





Coming Events')

?th FEBRUARY

*

Super Sprint at Oran Park South Circuit,
contact Lionel on 477 1464 for further info.
and sup. regs.

3-9 MARCH * Week-End Away - Observation Run. Details in
next months “News Sheet”.

23 MARCH * Motorkhana - Details in next months
“News Sheet”.

19 APRIL * Comedy Theatre Night.

27 APRIL * Super Sprint at Amaroo.

18 MAY * Supen SprinthatifOreniRairk .

3 JUNE *i SUperl SprintlatMOrentiRark .

51 JULY * Gambling Night.

s JULy * Super Sprint at Amaroo.

10 AUGUST *iBathurst 'FlyingM5thi:

21 SEPTEMBER * Hillclimb at Silverdole.

19 OCTOBER * .Canberra dHillclimb.
26 OCTOBER * Grand Prix Day.
? NOVEMBER FNESI@LE T Annual i Concolins

30 NOVEMBER i Super Sprint.at Oran. Pairk:s
LA

x

5 DECEMBER i Xmas Porty .
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CENERAL
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' WEDNESDAY,
12th FEBRUARY, 1986

VIDEO EXTRAVAGANZA
by

MARK 8¢
: ANTHONY ‘
£ PRODUCTIONS .
B i PTY.LIMITED =

EVENTS COVERED RANGE FROM:

1. The original Motorkhana of two years ago (before the rules were changed) which was
fun-packed, action-packed, LASER-packed and the timing doubtful. Watch Lionel Walker
take 2nd place with only one legin plaster, see Jim Peters sweat as the tension mounts.

2. Gary Bruce displays the END result of his first outing at the track in his newly acquired
Ferrari or ““How to give your favourite panel beater 20 grand in one easy lap”’.

3. Len Madar blows a trail of blue stuff at Oran Park all the way to the Canberra Hillclimb
with fellow club members Ray and Mark, but what is it with Len, what is his secret, how does
he do it? What enables him to see through that black perspex visor on his crash hat —

all will be revealed.

4. Exciting race—cam—type scenes from inside Mark Anthony’s Corvette and Mini. These
exciting, breathtaking, sometimes dangerous scenes were enough to have his seats recovered
twice in one season..... and more.

5. Vic Andrews at Amaroo and Silverdale never looked so challenging, Ray Ross never so
determined, David Stone, yes he’s there with Roland Clark, Dave Muir, Len Madar, Mike
Du Cros, R. Warner and many, many more are included in this star-studded production.

This movie (home movie) has the largest cast of any TSCC film production to date, with more
laughs, more ex-members, than you care to mention — Ben Hur eat ya heart out.

THIS MOVIE CANNOT BE MISSED ! B e



I am writing this report soon after attending the Vintage
Race Day at Amaroo and watching our Sporting Secretary Lionel
run in a 3.8 Jaguar MkII Sedan. Lionel did very well, finish-
ing a creditable ninth in only his second uoting in that car.

Speaking of the Committee, I must report that we had a very
successful meeting on that terrible Wednesday night prior to
the long week-end, planning the years calendar which I believe
vill be published elsewhere in the magazine.

All your Committee attended heedless of the weather and I
hope you can attend our next meeting on the 12th February, '86
at Sydney Rowing Club to make your comments on the above and
any other topic of your interest.

Among the many points discussed at the Committee Meeting
vas the need to broaden our membership numbers by 15 to 20
nembers which we believe will make the organizational side of
our club much easier to manage regarding attendance at events
etc. To this end we have adopted as our motto for the year
“Remember, every member get a member” - because we believe we
can all do our bit towards this aim.

[ am also hopefull of having at the February Meeting a
video compiled by Mark Anthony showing the exploits of several
nembers and cars on different circuits.

Looking forward to seeing you again soon.

RAY ROSS.

REMEMBER - EVERY MEMBER GET A MEMBER.

P S S L s N e

editorial ravings

The Editorship for this year has had drastic changes insti-
gated - for better or for worse you now have 2 Editors to
produce our tremendous Top Gear. It was also decided at the
last committee meeting to produce the magazine as a bi-monthly,
with a newsheet detailing the coming events for the in-between
month. We are confident this system will work.

It's been difficult to produce this first issue for the
year having nil original articles from members etc. so liberty
was taken and material pinched from other sources - we hope
you all find something of interest.

Looking towards the future we are positive that the members
at large will fill the magazine with their regular contribu-
tions:.

Happy reading !

GEOFF¥"and ' Z LG

If its music or musical instruments you, your
family or friends require contact

RAY & MARGARET ROSS

We have two conveniently located stores at
Liverpool and Carlingford selling records,
tapes, accessories an§ all things musical from
guitar picks to grand pianos. We have access
to most brands and we will not be undersold
on genuine deals and if we can’t help you,
we will put you on to someone that can.
After sale service Sydney’s best or I will help Phone: 872 3439
you let my tyres down.
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Viatra

rimarily an aerospace firm, Matra
sually had partners in their engage-
sents with the motor industry. They
stablished a relationship with Ken
‘yrrell, first in Formula 2, then in
‘ormula 1, winning the world champion-
hip in 1969 with Jackie Stewart at the
vheel of a Matra-Ford in brilliant style.

But the Ford connection had to be
yroken. Matra had taken up with Renée
3onnet to build the Djet mid-engined
oad car, but found the small tactory
nadequate. Accordingly, they set up a
1ew plant at Romorantin to build a
ather more refined car. This was the
Matra M530A, shown first at the Geneva
notor show in 1967, and the first mid-
ongined car to sell in anything more
han penny numbers.

