years in the open. I arranged with
some cartage people to tackle the by no means simple
job of getting the car down off a ten-foot high heap of
second-hand piping and on to the truck. The feat was
eventually achieved over the summit of the corrugated
iron fence, the car being gradually levered down and
finally run down a sort of improvised slipway. I warned
the cartage men that the affair would finish up with a
wild rush, which duly happened, the cab of the truck
providing quite a fair buffer.

After a certain amount of cleaning up the engine
started, but ran erratically, and seemed to indicate the
need for a major overhaul, which was commenced.
Simultaneously the bodywork was attacked and with
the aid of a good Hollander carpenter, was made
rather more presentable. A great deal of new timber
and plywood had to be used, and the job at the present
time is far from complete although proceeding slowly.
The Adler’s engine is No. 3490K and is quite
straightforward and in line with the design of that time
– a 4-cylinder, non-detachable head, originally twin-
ignition – plugs, magneto and coil, of which the latter
had been discarded. The gearbox is a four-speed job
with gate change outside the dummy right door.
Beneath the usual massive brass radiator hangs a still
legible number plate bearing the Germiston number TG
254. Among its more interesting points can be
numbered a camshaft with separate cams individually
screwed on, and a genuine Stepney wheel – well
rusted. The Adler’s arrival did much to promote family
interest in veterans, and many wildgoose chases
followed.

One fortunate day I mentioned a trip in search of a
model “T” Ford, to Tiny Hindle the Bugatti enthusiast,
who staggered me by saying that his nextdoor
neighbour in Sandown, a Mr. Rheinold, had a veteran
standing in a shed, which seemed to him worth while
investigating.
A quick trip out revealed a 1911 G.W.K., TJ 2745,
which was added in August, 1940, to the stable at a
cost of £2. She is a light English rear-engined 2-
cylinder, 2-seater, Type “B”, chassis No. 60, made by
G.K.W. Limited, (Grice, Wood & Keller), Home Works,
Datchet, Bucks. The engine is an 8.6-h.p. twin, set
across the chassis, its flywheel providing one surface
for a friction gear, which drives an offset propeller
shaft to a spur gear differential, and a very pretty piece
of rear axle – much beautiful aluminium. The car was
dirty and rather weather-beaten in spite of being under
cover, but it was obviously worth an effort, so I
arranged with a fellow enthusiast to obtain, legally or
otherwise, a builder’s truck belonging to his firm. The
G.W.K. was duly loaded and we set off for home, the
car swaying happily on its springs and occasionally
lurching forward as the Diamond “T” braked too hard.
Once home and safely off-loaded we set about trying
to get the engine going: in spite of more water than oil
in the sump, she started, but knocked rather a bit, so
once again I felt a “teardown” called for.

Most of the bits were in fair condition, but the crank-
case needed a great deal of welding as there were
signs that a connecting rod had been unduly curious to
see the outer world. The case was turned over to one
of our local wizards known far and wide as “Juno,”
who did some commendable patching. The crankshaft
ran in two large ball-bearings which I replaced as they
appeared somewhat loose. I also replaced the
camshaft drive and magneto drive chains which were
slack. I noticed the rear axle felt a bit stiff, so opened
up, to gaze in horror on a pinion minus about 1 1/2
teeth, and a crown-wheel with two cracks in it. These
were promptly hurried into Juno’s care, and more
careful welding done. On my rebuilding the axle, it
turned perfectly freely and without noise, which was a
great relief.

Turning to the front end, I found that if the car were
raised on a jack the wheels feel inwards a couple of
inches. Here again Juno’s magic came into evidence,
and I had both stubs built up at the points where the
wheel bearings ran and where the kingpins passed
through.
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In between these major operations much
sandpapering and repainting was proceeding, and
finally, with two of her original tyres on the front
wheels, the G.W.K. was tried out. This voyage
introduced me to the sump arrangement, which was
common practice in those days, in which only about
one-half pint or so was left in the engine at a time,
more oil being pumped in every mile or so.

