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more than £10,000 are, perhaps unsurprisingly, more
difficult to sell. Almost every other machine in that
category failed to find a buyer in April 2020, but that
figure is traditionally nearer 1 in 3.
Some things remain unchanged; competition bikes
whether on or off road are difficult to sell in a general
sale and too many bike are entered with an
unrealistic reserve.

Obviously the owner thought so, even if none of the
bidders agreed as it remained unsold. The same can
be said of this very shiny and probably very correct
1962 Rocket Gold Star guided at £25k - £35k.
“Dream on farm boy” as we say in Herefordshire.

IMPORTANT NOTICE
All planned section events, up to and including the
club night on May 20th will NOT take place. You will
find information on section events from late May
onwards – approximately 5 weeks away. There is
absolutely no guarantee that these events will take
place, so the dates are for planning purposes only.
firmly on government guidelines at the time. You
can be assured that the health and welfare of
section members will be our only priority.
This statement will be continually updated to reflect the
ever changing situation.

PAST EVENTS
Tuesday April 7th – H&H Motorcycle auction –.
Despite being held in this, the most difficult of times,
H&H’s “behind closed doors” sale pointed to an
unexpected resilience in the market. The location
and thus the collection of the lots – they were in
many different locations all over the UK – must also
have inhibited bidding. Under those challenging
circumstances, a “sold” rate of more than 67% must
be considered excellent and was almost identical
to their November 2019 auction, which had none of
those dificulties. That rate on its own doesn’t tell the
whole story. The sold rate across the block was much
nearer 50%, but the hard work of the H&H staff, and
possibly a sense of realism amongst the vendors,
made all the difference. Let’s not get carried away
here, a 67% sales rate means that every 3rd lot didn’t
find a new owner. Compare that to H&H sale in July
2019 which was nearer 80% meaning every 5 th lot
remained unsold.
Is it possible to see any other trends? There is a strong
suggestion that machines with a guide price of

A good example of this kind of optimism is this
unlovely Indian built Velocette guided at £19k £23k, which failed to sell at H&H’s July ’19 sale, at
Pugh’s in November 2019 and again here.
Gold stars and Rocket Gold stars also seem to suffer
from over ambition. Is this very shiny and to my
uneducated eye very correct, 1960 DBD34 really
worth £18k - £22k + 18% commission &VAT?

We omitted to record the fate of the pretty 1955
Lambretta LD outfit pictured in issue 46. Somebody
loved it enough to part with £4500. As we said back
then – “What is there not to like?”

FUTURE EVENTS
Saturday May16th, meeting at Fforest Inn,
Llanfihangel-nant-Melan, LD8 2TN at 10:00 for a 10:30
start. – TRAIL RIDE
CANCELLED – WILL LOOK FOR ANOTHER DATE LATER
IN THE YEAR.

Sunday June 28th – Herefordshire on the Edge,
starting 09:00 from the Traveller’s Rest, Ross-on-Wye,
or The Lion at Leintwardine.

Sunday August 16th – The British Motor Museum,
Gaydon CV35 0BJ - Banbury Run 2020 – Date
changed from Sunday May 31st
Entries are now open and forms can be found on
the VMCC website. Entries are on a strict “first come
– first served” basis, so don’t delay.

Friday 22nd May - Leominster Classic & Vintage
Motorcycle auction – Brightwell’s, Easter’s Mart,
Leominster, HR6 0DE.
Brightwell’s have suspended their Classic Vehicle
Auctions for the moment. The previous day’s Classic
Car auction has also been cancelled.
24th

Sunday May
- Market Square, Bromyard, HR7
4BP 10:00 for 10:30. – Three Wheels on my wagon.
A route designed especially for 3 wheelers, avoiding
grass strips and very narrow lanes. About 50 miles,
with a coffee stop along the way. Solos of any
shape and size are of course welcome too. We will
finish for lunch at The Three Horseshoes, Little
Cowarne, Bromyard, Hereford HR7 4RQ.

Please note that behaviour of this kind will not be
tolerated!
Saturday May 30th Hazle Meadows Auction centre
Ledbury HR8 2LP – HJ Pugh sale of Vintage and
Classic Motorcycles, Spares, Collectables and
Petroliana
Still open on their website, entries close on May 15th.

Entry forms for the 2020 VMCC Festival of 1000 bikes
can be downloaded from the VMCC website.

UNDER £1000

The third in our series which finds useable bikes, ready to
run, with MOTs (where required) for less than £1,000 and
all VMCC eligible (made before Jan 1st 1995).