The engine was a German Ford V-4
which fitted neatly in a new platform of

pressed steel built waist-high at the
scuttle and around the engine, a real
monocoque like the racing Matras. The
bodywork was of plastic panels bolted
in place, and the concealed headlights
were worked not pneumatically, as on
the Lotus, but by a strong spring which
had its own heavy pedal for the driver to
yank them down again. A further
curiosity was the gearchange, which
because it was designed for a front-
wheel-drive car, was the wrong way
round when installed in the Matra, with
first at the top right of the gate and top
bottom left.

The roadholding was good, although
the car was underpowered, and some of
the obvious problems of the mid-
engined layout, noise, for example, or
cooling difficulties, were solved quite
readily. Matra’'s Ford connection in
racing did not survive the marketing tie-
up with Chrysler-Simca in 1969, but the
road car did. The 530 went on until 1973
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while Matra collaborated in a new mid-
engined sports car, the Bagheera.

This was unique in exploiting the
width of the car and the absence of a
transmission tunnel to make the seating
three abreast. A fabricated chassis of
tubes and sheet steel provided the basis
for the plastic bodied Bagheera, but like
the M530A it was never powerful enough,
even with a 90 bhp version of the
Chrysler Alpine engine to take advant--
and a cover on the shelf age of its good weight distribution and
behind the seats has to be splendid handling.
lifted. It remained in production right up to
the PSA takeover of Chrysler-Simca,
then it was replaced in 1980 by a new
version known as the Talbot Matra
Murena.

This took the Bagheera recipe a
stage further, with a more up to date
body on a steel hull zinc-dip galvanized
against rust. The engine was mounted
almost over the back axle. A luggage
bin at the rear, like the Fiat X1/9,
together with the three-abreast seating,
made the Murena perhaps the bes!
packaged mid-engined car ever.

Styling mid-engined cars
was never an easy task. The
Matra M530 was at best
controversial. But it did have
the advantage of coming to
pieces easily. The roof came
off Targa-style, and luggage
went into the space behind
the engine, but mechanical
accessibility was always a
mid-engined problem. The
rear window hinges upwards



THE HISTORY OF

AUSTRALIAN MOTOR SPORT

By John B. Blanden

that has for so long made it difficult to identify

just when motoring in Australia commenced.
Between 1885 and 1898, David Shearer of Mannum in
South Australia built as a hobby, a steam powered
horseless carriage, having solid cart type wheels and tiller
steering. Generally, however, the honour of building
Australia’s first car goes to Herbert Thompson of
Armadale, a Melbourne suburb.

An engineer/mechanic by profession, Herbert Thomp-
son had been intrigued by the reports coming from
overseas about the motor cars built by Karl Benz in
Germéany in 1885 and Ransom Olds in the U.S.A. in 1886.
It was in May 1896 that the young Thompson opened the
doors to his workshop alongside the family home in New
Street, Armadale and pushed the machine into the street.
Very soon a crowd gathered and when the inven-
tor/constructor filled the burner bow! with kerosene and
put a match to it, their excitement grew.

The onlookers were amazed at the sight of a man seated
in something evidently expected to go that had no pedals to
propel it and no horse attached to draw it. What they saw
was what appeared to be a small version of a jinker on four
pneumatic wheels, the two at the back larger, a tiller, more
associated with a boat, and underneath the seat, a boiler.

That autumn morning in Armadale those privileged few
people witnessed something which was to be the end of the
horse age and the commencement of a whole new industry

n Australia, that of the motor car. This trial of Thomp-
son’s steam car was the first of many, and the vehicle
which was little more than a powered 4-wheeled bicycle,
had a long and useful career. At the end of 1896 the
Thompson steam car was pitted against the first petrol
driven car imported into Australia, a 42 h.p. Benz that
had been imported by the Tarrant Motor Company and
purchased by Mr. A.D. Terry. In the event the steam car
was driven by Mr. E.L. Holmes, who was later to become
the secretary of the R.A.C.V. The wheels of the Benz were
shod with solid rubber tyres which frequently left the rims.
This competition is perhaps the first recorded history of
any motor sport in Australia and it Is interesting to note
that Thompson won the event.

In 1900 the Thompson achieved further fame by being
the first car ever to make an overland run in Australia
from Bathurst in N.S.W. to Melbourne, a total of 593
miles, which was achieved in 562 hours running time. At
the time the car was returning from Sydney where it had
been exhibited at the Sydney Agricultural Show.

The other car, which was also claimed to have been the
first Australian car, was that driven by Mr. Henry Austin
and built for the Australian Horseless Carriage Syndicate.
This car was exhibited at the 1897 Cycle Show at the
Melbourne Exhibition Building when the then Governor,
Lord Brassey, was driven around the track in the new
vehicle. It was reported in the ‘Australian Cyclist’ of

Horseless carriage or motor car? That is the question

March 4, 1897 “‘this auto, built like a stylish double seated
dog cart is beautifully painted and trimmed, the colours of
Lord Brassey being a conspicuous feature. The motive
power derived from horizontal oil engine using ordinary
kerosene takes up a small space in the rear and acts upon
Sriction gearing (with chain and sprocket wheel resembling
the bicycle) direct to the rear wheels’’. The car was built at
Fitzroy, a suburb of Melbourne during 1886 and early 1887
and was first run at the beginning of February. The
demonstration it gave at the exhibition on February 16,
1897 was most impressive with it driving along the oval
path at around 10 m.p.h. Despite the promise predicted for
the Herbert Austin car, it was a complete failure and the
Australian Horseless Carriage Syndicate quickly folded
up.

It was 1903 when motoring became organised with the
Sormation of the R.A.C.V. on the 9th December of that
year. In its early years it was called the Automobile Club of

Victoria for it was not until’ 1916 when it received the right
10 the prefix Royal. On January 31, 1904 that club arrang-
ed an inaugural run to the Aspendale Race Course.
Assembling before a large crowd on Princess Bridge, some
30 cars and 20 motor cycles set off to the Aspendale
Ground where the facility and ease of which automobiles
could be handled at speeds was demonstrated, not only to
a large crowd of spectators but also to many Parliamentary
and Municiple representatives who had been especially
invied to see the display.

