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Welcome   
 

Welcome to this latest edition of The Oz Vinc ent Review .  Front Cover shows one time Vincent 
racing specialist Bill Thomas leaving the line at the Vincent Owners Club òTwisty Sprintó at 
Curborough on July 31, 1977.  He is riding a much modified 499cc Comet.  Up till that time he 
used a 998cc Vincent twin; and sai d that he missed the power.  
 
If you have received this copy of OVR indirectly from another reader you can easily have your 
very own future editions ; simply  click on this link   to register for your free subscription . 
 
 

Finally, to access the OVR archive from any device , simply go to    https://goo.gl/jZkiFb  

 
Melbourne, Australia.  
Email:  OVR@optusnet.com.au    

 

 

Letters To The Editor  
 

Hi Martyn  
 
Just reading your OZ Vincent review #36 and 
the Bonhamõs auction results.   Sorry, but you 
got the first one wrong. It was not an HRD head 
lamp, but an HRD bar  lamp done in stained 
glass.   I made two of them a few years ago and 
hung one in my ba r and the other got sold.   It 
was that  other one that went in the auction.  
 
Robert  Watson, USA  

 

 
 

VALUE JUDGEMENT ?  

By Phillip White,  Australia  

Howdy Classic Fans. The title is actually a bit of Psycobabble from the Eighties,  nonetheless it 

handily leads into a subject that has been on my mind for a while. The Article, which has 

triggered this bout of introspection can be found on page 130 of issue 001 of Classic Bikes by 

the Motorcycle Trader crew.   I always buy Motorcycle T rader  mags because I enjoy the broad 

range and quality of the writing.   There is an editorial piece in this issue concerning the ebb and 

flow of values in the Classic scene and it's a good read.  The main contention of the essay is that 

when men, (and le t's face it, this applies pretty much only to the Male of the species) hits the 45 

to 55 age bracket they have the desire and wherewithal to finally buy the machines they could 

never afford as young blokes.   Now this moveable wave of newly minted Grey Bea rds drives up 

prices for relevant road machinery, however when the wave passes then the value of said 

machines can recede like the outgoing tide. The example given was the Australian Built Ford 

Falcon GTHO which I understand hit the A$800,000 mark before r etreating to today's value of 

around A$200,000 and my Automotive sources tell me that One Hundred and Fifty big ones 

http://eepurl.com/cid4WD
https://goo.gl/jZkiFb
mailto:OVR@optusnet.com.au


should get you a Ford GTHO with little effort.   My 

intent is not to critique this article but rather to focus 

on other forces that may be at work on the older classic 

scene in general.  

It is extremely difficult to analyse precisely the forces 

that shape any one transaction but it seems to me that 

the Classic scene is fragmenting along wealth and age 

lines. At the top end we have the emergence of what I 

term, " The Glass Case Motorcycle ". Things like Brough 

Superiors and Vincent's have appreciated hugely.   

These machines and others of their ilk are no longer 

merely Motorcycles as we would understand the term but have ta ken on the aspect of both Objet 

D'art and investment vehicles.    Recently a Vincent "White Shadow" sold for well north of a 

quarter of a million dollars.   I doubt if we will see that one chucking doughnuts at the All Brit 

Rally!     

What is driving this ?   Well for a start there is more paper wealth in the world.   Also we need to 

visit the dismal science, as Economics has been called.   When the last huge bubble burst and 

heralded in the Global Financial Crisis, all governments 

reacted exactly as the Gr eat Depression Era economist 

John Maynard Keynes said they should, i.e. print more 

money to prevent solvent and profitable enterprises being 

destroyed along with the over leveraged speculators who 

needed to go.   It has never been proved that Mr. Kean's 

th eories worked.   When tried in the Great Depression they 

seemed to improve things for a few years then in 1937 

world economies tanked again, it was only the arrival of 

World War 2 that finally brought the dirty thirties to an 

end.   