Subject to Government advice at the time, this event
will still go ahead. We will confirm (or cancel) at the
end of April.

We did, big, red and fast in the last issue, so we’re
looking at small and…………..…..not very fast at all
in this issue. Both featured bikes were found on eBay.
For a mere £800, you could own this rare German
manufactured 1955 Rabeneick Binetta 49cc
moped. Complete with working lights, a V5 and a
promise that it stops and goes. These attractive 2speed Sachs powered machines were imported
into the UK from ’56 – ’61, but made little impact in
the market.

If cancellation is necessary, anyone who has
already paid to enter will receive a full refund or can
elect to have their entry carried forward to 2021.
Sat & Sun July 11th & 12th VMCC Festival of 1000 Bikes
– Mallory Park
STILL SCHEDULED TO GO AHEAD AT THE MOMENT BUT
UNDER CONTINUOUS REVIEW.

West Midlands Motorcycle Centre in Brettell Lane, in
Brierley Hill are offering this splendid1952 Mini-motor
powered Phillips bicycle. (see over)

out the forces. Jack Williams (racer Peter Williams’
father) spent much time and effort on the cylinder
head, assisted for six months in the summer and
autumn of 1969 by a young American TriCor
employee, Tom Gunn, who had been transferred
from America as part of his engineering training.

Said to run and ride well, and complete with a V5, it
looks like good cheap fun at £695. (Male readers
please note, this will make you more attractive to
women……….Ed).

NB - Prices are the advertised asking prices and are correct at

the time of writing, We have not verified any of the details vendors
have used in their advertsiing – that has to be your responsibility.

HELL HATH NO FURY PART 2 – THE DEVELOPMENT
PHASE

Turner’s camshaft drive used a short chain running
up to distribution gears similar to the timing gears in
his pushrod engines. This was changed to a quieter,
easier to maintain, long chain running in an inverted
L-shape up to integral 16-tooth sprockets on the
camshafts from a half-time shaft gear-driven off the
crankshaft on the left hand side of the engine
utilising a Weller tensioner.
Both camshafts were hollow and ran in the head
without bushes, opening the valves (32mm inlet;
27mm exhaust) via inverted bucket-shaped
followers – new to BSA / Triumph but seen in GP bikes.
The contact breaker points were spaced 90 degrees
apart and were on the right hand end of the
exhaust camshaft where, for accuracy, the auto
advance unit was clamped to a parallel extension
of the shaft and driven by a peg rather than taper
driven in the usual way. Turner’s mirror-image of
traditional Brit practice – placing the primary drive
chain, clutch and final drive on the right – was
retained. Yes, so the kick start and rear chain is on
the left. A five-speed gearbox was used.

We continue Tony Page’s fascinating article on the
story of the 1971 BSA Fury and Triumph Bandit – the
first thoroughly modern machine to be revealed by
a major British manufacturer for decades.
The cycle side was sent to Umberslade Hall,
BSA/Triumph’s much criticised engineering centre,
while the engine was turned over to Bert Hopwood,
Doug Hele and his team at Meriden which resulted
in an engine that bore little resemblance to Turner’s
original. Hele was not impressed at all with the motor
and is quoted as making many disparaging
comments about Turner’s design. The original
crankshaft had its flywheel in the middle which,
despite being perfectly balanced while static, when
spinning it put undue tensile stress on the outer crank
webs which at high revs was sufficient to cause
fatigue fractures – hence the snapped cranks. Hele
also saw that the original 360 degree crank with its
stepped big ends was punishing the main bearings,
hence he rearranged the bobweights to balance

Hele instigated a new one-piece steel crankshaft
with crankpin diameters the same as the 650cc twins
and 750 triples. (In view of the much reduced
stresses, Hele planned to try a cast-iron version to
lower construction costs but this never saw the light
of day due to the financial troubles that halted
production of the Bandit / Fury.) The con rods were
now alloy, replacing the oval-section rods specified
by Turner, the 9.8:1 flat crown pistons sandcast, and
the barrels alloy. Cast in the same material as the
barrel the head incorporated the cam boxes.