In New South Wales in that same year of 1903, the
Automobile Club of Ausiralia was formed and they had
their first rally from Sydney to Coogee, thus becoming the
Jirst organised motoring event in N.S. W.

_ The first major sporting event took place in 1905, when
in February of that year, the Dunlop Rubber Company
sponsored the first reliability speed trial from Melbourne
to Sydney calling it *‘The Dunlop Reliability Motor Con-
test”’. A total of 27 entries was received from all States
with 23 competitors starting and 17 finishing. The route
ran from Coburg to a finish at the Melbourne Hay Market.
The contest took 5 days and the winner being Captain

Cran lones in the 1Ivine Mavbach.
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Herbert Tarrant in an 8 h. p. Tarrant, a car manufactured Motvor racing of the Grand Prix 1ype was inaugurated at
by him. When moror competitions in 1906 began to Phillip Island on a circuir discovered by Mr. Jack Day and
develop in America and Europe, Australia was not far members of the Light Car Club in 1928 Grand Prix races
behind in organising events for local and enthusiastic were conducted art this venue through into 1935.
owners of these new contraptions. The pre-1910 era sqw Motor sport by this time was- now exiremely popular
quite a number of trials and in 1906 a race meeting was with the general motoring population and with the motor
organised on a private property at Aspendale where a track indusiry of the time. The industry was supporting moror
was built and a variety of cars of the time including racing 10 a considerable degree both in development of
Napiers, Tarrants, Talbots and Panhards Staged a series of - motor cars and in financial support of the individuals.
events before a large crowd. Moror racing circuits were springing up in all stares and in
In 1911 a band of enthusiasts including Mr. Jack Day, title they are probably 100 numerous 1o attempt 1o list g
Fred and Percy Cornwall and Mr. Miller staged a meeting this point. {
at Richmond Race Course using a G.W.K. and two It was in 1953 thar the appeal 10 Australians of challeng-
Mercedes cars. Hillclimb meetings were organised at g the elements came to the fore again when the Redex
W heelers Hill and Wildwood between 1911 and 1914. Vice- Company approached the Australian Sporting Car Club
toria was now the only state to run these events for in all concerning an around Australia irial. The Light Car Clup
others there were reliability trials, speed tests and of Australia had had visions of running such an evenr as
hillclimbs. 4 Jar back as 1928 bur had peen unable 1o obtain sufficient
World War I put a stop to all motor events and the Sirst Jinancial backing. Reliabitity trigls were at rthat time
Post war event was a hillclimb conducted by the R.A. cv extremely popular and with the support that was given by
at Greensborough. The Aspendale track came back into various commercial firms the initial prize pool of 500
use and all kinds of evenis were conducted there including pounds was quickly increased to 3,000 pounds. The 1953
petrol Consumpr_ion tests, 'whiz_'h were very popular in those and 1954 Redex trials are history, they captured the
days and often included in trials. imagination of evervone in Australia with full page articles
A new form of sport came ro life at about this time and being given in the newspapers daily on the progress of the
that involved the cit Y 1o city record runs with all Jorms of competitors. Even Australia House in London dressed one
car and driver combinations rushing around Australia complete window with a large size map of Australia show-
Jrom Perth to Sydney both by means of conventional ing all the main towns and cities where the rial was 10 pass
roads and in some cases overland using no roads wha- through and daily the map was changed to show the.
soever, in particular Francis Birtles in | 906 established progress of the cars.
record between Melbourne and Darwin in a Bean car. Australiun motor sport has covered u grear deal of
The R.A.C.V. was very prominent as a competition ground since those davs, it is now professional, it now has
organising body in the 1920’s and shared the honours with cnormous sums of money spent on not only promoting
the Light Car Club of Victoria later of Australia, as the events but in maintaining the vehicles and developing them
Sforemost in that Jield. About 1924 the motor-drome was meo world class performers. In so far as individuals are
built at Olympic Park in Melbourne and for several years concerned, Ausiralia has been suecessful in producing rwo
track racing was held there regularly. The track consisted World Driving Champions, while there is hope that in
of a concrete saucer and Fronty Fords, Morgans, Ballots, 1982, a round of the World Drivers C hampionship will be
Amilcars, Bugattis and the like were among the famous held here.
makes represented. Although the track was very popular Things have progressed quite a degl since Herbert
with the motor minded young people of Melbourne, it was Thompson opened the doors of his workshop and bushed
not a financial success and it was demolished in 1932. Ius car into the streets of Armadale in 1896,

During the same period two tracks were popular in NS W
at Penrith and Maroubra. At the Penrith track a snaky flar
circuit while that at Maroubra was a concrete saucer.
Maroubra was built in the sandhills surrounding thar
suburb in 1924 and was opened the follo wing year.
Muaroubra was an ovistunding success in the early vears
and lasted much longer than the Olvinpic Purk Motor-
drome in Vicroria, being eventually demaolished during the
war wien the surfuce bhegan to crumble. It s now the site
of a housing development. Races were also in the 1920°s ar
a circutt on the beach at Gerringong on the south couast of
N.S. W whilst a very popular hillclimb was thar of the
Wisemans Ferry hillclimb.

TOP GEAR



HOW IT WORKS/Ackermann linkage

{ckermann, Rudolph (1764 -183.4). Rudolph Ackermann
vas essentially a fine arts publisher and a bookseller.
Born in Stolberg, Saxony on 20 April 1764, he moved,
vith his father who was a coachbuilder and harness
maker, to Schneeberg in 1775. There he was educated
ind eventually joined his father’s business. He did not
remain there for long, visiting several German towns
ind eventually settling first in Paris and then in London.

For the first ten years of his stay in London, he was
engaged in design work for many of the principal
coachbuilders. In 1795 he married an Englishwoman
ind set up a print shop in the Strand.