My first half-mile looked much more like a destroyer
laying a smoke-screen! Handling the G.K.W. is at once
unusual and pleasant in the extreme. The clutch pedal
disengages the friction drive when depressed, the
drive being kept engaged by a spring. The “gear-
change” is a right-hand lever in a progressive gate
giving four forward positions, neutral and reverse. Her
handling is, however, complicated by a Bowden
controlled air-valve at the driver’s right hand which has
to be opened and closed more or less as the throttle is
varied. Failure to co-ordinate results in either an over-
rich mixture at any appreciable throttle opening, or a
stall when the throttle is closed. The clutch pedal also
actuates a transmission brake when fully depressed,
there being no separate brake pedal. The hand-brake
is, of course, outside the body against the dummy right
door, and works on the rear wheel drums. The steering
is light, high geared and accurate and makes the car
very pleasant to handle. The stubby bonnet, of course,
provides merely sufficient foot-room for the front
compartment, while behind the driver is the
unmistakable “putter putter” of a side-by-side twin,
which gradually becomes a soft clank when one has
absent-mindedly forgotten to pump any oil for a mile
or so!

The G.W.K.’s performance as regards hill-climbing is
quite good, being from what I can recall about equal to
that of the 1934 Four-speed Austin Seven sedan,
which I mentioned earlier.

While these operations were progressing I had been
keeping a watch on another ex-Engel Metz then owned
by E. G. Williamson’s garage, painted red, named “Fire
Chief” and used as a decoy in their showroom. The
firm eventually went out of business and through the
good offices of one, Bernard Cronin, “Fire Chief”
became mine for £4, in March, 1941. Her
specifications are exactly the same as Mitzi except
that the bodywork is very complete and includes a
hood and windscreen, the latter a large American cloth
affair with celluloid window. The engine number is
28835. The car has remained “Fire Chief” and has an
astonishing turn of speed in the region of 55 m.p.h.
Her brakes at the moment do not stand up to more
than 5 m.p.h. with any consideration

for the public! Her condition is so good that the only
other item needing any attention is the friction wheel
which suffers from a flat spa. I have never quite
discovered the reason but “Fire Chief” possesses
amazing compression which is quite apt to catch out
an unwary would-be “cranker ” who finds himself
unable to pull “over-compression.”

A trip to Port Elizabeth had resulted in my meeting a
magnificent veteran in the shape of a 1911 Model “T”
Ford 2-seater owned by Mr. P. J. Landman, whose daily
transport it had been up to the end of 1936, when the
authorities objected to re-licensing on the grounds that
she had only two-wheel brakes. My efforts at the time
to add her to my stable were not successful, but in
October, 1941, following gentle pressure from time to
time by Harold Clark, of our Port Elizabeth branch, Mr.
Landman weakened and gave me the car. With the
assistance of the S.A. Railways, “Mrs. Grundy” made
the 600 odd mile journey here safely, a black 2-seater,
about the first model with front doors, much brass
work, registration CAB 3. She had been bought by Mr.
Landman, Senior, and remained in his family until she
passed into my care. The engine is the famous Model
“T” 4-cylinder 22.5 h.p., No. 87448, epicyclic gearing,
foot control to the gears and hand throttle. Her
handling of any hill is masterful in the extreme, and she
appears to get up into the 40-50 m.p.h. region in most
effortless fashion. I had only to do a certain amount of
polishing up and cleaning of the carburetter before she
could be used. Actually I have since discovered that the
rear axle emits some rather distressing growls on over-
run and I am now planning a close investigation. An
astonishing feature is a rear exposed cylindrical fuel-
tank with a capacity of no less than twelve gallons. Her
epicyclic gearing is, of course, a most satisfying affair
– the technique for getaway being to tread hard with
left foot and yank the throttle. The resultant roar is
music!
After the G.W.K. and Ford had been put on their wheels,
I was asked to assist a “War Fund” Show, which meant
a journey of about seven miles across the city. I drove
the G.W.K. and Bernard Cronin the Ford. We proceeded
in fairly orderly fashion, much comment from all and
sundry attending our passing. At our destination the
event was to be a triangular race of a few laps round a
midget car track, the third car being Tommy Ellis’s
1910 Flanders. I had, of course, arranged that the first
lap or two would be “pulled,” to put up an interesting
show from the point of view of the public, but it was
not long before it developed into a flat-out race, the
Ford winning comfortably with the G.W.K. a gallant
third, her 8.6 horses having done the best they could.
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About this period I had been making some efforts aided
by my father to get possession of Mr. Charles
Whitehead’s 1898 Albion Dogcart. He would not part with
the car, but gave the name of a Mr. Wood, of Maritzburg,
who had a steam Toledo of about the same age.
Unknown to me, my father entered into negotiations with
Mr. Wood, and with the assistance of our Durban
manager, Freddie Mathews, the car was sent up “on
indefinite loan.”

