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The ‘Glacier Grenade’ was one of the first successful British dragsters, and was built by the Guildford based
automotive engineer Russ Carpenter. In the early 1970’s, he chose a Daimler 2.5 litre V8 engine as being the only
British ‘hemi engine’ available (i.e. With a hemi-spherical combustion chamber which is the most efficient form). This
is the same engine as used in the Daimler SP250 ‘dart’ sports car and the V8-250 saloon car. The standard engine
produced a respectable 140bhp, and could cover a ¼ mile in 24 seconds. Russ carpenter developed the engine, with
help of a supercharger, nitro-methane fuel, and a semi-automatic gearbox to achieve 1,400bhp, which allowed the
dragster to cover a ¼ mile in 7 seconds at 179mph! He campaigned the car successfully for many years against much
larger engined American dragsters.

Santa Pod raceway in the 1970’s.
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CHAIRMAN'S CHATTER
Hi Everyone,
I am writing this a bit early this month as our editor, who deserves all of our thanks, is off for a short break. There is
breaking news on the television as our prime minister announces that she will be leaving her job - it makes you
realise that things move on at a pace; so we all wait in anticipation wondering who the next one will be, but
whoever it is they will be on a hiding to nothing.
It was refreshing last month to read the exploits of Ron & Tib Axon when they were on board their beloved
Morgan, and I can imagine Tib cringing as Ron was demanding more and more revs from the poor old
Matchless V twin. There must be quite a few more of you who could reminisce and bring us a few more
stories, so come along all of you, put pen to paper and share your stories with us all!!
Well that's me done for this month so you all Ride and Drive with care. Doug.

CREAM TEA RUN
Time is moving on, so if you would like to join us on this annual run then please fill out the form in the
newsletter and get it back to us as soon as possible. We look forward to another good turn out with your
support. Mo.

NORTON FACTORY TOUR.
After continually trying to pin down someone at Norton who could give me the information that I required to
put a date together and make some definite plans, I eventually managed to get hold of the man who does it
all. As I said before, they are hoping to move into a new factory which will improve the experience greatly, and
bearing this in mind we came up with a date that will ensure that the new factory will be up and running.
So now it’s up to you. The date of the tour is Friday September 20th - it has to be a Friday as that is the only day
that they do tours - also there is no need for an early start as the tour will not begin until 3pm.
As I stated in the last newsletter, I will need to have names of anyone interested as soon as possible, so PLEASE
let me know. Just a reminder that if I can get 22 people the cost will be £41.50, and if we could get 30 of us
then it will be £37.00, which includes the £15.00 for the tour itself.
Doug.

SNIPPETS FROM THE FBHVC NEWSLETTER
JOHN HAYNES O.B.E. by David Burke
Very few car enthusiasts do not have a Haynes Manual on their bookshelves. The man responsible for their
introduction, John Haynes, O.B.E. died peacefully on 8 February aged 80. John was born in Ceylon and aged 12 he
came to Britain with his brother, David, to attend boarding school in Kent. He persuaded his House Master to skip
rugby and spent his time converting an Austin Seven into a lightweight Austin Seven ‘Special’. He sold the car and
made a profit. He had received 150 replies to his advert so he decided to print a booklet ‘Building a 750 Special’
showing how he had done the conversion. The first print of 250 sold out within 10 days.
John served in the Royal Air Force he expanded his business skills in Logistics and raced several race cars which he
had developed. It was in the RAF whilst serving in Aden he helped a colleague rebuild a ‘Frogeye’ Austin-Healey
Sprite. John realised the official manual was not designed for the average car owner. He bought a camera and
painstakingly photographed every aspect of the rebuild. The first Haynes Manual for the Sprite was published in
1966 and the first print order of 3,000 sold out within 3 months. From that beginning over 200 million Haynes
Manuals have been sold around the globe. John developed his publishing business into a listed Public Company on
the Stock Exchange. He was awarded an OBE in 1995 for services to publishing.
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In 2005 John was awarded an honorary degree of Master of the Open University. He received this accolade in
Cheltenham where my daughter was receiving her O.U. degree. I was able to meet John after the ceremony... We
talked about the Classic Car movement and the popular Haynes Motor Museum in Somerset which he had founded.
John’s publishing success meant that he was able to enjoy his passion for cars, and he became a prolific collector. In
1985 he founded the Haynes International Motor Museum in Sparkford, Somerset as an Educational Charitable
Trust, bequeathing his collection of 30 cars to the charity to be held for the benefit of the nation. John continued to
support the museum charity throughout his life by donating cars and funding its growth. Thanks to his support the
museum has grown and now displays more than 400 vehicles and is enjoyed by over 125,000 people a year.
John handed over both business and museum activities to his family members in later years but always maintained
his interest. The Museum had a major development in April 2016 when I attended the official opening of the superb
Haynes International Motor Museum.