Ackermann did not confine his efforts to the fine
arts alone. In 1801 he patented a method to render
paper, cloth and other substances waterproof. He
erected a factory in Chelsea and was among the first
private individuals to illuminate his business with gas.
In 1805 he was responsible for the preparation of Lord
~Nelson’s funeral car.

Between 1818 and 1820 Ackermann was occupied
with a patent for moveable carriage axles. This was to
become known as the ‘Ackermann Principle’ and is still
used on the modern motor car.

His main interests, however, were publishing and
helping the casualties of the many wars that were being
fought in those days. For his humane efforts he received
from the King of Saxony the Order of Civil Merit, but
modestly declined other awards from many of the
German towns that he subsequently visited.

In 1830 Rudolph Ackermann suffered an attack of
paralysis, which prevented him from attending to his
business. He died on 30 March 1834 in Finchley,
London, and was buried in St Clement Dances, a famous
London church.

Drrtrncker Puoisher
-ond Seering Desioner

THE SIMPLEST way to arrange vehicle steering is to
mount the front wheels on a straight axle which is
pivoted at its centre. This, obviously, is not the most
suitable method of steering a car. Nevertheless, each
wheel when following a curved path should travel in a
circle about the same centre and tangential to it.

Although famous as a
publisher of beautiful
topographical prints,
Rudolph Ackermann

retained his interest in

coachbuilding. In 1805
he was responsible for
the preparation of Lord

Nelson’s funeral car

How the Ackermann
linkage works. The

steering arms lie on radii
whose centre is often the
middle of the back axle.

When the steering is
turned, each wheel

moves about the same

centre of curve
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Rudolph Ackermann is credited with having devised
a method of geometrically correct steering. Each front
wheel is mounted on a short stub axle which pivots on
the main axle. At the backs of the stub axles are arms
which are inclined inwards to the rear. These arms are
linked together by a rod known as the track-rod. When
the track-rod is moved to the left as the vehicle is
making a right turn, the right-hand front wheel moves
through a larger angle than the left-hand wheel. This in
practice enables the right-hand wheel to describe a
smaller circle than the left-hand wheel. The opposite
applies when turning left.

This type of steering has the advantage of reducing
tyre scrub which would occur if the axle was pivoted
at its centre and both wheels turned at the same angle.

The same principle is applied on cars using inde-
pendent front suspension. The only difference is that
the steering system has to be modified by levers and
ball-joints to allow the front wheels to move up and
down independently-of each other. One method of
doing this is to use two levers mounted on the body of
the car. One of them is attached to the steering box and
the other to an idler gear. These two levers are linked
together by a track rod mounted on ball joints. Short
control rods, also mounted on ball-joints, are used
between the two fixed arms and the stub axles. This
enables the wheels to move individually up and down
without straining the steering system.

Another method of steering is by rack and pinion.
Again the ball-joints are the movable link. PM
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The Australian-American
FWD Hoskins Six

By W.J. LEWIS

(BTIl Lewis Is a research automotive
historian and modelmaker who has been
Interested for many years In under-
slung and front-drive cars.

A resident of Anaheim, Callfornia,USA,
he founded the International Assoclation of Automotive Modelers in 1951 and,
20 years later, the Riley Motor Club U.S.A., Inc., and he has contributed
articles to a number of of pubiications. BIll Lewis Is a member and a dlrect-
or of the Soclety of Automotive Historlans and Is currently serving as the
presldent of Its Southern Californlan Chapter.

Blll Lewls has generously glven approval to MOTOR MAG for the public-
atlon of this article which first appeared In the "Automobl|ist", the officlal
publication of the Automobl|ists of the Upper Hudson Valley, Inc., In New York
and we are grateful to the edltor of "Automobliist", Kelth Marvin, for also
glving permission to reproduce this materlal here. —-- Ed.)

The fact that the world's oldest surviving self-propelled road car-
riage Is drlven by Its single front wheel may only be a colncldence. On the
other hand, I+s bullder may have been wise enough to temper public ridlicule by
NOT putting the cart before the horse back In 1770.

Whatever hls reasons, one point remalns certaln, Cugnot set a thought
pattern In motlon destined to recycle hundreds of times down through auto-
motive history. Front wheel drive would never |ack for exponents with invent-
lve genlus toward solving Its complex problems, l.e., that of simultaneous|y
driving and steering a four-wheeled vehlcle through Its front hubs. The
simple pln-type unlversal Joint first served thls purpose, albelt Inadequately
from about 1899 to 1914.

A device to provide smooth and equal revolutlion from driving to
drlven components, at maximum angle of deflectlon from the stralght Iine shaft
was needed. Today we call that device a constant-veloclty universal Jolint.

George John Hosklns patented hls own answer to the problem In 1915 In
his native Australla. Glven the grandliose title of HOSKINS-SELF CENTERING-
COORD INATED~RAD 10 SPHER I CAL-GEAR-ADAPTED TO FRONT DRIVE FOR MOTOR CARS, It
embodlied true constant- veloclty featurac .

Above: G.J. Hoskins' hand-operated display model used to demonstrate the
concept of his patented axle connection for front-wheel-drive cars of 1915.
Below: A much simpiified schematic of the prototype Hoskins front wheel show-
ing how the entire drive and steering mechanism was housed within the over-
sized wheel hub. The centrellnes of drive-axle, road wheel and steering
plvots constantly Intersected the centrelines of the driving-gear-sphere at
all steering angles. (All illustrations drawn by the author of this article.)




George Hoskins was the "G" of G & C HosklIns Plpe Makers and Iron Works
who took over Australia's LIthgow Blast Furnace entity In 1907. Operations
later moved to the coastal city of Port Kembla, N.S.W., under the firm name of
Australlan Iron & Steel Pty. Ltd.