The Toledo arrived here in February, 1942, a buggy type
outfit with tiller steering, single-tube tyres, boiler under
the seat, more cocks and taps than one could ever credit,
and a twin-cylinder engine driving a central chain to the
rear axle. I have in mind the idea of trying to save the
tyres by injecting raw rubber to seal the numerous
indications of porosity, but how successful this will be
remains to be seen. It would be a pity to discard the
single-tube tyres, as they are naturally irreplaceable.
I have not made any appreciable headway in getting the
car running, partly on account of great ignorance of
steam arrangements and partly as my efforts are
confined to week-ends, shipping keeping me fully
occupied at other times. A contemporary handbook,
however, has a great deal of data on this car and similar
light steamers of the period, such as the Locomobile,
which it resembles closely, so there is every likelihood
that the resurrection will be achieved some fine day. I
have in the interval been dosing the leather hood with
neatsfoot oil in the hope of softening it sufficiently to
avoid complete replacement. Incidentally, I may mention
that these steamers averaged about 7 m.p.g. on petrol
and about 1 m.p.g. on water, so that any ideas of being
useful under petrol rationing conditions are optimistic in
the extreme!
In the scouring of city’s scrapyards for beaded-edge tyres
I encountered a dealer called Goosen who reported two
old cars in Pretoria. Investigation revealed these to be
two twin-cylinder Renault 2-seaters in appalling condition,
lying out in the open, where they had almost taken root.
They had been the property of a Dr. Koch, and were sister
cars, although there was a difference in age of about two
years. I could not resist, and in February, 1942, for £6
10s., became their proud owner. The one was TP 215, a
1909/1910 model, type AX, chassis 17825, made by
Renault Freres, 15, Rue Gustave, Billancourt (Seine),
France. The bodywork was almost non-existent, but the
engine and gear-box had been removed presumably for
repairs which had not been carried out; one front wheel
had also yielded to some over vigourous cornering.

The other car is TP 323, a 1910/1911 model, also type AX,
chassis 25182, complete in all respects including hood, but in
a very badly weatherbeaten state. Both cars have an
interesting looking drip-feed arrangement as their sole
dashboard “ornament.”

A problem here arose in that about 38 miles separated my
home from the cars. However, I did some scrounging and
finished up with permission to use a mattress merchant’s flat
truck which was taking a load to Pretoria and was due to
return empty. I met the truck in Pretoria, went out to the site,
and started the job of loading. I found to my horror that the
cars were about 3 to 4 ft. longer than the width of the truck,
and a great deal heavier than I had thought. However, by
much heaving and bribing of passing native boys, we
managed the loading. The cars lay side by side across the
truck with about 1 ft. 6 in. or so overhanging on each side!
When I viewed the outfit loaded I had visions of long years
behind bars. It was too late to change plans, however, so we
set off by back roads to dodge the gendarmes; a steady
drizzle did its best to make matters more cheery, but we
survived the trip and got the cars home. I have not done
much towards rebuilding, but am quite confident about the
better of the two cars, although I foresee a great deal of
labour before the other car is likely to run. Incidentally, the
“complete” car produces a fair spark if cranked energetically
enough. Cranking in itself is a feat, as the compression is
very much present. The plan of the car is a 2-cylinder in-line
engine leading into a “progressive gate” gearbox. The famous
Renault bonnet covers the works, followed by a typical rear-
mounted radiator, and a 2-seater body with a hood but no
doors or windscreen. The car has its tyres and tubes still
mounted, but time and weather have done them little good.
The weight of aluminium between engines, gearbox and rear
axle must be incredible and gives the car a very Grand Prix
sort of look (in spots!).
A chance encounter one Sunday at tennis led my father off
on the trail of a 1912 Humberette Twin, then the property of
Natal Motor Industries, the Humber agents in Durban. They
had intended to use the car for advertising purposes, but
abandoned the project. The car was bought for £10 in April,
1942, and railed up to Johannesburg. “Hubert” is a neat 2-
seater air-cooled twin, made by Humber Ltd., Coventry, with
conventional gearbox (progressive gate) in good general
condition, but rather neglected and needing a windscreen
repair. Registration is NDE 27, engine E6442, car No. E6443.
The engine will start from cold on two swings of the crank,
day or night. The gearbox appears to need attention, one or
two gears feeling very vague, but the car generally is rather
intriguing and has great possibilities. A large Air Force friend
of mine took “Hubert” out for a run, and returned with the
gearshift lever held aloft. However, he was forgiven, as an
obvious bit of bad brazing had been the cause and not mere
ham-handedness.