The spindly frame was replaced with a proper twindowntube design instigated by Bert Hopwood who
called Ken Sprayson – for many years Reynold
Tubing’s motorcycle frame guru – over to Meriden
as he was frustrated with Umberslade’s delay.
Hopwood wanted to use the design Sprayson had
done for Percy Tait’s successful Triumph 500 GP racer
and wanted him to assist. Although the Bandit frame
looks like, and is sometimes stated that it is derived
from a Rob North frame, it is not. The confusion
derived from references made in the publicity

material about the new frame referring to ‘success
at Daytona’.
In Ken Sprayson’s own words (to me in a letter):
Reynolds Involvement proper in the P30 project
began when they were asked to make prototype
frames to drawings supplied by Umberslade Hall.
Although these orders came through the Production
Dept, I was involved in the actual construction, and
recall that at the time only a wooden mock up of
the engine was available for trying in the finished
frame. It was obvious that the frame design left
something to be desired, for no sooner had we
finished one frame a new drawing appeared for
something different. I can't remember how long this
went on but there were at least three attempts.
PERCY TAIT’S RACER
One day I had a phone call from Bert Hopwood
asking if I would go over to see him. Being shown
into his office he greeted me with the words " I'm fed
up with Umberslade pissing about with this P30
frame, I've designed one myself, come and have a
look." In a connecting room with his office he had
his drawing board on which was laid out a rather
familiar looking frame drawing. "Of course you can
see what it is," said Hoppy. "It's the frame you made
for Percy Tait’s Triumph racer (see below), only I
can't get the cam box under the Head support
tube. I wondered what you thought." After some
discussion we decided on the necessary mods and
I left.

I next had a call from Brian Jones at Umberslade
who, by this time, had Hopwood’s drawing. Brian
said, "Dr Bauer (who designed the Commando),
wants to alter this, but Mr Hopwood said we have to
see you!"
PRODUCTION SUSPENDED
Records indicate that there was a pilot production
run in January 1971 consisting of ten BSA Furys and
ten Triumph Bandits, normal procedure in those days
in the case of a new model, but all made at Small
Heath. Never before had so many new components
been used on a new BSA or Triumph. It was normal
practice then to hand the pilot production build
over to the factory Service Department for field
service evaluation prior to giving the go-ahead for
production. It was quickly established that the pilot
build did not measure up to the design performance
requirements. The Production Line was therefore
suspended
pending
certain
modifications…

These ‘certain modifications’ included the electric
starter gears (which broke) and contact breaker
points (which wore rapidly) and may have been at
the root of other problems experienced. The frame
was also strengthened with a steering head gusset
and had threaded tubes for steering lock adjusters
added.
Production therefore stalled and, coming as it did at
a very bad time financially for the Company, the
panicked accountants looked for projects to axe.
The whole P30 project had been pushed ahead and

was unrealistically rapid but it seems strange that it
was axed when so very close to full production. It
was intended that the machines would be
assembled at Small Heath and a lot of capital
investment was purchased to manufacture parts –
but this equipment could, of course, be used for
making parts for other models. Two million pounds’
worth of components were made and that was a lot
of money in 1971. However, Doug Hele said that the
pre-production bikes had been built ‘off the
tools…(that) does mean you are in business – you
can be tooled up with jigs and things – but when
you’ve got to get into dies for cylinder heads and
things, you’re into real money. And the company
was in financial trouble.’
SS MODELS DROPPED
Financial trouble to the tune of eleven million
pounds it later transpired, and that was seriously big
money in 1971. The Bandit / Fury tooling was
smashed up, according to Doug Hele on direct
orders from the company’s disastrous MD Lionel
Jofeh. By August 1971 the SS models had been
dropped as part of a streamlining operation to try
and keep the Company afloat, and at the same
time the price was raised for the model with the
electric starter. Sadly this was to no avail and by the
end of the year the final remaining Twin was no
longer listed.

According to Works Manager Al Cave, components
for 2000 of the DOHC 350s were scrapped. Doug
told me that the money could have been saved in

other directions and ‘had they gone ahead with the
machine it could have been their salvation.’
Well, as highly as I undoubtedly think of Doug Hele, I
have to say that this is one area in which I
fundamentally disagree with him. The Bandit / Fury is
sometimes referred to as ‘Britain’s Last Hope.’ Well,
take it from me, it wasn’t.