Australian Patent 17569/15 was Issued to George J. Hoskins, M.|.M.E.,
of "St.Cloud", Burwood Road, Burwood, N.S.W., on Sept. 30th,1915. HIs flrst
workling prototype car was achleved by converting an old 1911 six-cylInder
Engllsh Standard touring to front wheel drive that same year. He visualised
that the heavy underpowered old car would provide the most adverse test con-
ditlons In which to prove-out his new drive system.

An early lllusfraflon.of this vehicle plus a copy of its patent draw-
Ing 1s found In the book "Ausfrallan Cars from 1879" by Terry and Maree Gil |-
trap (Golden Press, Sydney, first published 1981). I+ Is understood that
Mr. Hosklns was more Intent upon manufacturing a front drive conversion pack-
age than makling complete new front drive automoblles.

Application for a Unlted States Patent, coverlng a more sophisticated
update of his first designs was flled Nov. 15th,1915, and granted Sept. 25th,
1917 (U.S. Patent No.1,241,118).

Some time toward the end of (or Immediately following) the first war,
Hoskins migrated to San Francisco, Callfornla, bringing along the prototype
car. A representative of "Motor West " magazine was glven an hour's demon-
stration of the car before Hoskins drove It south to Los Angeles.

"Automotive Industries" magazine of April 15th,1920, carried this
briet reference to the project: "To Build Front Drive Car —- G.J. Hoskins
of New South Wales and sons L.P. Hoskins (Leslle) and E.J. Hoskins (Edwin) are
at present In this country to develop a tfront drive for automoblles, the
Invention of the elder Hoskins. An experimental car Is being bullt In Los
Angeles."

Both Leslie and Edwin were sald to be accomplished englineers in their
own right with Leslle belng credited for the design of the new car, apart, of
course, from his father's patented drive mechanism. It Is not yet conflrmed
as to which of the several promlnent Los Angeles coachworks executed the
designs. Don Lee, Harley Earl and Martin Leach remain hign on the Iist of
suspects.

Our natlonal motor press barely kept the subject alive through May and
June of 1920 with rehashed text devold of Illustrations. References to Mr.
Hoskins' financlal positlon graduated from "Wealthy Australlan" through
"Milllonalre Australlan Inventor" to "Multi-mllllonaire Australlan Manufact-
urer" as the small Items recycled through June. "The first American car to
use use hls Invention would soon be tested" seemed a standard quip.

The six Los Angeles newspapers ot the day lIgnored the project. No-
where, Including the company pamphlets, dlscloses a street address ot the
operation. This might suggest sub-letting of assembly space perhaps within

the coachbuilder's faclliity on a temporary basis. One must also be remlnded
that the complexities of front drive, not to mention Its champlon virtues,
were |ittle understood by the public of 1920. Moreover, condemning rumour and
downright falsehoods attributed to crude past explolits didn't help matters.

Hoskins, who was Indeed an astute and wealthy businessman cum Inventor
apparently recognised the futllity of bucking heads with other would-be
Callifornla-based car makers, particularly when thelr more conventlonal-type
products were working the same territory in an effort to seduce Investor
funding.

Leach and Moreland had the bulk of Investment funds in thelr respect-
ive corporation pockets. Even the handsome Rolls-Royce- styled Callfornian
Six, reeking with conventional components, falled to galn needed production
backing. |Incidentally, the Californian used exactly the same model of six-
cylinder Beaver engine as was fitted In the new Hoskins.

G.J. widened his options by leaving for England with his old British
Standard conversion In tow. HIs sons were left to circulate the new car in
what was hoped to be greener than Californian pastures. Two promotional
brochures of the project dealt primarily with the axle design. The first
tlyer (believed to be of Australlan printing) extoled the past performance anc
safety record of the converted Standard touring, 18,000 of its 20,000 road
miles In Australla having been achleved In perfect satety at up to 48 m.p.h.
on bald tyres. |llustrations of a manually-operated display model of the
HoéIT;; universal connector were also presented In the flyer.

Photographs of the California-built Hosklns touring plus second chas-
sis (rumoured to have eventually been roadster-bodled) first appeared In the
August 15th, 1920, issue of the elusive "Motor West" magazine. The second
brochure, featuring thls car, apparently origlnated In "Motor West"'s print
shop as no other published pictures of the car have been found.

By the end of August, or early September,1920, the Hoskins brothers
set out for San Franclisco carrylng a palr of rear seat passengers, one George
J. laurence reputedly "of Elgin Motor Co. fame" belng jJjolned by an unnamed
englineer from the same Argo, lll., flrm.

The tirst leg of thelr trip toward Chicago was easy golng. Californ-
la road condltlons ranged from 25 to 30 foot wide cement hlighway, Tarvia
surface, or at the very least well graded and olled gravel. Travel eastward
from Oakland was an entirely different story In those days. Our transcontin-
ental route, The Lincoln Highway, couldn't be classified as a "real road" for
another seven or eight years between callfornia's mountains and Omaha.

Having made the long climb plus the very steep and dangerous eastside descent
of the Slerras, the travellers faced a recently raln-soaked Nevada desert.

A recounting of the journey appeared In the Jan. 1st,1921, Issue of
"The Motor In Australla™ magazine. According to Mr. Laurence's comments
therein, the entire trip from Los Angeles to Chlcago took 12 days and 30 min-
utes for a recorded distarice of 2,857 mlles, about 225 mlles longer than
today's super highways provide point to point.

The car Itself weighed a hefty 4,755Ibs. which increased to 6,075 Ibs.
with passengers, luggage and the ever-present emergency repalr equipment
aboard. Only the most nalve automobl|ist (or downright fool) would attempt
such a trip without the latter 1tems In abundance In the early twenties.

Bogged down In up to two feet of alkall-gumbo somewhere east of Reno,
the young Aussles must have felt twinges of homesickness. Thelr lonely plight
certainly mirrored belng gumbo-stuck somewhere east of Alice Springs In the



At one unspecified point of the journey, the rain-soaked Lincoln High-
way dissolved, plunging the car into a ravine.