When too much of a produ ct is produced the price goes down, in this case the oversupplied 
product is all that money that various electronic printing presses have flooded the world with.   
Money has lost so much value that German banks actually charge Negative interest on deposits , 
i.e. they will take your million bucks, but will charge you a storage fee.   At the moment we in 
Australia have very low interest rates and they may fall further.  This is not necessarily a good 
thing, it shows a weak economy.    
 
Japan has been in an e conomic coma for more than two decades because it did not let insolvent 
companies and banks perish.  Returns on real investments are low and investors seem to be 
buying things like Art, Real Estate and Classic Vehicles based on what is termed, "The Greater  
Fool Theory".    This occurs when the investment vehicle has been disassociated from economic 
realities and is simply blue skying up, driven by cheap money and low returns elsewhere, the 

theory being that the next buyer will pay more than 
You did because the asset is rising in price.   Is this a 
bubble?   Will it burst?   Well, of course it will, 
bubbles always do.    
 
Remember when the Japanese were buying 
everything in sight?   That was made possible by 
hugely inflated real estate prices in Japan.   Well  get 
ready, the Chinese Real Estate bubble is far, far 

bigger than the Japanese one ever was, watch this space.    Markets like this are also very 
vulnerable to manipulation, for example, certain unscrupulous Art Dealers have been known to 
tout a particula r artist, (usually recently and safely dead) and steadily raise the price by "Selling" 
to each other.    Eventually the promoters take their profits and the art work declines back 

Ford Falcon GTHO 



towards a more realistic value.  This scam happens with Stocks as well, by t he time you get to 
hear about a hot stock tip, if you can't figure out who the sucker is, it's you.   By the way, there 
is no evidence that this occurs with classic bikes but a well -connected car buddy of mine seems 
think it happens with High End Classic C ars as well, GTHO Falcons are a possible recent 
example.   
 
At the other end of the spectrum, where I live, the humble but excellent BSA A10 hovers around 

the 10 to 14 Grand mark for a nice one and prices seem to be heading South.   Remember that 

scene fr om "The Castle", where this young fellow says regarding his Fathers poorly located 

House, "It's worth nearly what he paid for it".    I got $16,000.00 for one of these fine bikes 6 

years ago, so that represents a steady decline in value relative to the bro ader economy.   Why?   

They are, in my opinion, about the best product that the British motorcycle industry produced, a 

real riders machine.   And that's the problem, we have less and less real riders for this vintage of 

bike.   Not surprising, there is an  increasing number of ageing boomers who either think they 

still ride, but are in fact, past it or alternatively 

ride something with the three "E's" Electric, 

Easy and Expensive, not!    They still own their 

Classics of course, therefore they don't need to  

buy any more old bikes.   

The centre of gravity of the Classic scene will 

continue to shift towards younger enthusiasts 

to whom a Fifties Brit Bike has little relevance. 

It is noticeable that when perusing the stock 

lists of Classic Dealers there is a noticeable 

swing towards 70's and 80's oriental machines. 

The upshot is that Bikes like the rather 

excellent Suzuki Titan are on a roll but I doubt 

that run of the mill Pommy stuff will outstrip 

such inflation as we have any time soon. There is one more recent event that is impacting t he 

local market for classic bikes. A few years back when our Dollar (that is the Australian $) 

reached and then exceeded parity with the U.S. Dollar then everybody and his mate, and his 

mate's mate started importing Classic everything. This oversupply has impacted significantly on 

prices and has yet to be worked out in the Market Place.  

Now, regarding ride -ability, some old bikes are better than others. Indians are a special case, 

because the Springfield bikes are so old that the original owners are long gone so no one is 

revisiting their youth buying an old Chief.   I got into them because they are wonderfully rideable 

machines and eternally cool.   Most classic bikes are not that nice to ride.   I went from Perth to 

Melbourne on my Black Hawk in more or less 

the same time as I could legally do it on a 

modern and probably in greater comfort.   I 

have ridden a Brough Superior and it was 

awful, I reckon Lawrence of Arabia had balls 

the size of mangoes to punt one of those along 

at an y speed.   Ditto the Vincent, nice to ride, 

but not far.   (OVRõs Black Sheep excepted of 

course!)   Although there are wildly expensive 

and collectable Indian exotica such as 8 Valve 

Board Trackers etc. Bringing the Big Bucks 

values for the Run of the Mil l bikes seem to be 

falling.     