I can say this as I actually own one of each: a BSA
Fury and a Triumph Bandit. Despite there being a lot
of common components for the entire BSA and
Triumph range, including the Bandit and Fury, there
are many unique parts on the P30. Luckily, one of my
first successes in The Quest was finding a BSA Fury
Parts Book. Gold! Pure Gold!
LITERATURE BUT NO PARTS
With this, I could work out which parts were specific
to the 350 twin and which parts I could nip down to
the local Triumph dealer and pick up. Being the
early 1980s, the internet didn’t exist nor did personal
computers so all this was done on spreadsheets
using a pen. My adverts in the bike press were slowly

getting results and I accumulated plenty of
literature, but only a few parts.
It’s said that “Information is Power”, and I began to
get an idea as to where parts could be found . I
travelled far and wide sniffing out likely stashes of
long-forgotten parts which took me across the
United States and to New Zealand. Yes, it was nuts,
but I wasn’t going to be beaten.
NO ENGINE INTERNALS
As a result of the constant barrage of ‘will go
anywhere to look or collect’ advertising, I think
people actually took pity on me. I had various
benefactors – some of whom used to work at BSA
and Triumph – suggesting places to look. I was sent
photographs dated November 1970 of the official
launch of 1971’s BSA / Triumph range at London’s
Royal Lancaster Hotel, plus various promo shots –
both studio and location – obviously taken in the
autumn [fall] of 1970, i.e. very close to the launch
date.

I have subsequently learnt that the bikes depicted
were devoid of engine internals as final testing was
still incomplete. This fact I found astonishing, but later
completely proven when I came in possession of the
P30 engine and dyno tester’s original hand-written
notes – clearly dated 17th May 1971 to 20th October
1971. Incredible. They were still testing the engine in
late October 1971 !
The third and final part of this article will appear in
the next issue.

THE HISTORY OF MY VETERAN MOTORCYCLE
We are indebted to David Payne for this story of his
Triumph. The article was published 5 years ago in
Reg Eyre’s Cotswold News.

This is the story of my veteran motorcycle, a 1912
Triumph Free Engine Model, or hub clutch as we
generally know it these days. The model was
introduced by Triumph in 1909 after they had
patented their multi-plate metal clutch for the rear
hub. Still a single speed belt driven bike but riding
made easier by not having to ‘pedal-off’ or ‘run and
jump’ to start, as most bikes were up to that time.
However, a stop to lower the gearing by opening
the 2 piece engine pulley and shortening the belt
was still necessary to accomplish an ascent of the
steeper hills.
KARACHI AND BAGHDAD
The bike was purchased for £50 soon after the end
of the 1st World War by my Grandfather Captain
Arthur Chapman who was in the RAF. He had
previously been in the RFC in charge of engines at
No1 Aircraft Acceptance Park, Radford, Coventry.
When he was transferred to RAF Henlow in
Bedfordshire he used the bike to commute from his

lodgings in Shefford and to get back home to
Coventry when on leave.
In the early 1920’s
when
he
was
posted to Karachi
followed by further
duty in Baghdad
he took the bike
with him.
On his return, after
purchasing
a
motor car, the bike
was given to his
eldest son, also
called Arthur, to
use. Arthur often
rode the Triumph
but
eventually
decided to purchase a new Humber motorcycle, so
handed the bike down to his younger brother
Horace.
TOO NOISY
The
bike
continued to be
used
regularly
until in 1929,
whilst
riding
along
Kenilworth Road
in
Coventry,
Horace
was
stopped by a
policeman who
took objection
to the loud noise
the bike was
making, Horace
had, of course,
been using the
exhaust cut-out. He was told to take the Triumph off
the road in no uncertain terms or the policeman
would “run him in”. Whether in fear of or respect for
the police I don’t know but my Uncle never rode the
bike again, it was just left outside the house in the

back garden. As you can imagine my grandparents
were not happy with him leaving the bike there and
said he must either sell it or do something with it. My
grandmother told him the dustmen had been
talking to her and were interested in buying it for £5,
but my Uncle would not accept less than £10 so, to
keep the peace, he took the bike apart and stored
all the pieces in the attic.
MOVED TO THE ATTIC
Then in 1938, with a move to a new home,
everything was moved to the new attic. There it lay
until the winter of 65/66 when on a visit to see my
uncle I was informed that they were about to have
central heating installed. I was pleased for them as
it was a cold house at the best of times. Whilst we
were discussing the benefits uncle said the
engineers would need the loft cleared so they could
lay pipes. This was the moment when I first heard
that amongst all the items stored up there, “just in
case they were needed one day”, were the parts of
a Triumph motorcycle. After I asked the obvious
question uncle related the story of how it came to
be there but went on to say that he was going to
reassemble the parts and ride the bike again. Little
did he realise how long it would take!
NO PARTS AT MERIDEN!
The attic was cleared and the bike parts placed in
the garage ready for work to begin. As my uncle
checked through the parts he discovered that
various pieces were missing and after a thorough
search of the attic assumed that a box of parts must
have been lost when moving home. What was he
to do, (at that time he was unaware of the SMCC
and the VMCC) how was he going to find the
necessary parts that were needed?
Well he
decided that as the Triumph factory in Meriden was
just a few miles from his home in Coventry he would
pay them a visit to see if they still had any parts for
1912 models. You can imagine the expression on
the face of the security man on the gate when he
explained the reason for his visit to the factory! He
was directed to the offices but, needless to say,
parts for his bike were no longer available, though