Despite suffering a cracked chassls In the mishap, the car's front
drive was credited with saving the day. Its powered maneuverabl|lty during
the sudden surprise descent, It was clalimed, prevented a disastrous roll-over.
Moreover, Its dlrectional varlablllty of tractive effort enabled the car to
climb back on to the route under Its own power.

The Hosklins touring did eventually reach Chicago but what happened to
I+ after that remalns a mystery. |t seems doubtful that George Laurence could
have succeeded In persuading the financlally-alling Elgin Motor Co. Into fur-
ther involvement. Where did Edwln'and Leslle Hoskins, the car, and perhaps
Laurence go next?

Meanwhlle, Hoskins senifor, still in England, succeeded at getting a
road test of hls elderly prototype published In the Dec. 3rd, 1921, Issue of
"The Autocar" magazine. Plctured as the old dark-coloured Standard touring,
the text noted that the car had been rebodied In fully-enclosed saloon form
before the roadtest. No pictures as yet. Other photographs, in Montagu
Museum flles, show the same touring palnted white at one point of Its stay In
England.

Fully detalled specifications of the Callfornia-bullt Hoskins cars do
not appear to have existed. We can be falrly certaln thet they were bullt to
effectively demonstrate the drive system as a conversion unit. This Is
evidenced by the fact the englines were not turned around In the chassis in
keeping with the usual front drive practice.

A power take-otff, at the rear of the gearbox connected to a short
drive shatt extending forward beneath the engine to a worm drive differentlal
under the radiator. As a conversion system, It was sald to be applicable to
any pleasure car or light truckof comparable size. In that ITght, both the
original drive shaft and rear axle assembly would be removed. A dead-beam

rear axle would then be attached to exlIsting rear springs and the Job was done:

Oddly enough, no mention was ever made toward thoughts of four-wheel-drive
adaptation.

The Los Angeles-bullt Hoskin was by no means the first such conversion
concept developed. Nelther was It the first front drive car to be prototyped

Homer Laughlin's 1917 paradox even included pinless unlversals in Its
front axle. Its V-8 engine, hampered by archalc friction transmission and
double chaln drive to the front hubs kept 1ts highway sorties pretty well
within the clity Iimits.

The large, rugged and handsome Hosklins, on the other hand, logged a
page Into the phantom record book of front wheel drive hlstory. One wonders
If the HosklIns brothers reallsed that thelr 2857-mlle trek marked a first In
the long-distance testing of the constant veloclty drive axle concept for
front wheel drive passenger cars. Unfortunately, thelr effort may have also
been the most arduous tour into oblivion ever accomplished In 12 days and 30
minutes. Six decades later, front wheel drive (with [+s smooth and snapless
sllp Joints) became the "newly dlscovered"” pattern of automoblle manufacture
throughout the world. From “Motor Mag*
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In Spring, tradition (and body chemistry) tells us, a young
mans fancy turns to romance - and, if he hoppens to be reading
this, there’s a good chance that his otherwise flawless cha-
racter has one severe handicap - and chances are that he will
arrive at her door driving it! /

So there he is, nattily attired, neatly combed, reasonably
clean (except for the grease under the fingernails) and bent
on an evening of tenderness and romance. He parks the Moggie
where it shows off its best side (the one that the bonnet fits
best AND the door LOOKS shut when it IS shut). He blips the
throttle ond switches off the fierce 1600 thrashing cc's,
whilst mentally cursing the damn great steering wheel which
defies all efforts to make a real cool impression by climbing
straight out OVER the cutaway door (but really abusing him-
self for not having fixed the racing clearances in the hinges,
and lubeing the catch so it doesn’t sound quite so home-made).

The Sweet Young Thing, meanwhile, has heard the exhaust
racap and, breathless, peeks out the window .... “Oh, NOI! -
He's got the top down again.”

And so another skirmish in the Bottle of the Sexes begins.
In one corner you have the Morganeer - powerless to resist a
cool spring evening with his head (and right elbow) stuck in
the icy slipstream, while in the other corner, the Sweet
Young Thing, who, at the cost of much gold and many hours, has
jUst hadi'herihain done . ... and she needs a blast in an open
car about as much as she needs o cement mixer full of owls.
But she won’'t admit it. No, she’ll sit there, glare balefully
through running eyes, knowning he is completely oblivious to
the fact that her hair-do is assuming the appearance of a
low-rise housing project for destitute mice.

Boiled down to basics, most females hate sportscars -
having once experienced TRAVELLING in one. Oh, sure, they're
GREAT to be seen in - stationary, by the curb, at the beach,
in mid-summer sun, OCCASIONALLY. But, mostly they’'re too
windy, too cold, (too hot), too noisy, too fast, and mainly,
too hard on the bottom, No doubt about it - your Moggie makes



a GREAT first impression, but in the long run, with the aver-
age female, you’'d be better of with a Holden Traumatic, with
bench seat and air-conditioning.

Iits that' "First impression’ ' thing#iMcan t&Figu ke out!

I mean, she should KNOW that the cute little sportscar is
going tc shake her to the very roots of her being - like -

she wouldn’t REALLY expect HIM to be driving a putterbomb -
would she? - and yet she wants to go for a ride anyway, so ...

Way back when, I had an MG TC - 20 years old, it was, and
[Mraid 300 quiid fort it (and got more!funtiolit fofitit ‘tham!'l
ever had IN it!) “Oh - wow”, she said, “an MG!” and before I
knew it, she was clambering in the passenger seat - with the
battery. It wasn’t much really, but its long bonnet, sweeping
mudguards really looked the part. Mind you, the only thing
keeping it together was the diagbolically clever application
of No.8 fencing wire and faith.