MOT REMINDER
This is we think a good place to provide two reminders about MOT exempt ‘historic’ vehicles:(a) If your vehicle has indeed undergone substantial change in the past thirty years, the vehicle is legally not exempt.
Neither making an incorrect declaration at the time of taxing the vehicle, or failing to take an MOT test when due
will affect the position. You remain at risk.
(b) We all have an ongoing obligation to keep our historic vehicles roadworthy. How we choose to do that, whether
by taking a voluntary test or by some other method of inspection, is our judgement for exempt vehicles. Simply
assuming everything is OK is not a satisfactory method.

HONDA CB750 50th ANNIVERSARY – ‘50 years ago, Honda unveiled the CB750 and changed
motorcycling’ by Mark Gardiner.

1969 CB750K0.
The revolution came late to the motorcycle industry, but when the Honda CB750 was unveiled at the Tokyo Motor
Show that November, it changed the world of motorcycles forever. In the mythology of the CB750, many stories are
told about the genesis of the model. Some people say that Soichiro Honda himself realized the company needed to
make a much bigger bike when he was traveling in Europe and saw a motorcycle cop on a Triumph. “What’s that
small Triumph?” he wondered, until he realized it wasn’t the bike that was small, but the cop who was so much
bigger than any Japanese test rider.
As that story goes, Hansen was in Japan for meetings with Mr. Honda. On a tour of the factory, Hansen was denied
entry into one particular R&D area. He was told that there was a “secret motor” being developed in there. Later that
day, he asked about the project over lunch with Soichiro Honda, who smiled and said they were working on “the king
of motorcycles.”
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Hansen knew that Honda had a 600 cc twin-cylinder auto engine, and he was worried the company planned to use
that as the basis for a Bonneville-beater. But he also knew that Triumph and BSA had a 750 cc triple motor ready to
go; the only reason they hadn’t commercialized it was that Triumph was already selling all the Bonnevilles it could
make in the U.S. market.
Hansen told Mr. Honda, “It better not be a twin!”
“Why do you say that?” Mr. Honda asked.
Hansen had a gut feeling the British triples would soon hit the market, and made a daring suggestion, “It should be a
four!”
Mr. Honda nodded and said, “We have experience making four-cylinder motors for racing.”
Hansen probably did influence the design, but the single person most responsible for the CB750 was a senior Honda
engineer named Yoshiro Harada. Harada had designed Honda’s largest bike to date, the CB450 twin. That model was
introduced in 1965. The arrival of the "Black Bomber" 450 struck fear into the British manufacturers and it hurt the
British in their domestic market. However, the CB450, despite being sharply priced, didn’t sell as well stateside.
Yoshiro Harada toured the United States in 1967, hoping to inspire Honda dealers to sell more CB450s to American
riders. Instead, it was the dealers who influenced Harada. They convinced him that Americans wanted torque more
than horsepower and, as such, that there was no replacement for displacement. Just as important, Harada viscerally
experienced the vastness of the American landscape on that extended road trip. He returned to Japan convinced
that while the CB450 was plenty big enough for the Japanese domestic market and Europe, his American dealers
were right. Harada didn’t actually get approval to develop a new four-cylinder motor until February of 1968. By then,
BSA must nearly have had an assembly line for 750 cc triples up and running at its Small Heath factory. But Honda
had recently made a big investment in computers, and Harada’s secret project made far greater use of computerassisted design than ever before, which sped the process.

Four-into-four exhausts emphasized the four-cylinder engine. A disc brake was one of the most important advancements.
1969 Honda CB750K0. James Tyler Reed photos.