they did make one or two suggestions but none of
any help.
YOU’D BETTER JOIN THE VMCC MY BOY!
Not to be daunted by the lack of success he wrote
to the Herbert Art Gallery and Museum in Coventry
who suggested that he contact a Mr. W. Hume
stating that he was the VMCC Machine Registrar. A
letter was duly sent and the reply from Mr Hume told
him in no uncertain terms “he had to join the VMCC”
and a membership form was enclosed. Mr Hume
also went on to say that - “he had no Triumph parts
at all being a BSA, Douglas and Royal Enfield
specialist”, but he gave the names and addresses
of three VMCC members, including Colin Missen,
saying - “If anyone can and will help you it is one of
this trio. They’ll probably try to buy your bike first
mind!”
FINALLY COMPLETED
Being given the name of Colin Missen proved to be
the help he needed. Not only was Colin willing to
help him with some of the missing parts but his
enthusiasm and knowledge for old motorcycles was
infectious. He gave my uncle information about
where items could be obtained and detailed
instructions on the subsequent assembly. Even with
this help though due to the pressure of home and
business the assembly took over 10 years.

The bike was finally completed in 1976 and uncle
was proudly photographed with the bike by the
local paper. For some reason my uncle never
started the engine, although he had promised the
first ride to Colin for all his help, and the bike was
kept under an old velvet curtain in the front room of
the house. Sadly, three years later in the winter of

1978/79 after clearing snow from the path he came
back into the house, suddenly collapsed and died.
OOPS – NO LICENCE
Some weeks later I discovered that he had left me
the Triumph in his will, so the bike was duly collected
and stored in my garage. At this point I have to say
that because my parents had not allowed me to
have a motorcycle when a teenager my licence
did not cover me to ride a bike, and as the Triumph
is 499cc I had to purchase a smaller engine bike to
be able to take the necessary test. Whilst this was
going on, I still wanted to get the Triumph going and
Colin Missen (seen here below with David)again
came to the rescue being pleased to help with the
timing of the magneto and instruct me in the finer
points of riding a veteran bike.

I then told Colin I would like to keep my uncle’s
promise to him and give him the first ride on the bike.
He didn’t take any persuading and after the bike
had passed its MoT test it was entered for the 1979
Coventry Parade. Colin duly completed the run
with no problems and to my surprise was awarded
the Triumph Cup by the judges. Having passed my
motorcycle test I rode the bike for a year or two but
then with business pressures had little time to use it
and unfortunately, as we had moved house, the
Triumph was relegated to an old barn and
subsequently a shed in the garden, where it
remained until 2004 when we moved home once

again. This time it was at least kept in a dry brick
store however it’s time in the barn and the shed had
taken their toll and it was in a sorry state. When I
finally got around to recommissioning it a few years
later it obviously needed a considerable amount of
work, so I took the decision to strip it down and
completely rebuild it. Several of the nuts and bolts
which had been fitted previously were not the
original Triumph design and were replaced with the
correct shape components, the frame, tank etc.,
repainted and the nickel plating re-done.
PRIMITIVE BRAKES
The restoration was completed in 2010 and has
since been ridden regularly, however riding a bike
with little power in modern traffic can, shall we say,
be ‘challenging’. The brakes are primitive, the front
one being a bicycle stirrup type operating onto
polished nickel plate – I call it my rim polisher! The
rear one is the main brake, but it has nowhere near
the stopping power of modern vehicles so one
always tries to leave plenty of room, hoping you
don’t have someone overtake and then decide to
brake sharply. The rocking front fork can cause
problems when negotiating corners on our uneven
road surfaces, but it does keep you concentrating
on the road! Having said all that riding a veteran is
a great experience and one I thoroughly enjoy.

I have used it in local Warwickshire VMCC Section
events as well as completing several Banbury Runs

and SMCC Pioneer Runs. Much to my surprise. In
2014 it was awarded the Harold Scott Trophy at the
Banbury Run.