Anyway, to make a long story tolerable, the young lady
found to her horror, that o gay 20 mile jaunt in the sun -
blistering sun - in harsh noisy rough riding MG was exactly
like going to hell in a berserk egg blender - shells and all.

Nor does our Sweet Young Thing ever seem to predetermine
the dynamics involved in getting out of something like a
Morgan in front of a crowd - while wearing a miniskirt -
until she has tried it once then you will cease to be a
dashing young man and become henceforth a Dirty Old Man.
“Only came round to help me out? Help, Hell”.

Even such simple joys as having hot black engine oil drip
reassuringly onto her white slacks from the self-unwinding
union behind the gauge - or having the pneumatic seat cushion
deflate with quaint regularity fails to amuse, and then the
last straw is her failure to appreciate why you don’t put the
top up - seeing as it is soooo cooold after that show in town,
(because you have neglected to tell her that it takes three
stout men and true the better part of an hour - assuming the
day is warm enough to render the fabric pliable - assuming
yeUseven brought, it .. . NIDNE o sl assuming vyou even brought
the windscreen!

Mestl e take's 'a rather. rare type of girl to mix it with
the Average Morganeer, and I’ve found, in my travels, that
she generally runs to a type. She has acquires/made a bonnet/
scarf she wears to withstand gale force winds, doesn’t object
tollsdndiinMneslcdrink " produces o pichic lunch at the jdnop .of
a hat, and will go anywhere and try anything once - as long
Ggsiveu ane 'thene. Bshe s right there with you at 1 a.m. getting
the Latest Issue ready to post, laughs and gives you a kiss
when you surprise her with a pair of Webers for her birthday,

and doesn’t go too lemony at the suggestion that this years
DY) S ale) e e/ o)

holiday money would be just enough for a new paint job. She's
a natural beauty, and has a pretty name, and finding her is
easy - oll you have to do is have your Mog in the right place
(where it shows off its best side) at the right time. With the
top ‘down. ‘In-Augusti "In the'.rain'.

She'll be the one who wants to go for a ride!

(Borrowed from the 'Morgan Ear’)

_— ——
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Pedigree Porsche

The Porsche 911, buffs agree, is the world’s most

quintessentially sporting sports car — sinuously

styled and blisteringly quick. By David Taylor

t seems incredible, but the classic
Porsche 911 has been with us for over
20 years now. But then again, that’s
nothing. The 911’s designer, Herr
Doktor Ingenieur Ferdinand Porsche,
is_himself over 75 years old — and
still bats about Bavaria in a unique,
extra-long Porsche 9288S.

Motoring masterpieces seem to
have a habit of running in the family:
Porsche’s father, who founded the
company in the 1930s, designed the
Volkswagen Beetle. In 1950 his son
made the first sports car to bear the
family name — the 356 — and today
Messrs Porsche turn out annually
more than 45,000 fast cars for rich
people, turning over some 2,500 mil-
lion Deutschemarks (about $A1250
million) in the process.

Cognoscenti insist that there has
never been anything to touch the
*vergreen 911 — until the announce-
nent at the last Geneva Show of
Porsche’s latest model, the 240kph
)44 Turbo (due in Australia at the end
f this year).

Now, if you have upwards of
50,000 to spend on a pedigree
>orsche — well, it’s so hard to decide
vhich model to buy.

With the possible exception of
larlene Dietrich, it is doubtful
'hether any classier chassis than the

11 has ever more forcibly and con-
incingly demonstrated thoroughbred
eutonic stylishness.
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Impassioned Porsche converts in-
sist that no one, not Ferrari or
Mercedes-Benz, not Aston Martin or
Jaguar, not Lotus or Lamborghini,
can hold a sparkplug to the house of
Zuffenhausen in the exacting craft of
making luxuriously muscular sports
cars look the classic part.

The crouching 911 is handmade —
and it shows. The precise fit of the
streamlined panels and the quality of
finish are second to none. Realists
might only wish to add that the effort
required to drive the car properly has
few rivals either.

It’s tricky to drive a Porsche 911 at
all, never mind to drive it smoothly.
The engine, a 3.2-litre flat six with
231bhp to hand, is positioned right at
the back and never lets you forget it.
The longthrow gearbox and even
longerthrow clutch can demand a
stevedore’s touch under pressure. The
unassisted steering helps drivers to
develop biceps that would do Popeye
proud. Over rough surfaces, you have
a rough ride. And while the ultimate
limits of the 911’s grip and poise are
very high indeed, so is your pulse like-
ly to be if ever you get anywhere near
those limits.

Porsche are well aware of the fact
that, looked at objectively, their 911 is
crazily out of date. Yet they can
scarcely ignore the fact that it contin-
ues to sell better than ever, nor are
they likely to forget the stink which
enthusiasts created when, half a
dozen years ago, Porsche tentatively
suggested that the model might even

give way to their far more up-to-date
and refined 928s.

Diehard Porscheniks seem to see
the bulkier 928s as a car to keep in re-
serve for their staid retirement, a car
for the fainthearts who must have
automatic transmission as an option
or who like the extra safety margin of
anti-lock brakes. All Porsche owners
are fiercely loyal to the marque (over
half come back for more) but 911 own-
ers tend to be obsessively committed
to the 911 experience and two-thirds
of them buy another. They much pre-
fer the gutsy growl of the boxer six at
full tilt to being able to hear the in-car
stereo. They relish the tease of keep-
ing the beast tamed at the 911’s ex-
tremes of performance. And they
don’t seem to mind a bit if the wheel
obscures the instruments, if the
switchgear is all over the place, or if
long journeys give them back-ache.
There just isn’t another car with com-
parable feel.

What there is, or at any rate now
soon will be, is one other car with a
totally different feel but with much
the same performance for much the
same price. And that’s the new
turbocharged 944.