After the Humber episode the year passed off without further
additions to the stable, although much fruitless investigation
was carried out. 
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However, 1943 started out by the acquisition in January of a
1910 Fiat touring car with flush-sided torpedo body, which I
had met in 1936 in the Sunday Express race, driven by Peggy
Shepherd. 

The car had retired to Sandhurst, where it lay under a shed
on Mr. D. J. Grant’s place. In exchange for a £7 cycle, to be
given to an old native retainer, the car became mine. The
intention was to drive her home, but a leaky water pump and
a sump full of water necessitated a tow. The car, TBE5, is a
Fiat, engine No. 13432, made by Fiat, Torina, Italy. General
condition could hardly be better, the engine starts with a
swing and tyres are astonishingly good. The wheels are not
original, having been altered at some later date by someone
who could appreciate the convenience of the Sankey “steel
detachable.” Electric lighting has been added and the fuel
system changed from pressure feed to vacuum, a piece of
vandalism to be done away with if it is possible to get the
pressure system working again.
I have since done quite a bit of cleaning and polishing, and
readjusting of mixture; a longish run was made only a week-
end or two ago with every evidence that “Edward” was
enjoying the run as much as his passengers.

The clutch, a cone affair, is one of the smoothest operating
one could ever wish to find, although it resents overmuch
slipping and revving. The gearbox is perfect, each gear
buzzing pleasantly and completely smoothly, a pause of
about 5 to 10 seconds in between changes appearing to suit
the scheme of things admirably. Her hill climbing is very
satisfying, although acceleration is slow. The engine seems
to pull steadily at what seems ahout 100 r.p.m., each power
impulse thoroughly audible and able to be felt.

This is a record of the “First X,” quite likely to extend further
with favourable luck, but at the moment providing a major
headache in finding accommodation for so large a family
without encroaching on the “spare bedroom.”

I have, however, found with the passing of years that people
who can really appreciate a veteran are very few and far
separated. Conments vary from opinions that mental decay
has set in, through friendly tolerance to appreciation by an
isolated few, but I am continuing undeterred and in the hope
that one day a band of veteran enthusiasts and collectors
will exist out here, as it does in England, Europe and
America.

I would be grateful if any readers of this article who may be
acquainted with any of the types of cars mentioned would
write giving me any information they may have at their
disposal. I would also be glad to hear from any veteran
collectors who have the energy to put pen to paper.

I would finally mention that if any fellow enthusiast sees this
article and is in Johannesburg, I would be more than happy
to meet him (or her!). My name and address are
unmistakable in the Johannesburg Telephone Directory.
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Model A, “Construction, Operation and Repair for
the Restorer.” Published 1961. Rare
Commemorative Edition. Over 600 pages. Packed
with photographs and illustrations. First class
condition. Hard back. R430.
“Rick’s Model A Shop Manual.” By specialist Rick
Freeman. Rare. Published in 1974. Over 500
pages. Hundreds of good instructive clear
photographs. Very useful book. Details a number
of repairs and refurbishments of every part of the
car. Good used condition. R480
“Ford Model A Instruction Book.” Published by
Ford as your essentialbooklet to keep with your
car. First published in 1930. This handy little book
covers everything you need to know to start, keep
your car running, and maintain it. Over 50 pages,
covering 50 subjects. Packed with good
photographs and illustrations. In good used
condition. R160.
“Handbook of Repair and Maintenance.” An
unusual book that overs Model T, Model A and the
Fordson Tractor. Very comprehensive, as the
editor says, “For automotive enthusiasts and
Historians.” Over 600 pages with, “Speciallymade
diagrams.” First published in 1928 and revised
over the years to 1950. Cover is well turned but
the whole book is in good condition. R 400.