The core team was small. At the beginning, only about 20 people worked on "Project 300" full-time. Harada’s design
brief, however, was sweeping. He wanted:
 A four-cylinder motor that evoked Honda’s Grand Prix racers
 A stable, reliable cruising speed of up to 100 miles per hour
 Brakes capable of rapid and repeated stopping from high speeds
 Minimal vibration and noise in order to reduce rider fatigue during rides
 Comfortable ergonomics
 Improved standard of quality for lighting, switchgear, and all controls
 Extended service intervals
 And the whole thing had to be affordable to mass produce
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Within six months, Harada’s team had prototyped a four-cylinder motor, which was tested in a CB450 chassis.The
test mule was fast. One of Harada’s last big decisions was how to slow it down. While most of the early prototypes
had a drum brake, he felt that a disc brake was a better alternative. By that time, disc brakes had been proven in
race settings, and Lockhart sold an aftermarket disc brake and master cylinder that Harada had tried on a 450. It
worked well but available brake pads all wore too quickly to meet his service-interval targets.
Harada knew that Honda had committed to unveiling the CB750 at the Tokyo Motor Show in November, and
furthermore to have the first 750-Fours on dealer floors the following spring. That schedule was determined by a
business strategy, which was to prevent the Triumph and BSA triples from ever getting a secure foothold in the key
American market. His dilemma was, he could choose a proven drum brake, which was after all what the Triumph and
BSA triples had. A drum brake would not require much more testing, and would probably not present any
manufacturing challenges. A disc brake would work better, and could easily be mocked up in time for the Tokyo
show, but how long would it take to develop brake pads with the right combination of friction and wear? It could
delay production.
Harada presented both options to Soichiro Honda, who unhesitatingly chose the disc. Honda displayed a remarkably
complete and production-looking CB750 on its stand in Tokyo, and the sight of it brought the motorcycle world to a
standstill. In hindsight, Honda was right to fit the show bike with a disc brake; that feature generated almost as much
buzz as the across-the-frame four-cylinder motor — a type of motor that was familiar to race fans, and which had
been used in a few limited-production bikes in Europe, but which had never been mass-produced for the motorcycle
market.
The American market was the key, and the next big PR event took place the following January in Las Vegas, when
American Honda Motor Company held its first big dealer meeting. Even Soichiro Honda was there, which was a big
deal because he really didn’t like to leave the factory. When AHM president Kihachiro Kawashima told the
assembled dealers that the retail price would be $1,295, they burst into spontaneous applause; that was more than
$1,000 less than any possible rival. Dealers immediately clamored for them — and Kawashima quickly raised the
MSRP to $1,495! As a bonus, the announcement had the desired effect of slowing orders for the Triumph and BSA
triples. Although few people realized it at the time, the impact of showing the CB750 in Tokyo and Vegas caused
Kawasaki to immediately stop a secret project it had in the works, which was also a four-cylinder 750. (Kawasaki
went back to the drawing board and, a few years later, introduced the 903 cc Z1.)
The response from dealers put Harada under even more pressure. He had to supervise the creation of an assembly
line (actually, two lines) and fast-track the final stages of prototype and early production testing, especially the
normally time-consuming reliability tests. That procedure began immediately after the Las Vegas dealer show. In
fact, the three prototypes Honda had flown to Vegas stayed right in Nevada, where a team of Honda engineers
(accompanied by a few AHM technical staff) immediately rode them, revving the crap out them, for 5,000 miles over
five days. The bikes, and Japanese and American technical staff, then flew back to Japan for much more reliability
testing. I’ve read that even at this point the engineering team was only about 60 people.

Instrumentation doesn't come much cleaner than this.

Early sandcast engines like this one bring big money today.