The upstart’s history is quite dif-
ferent. It began with Porsche’s ill-
starred attempt in the 1970s to build a
budget sports coupé on behalf of
Volkswagen-Audi. The project didn’t
work out at all as originally intended,

but was salvaged by Porsche to be-
come their small-fry 924. That was —
and indeed still is — a cracker of a
small sports car but it wasn’t quite,
ahem, proper for the Porscheniks to
be seen in a car whose engine had
once done service in a VW van.

So the Porsche 944 was derived,
bigger, better-engined, bridging the
price gap between the little nipper
and its old uncle, the 911.

It is a far more civilised car to
drive with an ultra-smooth 4-cylinder
2.5 litre fit to shame many sixes, de-
liciously snitchy box and taut, yet for-
giving suspension. In its new
turbocharged trim, lag-free boost is
delivered from as few as 2000rpm and
60mph comes up from rest in a frac-
tion over six seconds. That is within
0.2 seconds of the 911's time, yet
achieved amidst utterly different sen-
sations of speed.

Porsche positively drool about it.
The 944 Turbo is the most powerful
four-cylinder  high  performance
sports car they’ve ever built and will
deliver its 220bhp with or without an
exhaust catalytic converter. It is also
blissfully aerodynamic, they go on,
with a drag factor of 0.33 which re-
flects in a 120kph figure on the right
side of 30.

It looks terrific. And who, they
wonder, can match their experience
with turbocharging? The blown 911,
which now goes back more than 10



years, is still the one to beat for over-
all smoothness of power delivery
across the revs range, they suggest,
and few would quibble with that. But
just wait until you try its effect on the
previously comparatively tame 944,
And — good grief — you can even see
the instruments.

It is, of course, the Americans who
will be at the front of the queue. The
USA is traditionally Porsche’s biggest
market and takes something like half
of total production. The recent weak-
ness of the D-mark against the Ameri-
can dollar has done sales no harm
and, despite a regrettable recent bust-
up with their US distributors (over a
plan to make them mere agents),
Porsche are still looking at a sharp
upturn in American demand. There is,
moreover, a flourishing business in
“grey imports” — small operators
bringing in cars which do not con-
form to US standards and selling
them cheaply to the annoyance of
everyone except the eager customers.

The UK is Porsche’s second-best
export market (Australia, by the way,
1s eighth). In a recent survey of Brit-
ish motorists, Porsche came out on
top as the car they'd most like to own.

Demand is also brisk at home in
Germany and, one way and another,
Porsche’s recent expansion has been
as spectacular as have been the
family rows over managing that suc-
cess. Turnover all but doubled be-
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tween 81/82 and 82/83 and last year
the Porsches for the first time offered
stock on the Frankfurt Exchange.

Later this year will come a new
version of the baby 924 to be fitted
with a slightly meeker version of the
944’s engine designed to cope with
low-octane fuel. On the other hand
they’re also working on a 928 with no
fewer than 5 litres and a 3.3 litre,
235bhp version of — you guessed it —
the 911.

For buckets of bodywork appeal
and bone-snapping performance,
Herr Doktor Ferdinand’s extraordi-
nary cars are still as hard to match as
they were when they were only made
by the handful. Fortunately for en-
thusiasts, neither the cars nor their
septuagenarian inspiration show any
signs of slowing up.

David Taylor is a motoring buff who
writes regularly for Punch and also
British Airways High Life, which first
published this article.
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A WESSEX TALE

(OR THE OLD ONES ARE THE BEST)

By THOMAS HARDLY

Seein’ as ‘ow it were Spring I thought 1'd go down to the
ford and sit on the wall. You know it do tickle they tourists
when they do see some local dressed in his smock fall back’-
dird's o T fltth ik wa i

Well, I were sat there last Sat’day af’ernoon when I ‘ears
this burblin sound an’ up comes this ’‘ere old fashion car with
this bloke an{ this fancyillioekiindibiind isat in it. B ‘Ereushe
were a crackin’ bit ofifSEUFTEmI I EEbeiin " o hot May'day 'er
weren’'t wearin’ enough to cover the fact as ‘ow she could’ve
put George’'s milkers to shame. 'E looked a bit of a twit
though. You've seen the sort, no chin, suade potches on ‘is
jumper an’ all that. Bet ‘e got a pair a green wellies too,

an’ ‘e never shovelled ...in ‘is life. Funny car too it were,
‘ad no roof so it must’ve been pretty old.
“lI say.my man” ‘e says to I. "Are you the village idiot2"”
‘BN = ol S ks BT donitl Like! ithis, Gun, at ol
[l was” saytilEgUnckelaisiioM L ashif it i I o gt Ve reli

"Oh John” chirps the bird, “isn’t he sweet?2”

‘Whatukindwofitmoterbelthatlisql ires s ays i

“Mhis my many @t thelre!™e goesilagainf thought I, ‘1’11l 'ave
‘e loten bt Rl downlidead. il Ndomn g

“This my man is a Morgan Plus Eight”.

Well ‘e must’ve thought I were proper stupid, any damn fool
knows as 'ow a Morgan be one of they spindly little things
with 3 wheels an’ a motor bike engine stuck on the front. You
know the sort what used to go in for they trials before the
war, when the lads an’ I used to pour oil an’ that on they
"ills what they did try to get up. Mind you they was pretty
good all the same.

"What I wish to know is this” says Mr. Toffee-nose, is this
the road to the Greyhound at Staople Fitzpaine and how deep is
the ford? You must understand that I have just spent six months
cleaning the car and as this is the first time I have driven
it this year I do not wish to get it wet”.

“Well” says I, "tis the right road for: the Greyhoundiian
the ford is about 4 inches”.

“"Did you hear that Samantha, the bumpkin says the ford's
only 4 inches deep. If I drive slowly we will only get the
tyres wet”.

‘That bloody does ti‘ I thought.

Weall Mr i P i o~ R e L S S RO o e e S v B oS g s