My thanks must go to the late Colin Missen and Ian
Jennings for all their help and advice during the
restoration.
In memory of Horace Chapman, 28.8.1904 25.1.1979.

SILLY BILLY AND THE ARIEL LEADER
Bill Danks writes ………Many thanks for a fascinating
article on the multi-cylinder Lotus Ariel Arrow and for
your inclusion of that oh so talented rider and
development engineer, Peter Inchley. Sadly the
British Motorcycle Industry died at his feet and Peter
never received the credit he deserved.
Returning to the Selly Oak two strokes may I take
this opportunity to present to you a ‘tale of woe’. In
the early 60’s my mates and I had hit the road big
time. Now my cousin, Neil, wished to join us, sadly his
Mom and Dad had probably seen us racing around
the village and would not allow him to own a
dangerous motorcycle. However, after some
negotiation, a scooter was considered acceptable,
so we, the hooligans, put our heads together and
bingo, an Ariel Leader was a perfect solution to
Neil’s problem. Well it just so happened that our
local motorcycle dealer, Ken Sedgley had one for
sale in his showroom. It must be said the Ariel Arrow
and even more so its sister the Leader were very

much Marmite machines. Ken, a gentleman with a
heart of gold, had taken a Leader in part-exchange
and thinking he might get stuck with it was only too
pleased to pass it on for £60.
Now this Leader had everything, full screen, leg
shields, 8 day clock, indicators, white wall tyres and
even a shiny chrome bumper at the rear. So Neil
joined the pack and was frequently at the front with
a blue smoke haze spiralling out of his silencers. His
steed went like stink, cornered on rails but was a tad,
no, very thirsty!

All went well for the next six months then suddenly
without any clatters or bangs the Ariel went down
onto one cylinder. His Leader became the Bleader!
Fuel, sparks were there, her ignition timing checked
with a screwdriver through the plug ‘oles and yes
both pistons were there side by side at TDC as every
parallel twin should be!
I’d dabbled with two stroke singles in my
schoolboy days and I was now heavily into four
stroke Triumph singles and twins. Now in my defence
I’d never worked on a two stroke twin before and
suddenly I had a ‘eureka’ moment. What a Silly Billy,
on the Leader one piston should be at the bottom
when the other is at the top. This Bleader had them
side by side, and I suspected something was amiss
in the crankshaft department.
Fortunately the Selly Oak two stroke bottom-end is
simplicity itself with two crankcases and their
respective crankshafts held together by a large

Allen bolt. Sure enough in Neil’s case the Allen bolt
had worked loose, the Woodruff key had sheared
allowing the cranks to twist on their respective male
and female tapers. I kid you not, that the piston
crowns were within 1/8 inch of one another!
So tapers re-ground with dad’s valve grinding
compound, a new woodruff key made, the
crankshafts re-fitted and the power unit
reassembled in no time the Bleader was back on the
road and on full song.
Cousin Neil was never a real motorcyclist (with oily
hands like us). He moved onto car ownership, the
Leader was dumped in the garden shed and then
he disappeared never to surface again. I kept in
touch with Neil’s parents and twenty years later I
tentatively asked if the Leader could be mine. Oh
dear, if only you’d asked a month ago. The shed
collapsed in a gale and a scrap man removed the
lot including ‘the scooter’. An opportunity missed?
Ah well, life is just full of ifs and buts!
WHEN WE WERE YOUNG – OR “THE OLDEN DAYS” AS
THE GRANDCHILDREN CALL IT
Perhaps this might become a regular feature. Why
don’t you dig through your family albums and see
what you can find? Jonathan Parkes did and came
up with this great picture of him before his first ever
race - on a Mk.1 Ariel Square Four at Cadwell Park
in Sept ’69.

Some others hiding their dirty secrets (although still
clean at this point) are John Munday (yummy in
yellow) Alan Reed (on the YZ) and former M&T and
Robin James employee Dave Wilson (bikeless) at the
start of the Breckland Enduro (or was it the Beacons).
Did that lovely Acerbis headlamp really work Alan?

SUPPORTING AN IMPORTANT LOCAL CHARITY
Without apology, I would like to repeat our request
to support our section’s preferred charity – St
Michaels Hospice.

Their income streams have been severely reduced
by the current social restrictions. Please do what you
can to help this wonderful organiastion carry on its
vital work. Donating is easy, just click on this link.
https://www.st-michaels-hospice.org.uk/donate/
Updates and other stuff can
befound on our Facebook page – VMCC
Herefordshire section. Feel free to add your views.