1.

2.

3.

4.

Contact Aubrey on 082 901 8401, or
aubrey@forensic.co.za or see me on Club days.
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CLASSIFIED
The For Sale Table

Don’t forget there is a table at the back of the hall for
items members would like to dispose of. 

For Sale

Circa 1950 Fiat Cub

 A one owner car completely stripped down for
repainting and rebuild. No rust and everything is there
even original hub caps. Has folding top. An idea
project for someone who is bored. Small enough to
rebuild in the lounge or kitchen. Fair offers will be
considered. For details of owner contact Eric
0837000171 or eric@anatomical.co.za

Circa 1970 Bentley. 

Your chance to own a stunning low milage Bentley.
Body and paint in very good condition. Engine rebuilt
by Rolls expert and must be replaced into car.
Because of a physical problem the owner cannot
finish the job. Offers please, it must be sold. 

For details of owner contact Eric 0837000171 or
eric@anatomical.co.za 

Ford Model T, A, and Fordson Books 

From left to right. 
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VVC
SUPPLIERS

*Shield Panelbeaters, Manny Bairos - (084) 506 7237

RECOMMENDED SUPPLIERS

We are drawing up a list of recommended suppliers, please feel free to add to this list or make
recommendations, notify me on chairman@vvc.co.za

Body repairs and painting

Restorations & General Workshop
* Heritage Workshop, John Allison - (072) 108 4280 / (082) 336 3949
* Charles Goodman - (082) 449 6907
* Tony Watson - (011) 875 2101
* Bruce Woolley - 083-259-8594
* House of Scorpion - Contact Jimmy - 084-500-5000

Dating Club Vehicles
* Eric Mc Quillian

Powder Coating
*African Powder Coating - (011) 452 3345
13 Fountain St. Eastleigh, Edenvale. John

Plating
* African Electroplating - Peter Posniak - (082) 553 5032

Auto Trimmers:
* Nev’s Auto Trimmers Neville - (011) 472 0392 / (083) 284 94008

Engine & gearbox etc. mountings (same day service.)
*Nick Mountings, Wynberg - (082) 445 1489

Seat Springs:
*Seat, compression, tension springs etc.,
Weblor Springs - (011) 452 8686/7

Instrument Repairs:
*Sports Car Centre, Alan Uzzell - (011) 646 1631
* Nigel Ridley, Clocks and Instrument repairs - (011) 803 1319

Insurance:
*SAVVA Insurance,
Glenn Broadhurst,
Yolande Erasmus - Cell (087) 736 2222 / Fax: (011) 699 0783
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VVC
SUPPLIERS
Brake, Clutch & Accelerator, speedo cables
*Cablecraft  - (011) 394 4865
* Martin Peach - (011)787 2995 / (082) 492 7794
9 Hilma Road, Bordeaux

Brake hoses, cables, electric window repairs
*TK Cables - (011) 029 5366 / (086) 552 5514
627 Ondekkers Road, Delarey

Piston Rings
*Made to size, Industrial Piston Ring Manuf.
David Godwin - (011) 622 2546/7
*Cord Rings - (011) 334 9525
5 Kruis St. Johannesburg

Lenses (reproductions)
*Duke’s Car Lenses - (083) 655 3657

Refurbishing Woodgrain on steel and wood:
*Ivan Cotton - (076) 034 9482

Carburettor Services
*Frank Hackney - (011) 493 7000
Carburettor Services frankhackney@mweb.co.za
22 Loveday Street South
Johannesburg

Batteries
Battery Orbit
Le Roux Ave &, Richards Drive
Halfway Gardens, Midrand, 1686
Ask for either Colin or Nielan - (011) 466 9411

ROUTE 101 CLASSIC CAR CENTRE (Pty) Limited
6 Oscar street - 011 397 1207
Hughes
Boksburg, 1459
South Africa
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MEET OUR
MEMBERS:

What is your nickname?: Noik, Noikie, Wonderboy 
How old are you?: 46 

What is your occupation?: I am a used car smous 

Are you Married / Family?: married to Sharnee and
one one child Danit 

What was the family car when you were growing up?:
a 380Se Mercedes Benz 

What car did you learn to drive in?: A 1983 Toyota
Corolla 180GLS 

What was the first car you owned?: my first vintage
car was a 1931 Model A Tudor I bought when I turned
18 

What do you drive daily?: a Volvo S90

What is your ultimate dream machine?: too many to
list, but top of the list would be a Grand Prix vintage
Bugatti 
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B R I A N  N O I K  ( C H A I R M A N ) :

What cars do you currently own? A 1913 Buick, a
1928 Rolls-Royce and a Morris Minor Bakkie which I
bought by mistake 

Which is your favourite car and why? The one that is
running 
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CONTACTS
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VVC COMMITTEE FOR 2023/2024

Chairman/Dating Officer:           Brian Noik                              brian@noik.co.za                                               082 416 9584
Editor:                                             Steffan Liebenberg               sjliebenberg@gmail.com                                083 996 6407
Memberships:                               Karen Kaiser                          karennkaiser@gmail.com                               083 307 0581
Bar/Clubhouse:                             G. Kaiser                                 karennkaiser@gmail.com                               082 777 1818
                                                         Patrick Gearing                      patrickg@meropa.co.za                                  082 337-7072‬
                                                         Cary de Sousa                        Cary.desousa@gmail.com                             082 331 4832
SAVVA Event Secretary/ 
Assistant Event Coordinator:     Peter Aneck-Hahn                 aneck-hahn@mweb.co.za                               083 250 5440 
Event Coordinator:                       Martin Kaiser                          martin.kaiser@menofmetal.co.za                 074 563 4061
DJ Finance:                                    Bert Lopes                              hcsllopes@gmail.com                                     083 637 5171 
Ex-officio Portfolio Holders:
Treasurer:                                       Paul Koski                              paul@koski.co.za                                             082 442 6662

CORRESPONDENCE
All correspondence to the club should also be addressed to: info@vvc.co.za

PLEASE NOTE
Deadlines for the articles for the next issue is the 7th of the previous month
Please do keep your articles coming in. Your contributions are appreciated!
When submitting photographs please ensure that they are high resolution, to do justice to the pictures, particularly in the
printed version.

VINTAGE AND VETERAN CLUB ANNUAL SUBSCRIPTION 2023/2024
Joining Fee: R125.00 (including Name Badge). Extra name badges: R60

ANNUAL SUBSCRIPTIONS:
Ordinary Members:                                                                        Country Members: (outside of Gauteng)
R555 including monthly printed Newsletter                                R475 including monthly printed Newsletter
R425 including monthly emailed Newsletter                              R300 including monthly emailed Newsletter
Honorary Life Members: FREE

Banking Details: Vintage and Veteran Club, Nedbank, Benmore Gardens, Branch 197305, Account No: 1973 038 617

Affiliated to SAVVA
editor@vvc.co.za •.www.vvc.co.za •.P.O. Box 35129 Northcliff 2115 • 3 Athol Oaklands Road, Oaklands, Johannesburg.



ALWAYS LEAVE
THEM LAUGHING
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Did you know that Teslas come with a unique “new
car” smell? They call it “Elon Musk.”
What’s got four wheels and flies? A garbage truck.
I accidentally drove my Subaru Outback into the
river. Now it’s a Scuba-ru.
Uncle Buck lost his left arm and leg in a terrible
car accident. He’s all right now.
Two French cheese trucks just crashed! Looks like
there’s da’ brie everywhere.
What’s worse than raining cats and dogs? Hailing
taxis.
Did you read about the scientist who bred a
Mustang with an elephant? Now he’s got a
convertible with a giant trunk.
What do you call a vampire who has the power to
lift a car? Count Jackula
What happens to cars when they turn 13 years
old? They have a car-mitzvah.
You know what really grinds my gears? Clutch
failure.
What do you get when you crash a cement truck
into a bus full of convicts? A bunch of hardened
criminals.
If I owned a DeLorean…I’d probably only drive it
from time to time.
You should get a job at a transmission repair shop.
I’m sure you’ll get used to the early-morning shifts.
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NOTICE BOARD
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ADVERTISEMENTS
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