1969 Honda CB750K0. James Tyler Reed photos.
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The manufacturing process illustrated another aspect of Harada’s design genius: Sure, the four-cylinder layout was
inspired by Honda’s Grand Prix racers, but those motorcycles had pressed-up cranks rolling on needle bearings, and
gear-driven, dual-overhead-cam, four-valve heads. By contrast and for simplicity, the CB750 had one-piece crank
running in plain bearings, and a single chain-driven cam operating two valves per cylinder.
Honda’s factory in Saitama built an assembly line for motors, which were sent to Hamamatsu, where the rolling
chassis were made. The first true production CB750K0 rolled off the line on March 15, 1969. There was all the usual
pain getting the lines up and running. At first, they were lucky to crate five bikes a day. But the flood of orders
immediately meant that Honda could justify whatever it took to increase production. The initial forecast called for
1,500 bikes in 1969; by the end of the year Honda was shipping 1,500 a month. Honda made few changes to the
CB750 until the 1976 Honda CB750A with a semi-automatic transmission was introduced.
The Triumph Trident and BSA Rocket 3 did beat the CB750 into the U.S. market, as Hansen had foretold. But the
Honda had a disc brake, electric start, and a five-speed box with left-side shift, which were all popular with U.S.
customers. And, it cost much less. No single thing killed off the once-great British motorcycle industry, but the single
biggest thing was the 750-Four. Around the time Honda dealers saw the CB750 in Vegas, Harley-Davidson’s
controlling shareholders saw the writing on the wall. They sought the protection (and cash flow) of a bigger
company.
Rodney C. Gott, the chairman of AMF and a lifelong Harley fan, came to the rescue. Although AMF is now reviled by
the brotherhood of the bar and shield, I think it’s fair to say that in the first few years, Gott invested in the brand and
modernized production. But Honda took too large a share of the U.S. market for large-displacement cycles, and
when AMF couldn’t see a way forward, it tried to increase production without additional investment, which led to
quality problems. That made Harleys look like even worse values compared to Hondas.
The CB750 crippled some companies, for sure. But the bigger impacts were on the marketplace, where it completely
changed customer expectations, and among Honda’s surviving rivals, who were forced to accept that the bar had
been permanently raised. Foremost among those responses: In 1972, Kawasaki released the Z1 with dual overhead
cams and a displacement of 903 cc. It became the new king of motorcycles, and Honda didn’t even really respond,
perhaps because by then the company was focused on the new Civic car.
European manufacturers like Ducati and BMW couldn’t hope to compete with the Japanese on price, but Ducati
upped its performance game with the bevel-drive, desmo 750GT in 1971. Then, in 1973, BMW presented the speedy,
solid, and surprisingly stylish R90S. Suzuki clung too long to two-stroke technology and then took a huge risk,
introducing the RE5 "Wankel" in 1974. That was a foolish gamble, but when the company finally released its own
across-the-frame four-stroke four-cylinder GS750 in 1977, it was probably the best-handling of the big Japanese
bikes. Ironically, Harada had told the original CB750 design team that they’d produce a single-cam version for about
three years, then upgrade to a twin-cam design. Honda didn’t fit a twin-cam head until 1978.
Whether the CB750 was the very first superbike is arguable. (If you want to make that case for the Norton
Commando, I won’t fight you.) But what’s certain is that it was the first affordable, reliable superbike. It did to the
post-war motorcycle industry what the Model T had done to the pre-war auto industry. Which is to say, it changed
the entire market from that moment it was unveiled, 50 years ago.

CALENDER OF FORTHCOMING EVENTS
June 22nd/23rd – Shepton Mallet Classic Car Show.
July 7th - Cream Tea Run.
July 9th - Car Club - Bingo.
August 9th to 11th - Purbeck Rally.
August 13th - Car Club - Auction.
Sept 10th - Car Club - Talk by Kay Townsend: ‘Fairground Life Behind The Sideshows’, including a Film.
October 8th - Car Club - Baked Spud Night.
November 12th - Car Club AGM (this is the one not to be missed).
December 10th - Car Club - Christmas Bingo.
December 21st - Christmas Dinner at Bloxworth.
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WVPC COMMITTEE MEMBERS
Chairman – Doug Cronk - duggcronk@btinternet.com - 01202 895387
Secretary – Janet Palmer – familypalmer29@hotmail.com
Treasurer – Dennis Jones. Treasurer’s support – Christine Jones.
Membership Secretary - Christine Fletcher.
Website Co-ordinator - Dennis Jones – djones49@talktalk.net
Motorcycle Section – Colin Baker - bikes@wvpc.org.uk
Events Co-ordinator – Peter Fletcher.
Committee members – Mo Cronk.

SHEPTON MALLET CLASSIC CAR SHOW – 22nd/23rd June
The WVPC will be having a club stand at the Classic Car Show at Shepton Mallet on 22/23 June. The theme for
the stand will be 'A trip down memory lane, 1960’s style'.
If any club members have any 1960’s memorabilia, decorations, publications, posters or props which they
would be willing to lend for the weekend we would be very grateful. Please contact Janet on 01202 575521 or
Christine on 07886 336749. Thank you.
Janet.

CREAM TEA RUN.
At last we have managed to pin down a date for the cream tea run after being let down twice at different
venues so here are the details: The date is July 7th and the venue is the Holmsley Tea Rooms in the New
Forest. If you would like to come along then please fill out the form below.

CREAM TEA RUN.
The run will start at the Cobhams Club at around 1.30pm and arrive at the venue around 3.00pm, so could you
arrive at Cobham about 1 o/clock, which will give you time to catch your breath, collect your details for the
run, and have a chat.
The cost of a tea is £5.50 per person, and I can assure you it’s well worth it.

Name_________________________________________ My order for_______ cream tea/s @ £5.50.

Membership No_____________________ Registration No_________________

You can either pay one of us at club night or send a cheque made payable to The Wessex Vehicle Preservation
Club Ltd, to the following address - 91, Pinehurst Park, West-Moors, Dorset, BH22 0BP. As always, without
your support we would not be able to do this sort of thing so thank you in advance.
Mo & Doug.
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