BSA   A10 

Ball breaking Brough! 



I was discussing current Indian values with Australian Vincent and Indian specialist Phil Pilgrim 

and here are his estimates of values for the years 2009 to now:  

¶ Gilroy Chief Road Masters 21 to 22k then, $18k  to $20k now. (A tad more for the vintage)  

¶ S&S 15 to 18k then and 10k max for a Roadster and 12k for a vintage now.  

¶ There was a time when Black Hawks were a bit rare, and I might have achieved the 

$60,000 mark for my Chief but now I would be lucky to see $50,000 if that .  

¶  

The stock in trade 1946 to 1948 bikes are sub 30k$ for a rough one and something with a four 

in front of it will buy a nicely restored one. I think people are losing interest a little in twinkly 

restorations, it used to take a lot of work and many cont acts to restore an old bike, now all it 

takes is a big wallet and internet access. The hot items now are bobbers, mild customs and 

unrestored machines with a nice patina.  

With the new Polaris Indians it is too early to speculate on their resale value, the  only 

observation I would make is that the big Chieftain Tourers will probably have a resale pattern 

similar to The Harley Ultra Classic, i.e. hard to sell and the seller will do ten grand cold, if he is 

lucky.  

There has also been the recent emergence of " Hipster" culture. These folk are not into old bikes 

for the same reasons we are, so this interesting phenomenon is somewhat outside the scope of 

this article.  

So is there a moral to this story?   I think so.   Many old bike nuts see their collection as an 

asset. Well it might be, but let's have a cold look at how economic theory defines things:  

1.  Asset:  Something that puts money in your pocket. e.g., Shares that you own.  

2.  Security:  Something that produces no income but which can be borrowed against. e.g., 

Your house is a liability if you have a Mortgage (literally translates as an agreement unto 

death). But if you own it, or own enough of it, it's a security because you can borrow 

against it. If you move out and rent it it becomes an asset. By the way, if you  have a 

mortgage your house is an asset, but unfortunately it is the banks asset, not yours.  

3.  Liability:  Something that takes money out of your pocket. (e.g. old Bikes)  

 
So how does a collection of obsolete motorcycles stack up using correct terminology? N ot too well 

I would suggest. The exception to this of course would be if you were astute enough to buy what 

are now very collectable bikes such as, four cylinder American Bikes many decades ago. You 

would have had to pay relatively big prices 30 or 40 year s ago but by now time would have 

worked its magic and you could now cash them in. But even in this example things are not as 

straight forward as they appear. 400 odd years ago the Dutch traded 24 boxes of trade goods 

with the local Indians for the Island o f Manhattan.   If the Indians had invested the value of 

those goods and let the returns compound, the portfolio would be worth more than all of New 

York City today.    

This fascinating hobby of ours is a labour of love and I don't regard my motley collecti on of 

Classic Bikes as a financial asset,  after all I can't guarantee what they will be worth when I put 

the metaphorical side stand down for the last time.   But by the same token one should not fall 

into the trap of knowing the price of everything and t he value of nothing, rideable old bikes are a 

grand passion but a poor investment.  

Does any of this financial stuff matter? Well, not to me. Whatever my bikes have cost me you 

can't put a price on the sheer fun of owning, fixing and riding them. It suits me if the prices of 

the bikes I like steadily decline in real terms.   To me modern bikes are soulless appliances and 



of little interest, as a good biking buddy of mine in Europe says, " If you want a vanilla 

experience, ride a Vanilla Motorcycle. " 

Postscri pt:   This article was written about 14 months ago and first appeared in the Iron Indian 

Riders club mag hence the emphasis on Indians, however in the last 12 months I have racked up 

8,000km around Europe on a trusty 1955 BSA A10 Golden Flash with no probl ems, so I will 

stand by my claim that these are excellent bikes, just not worth much.   It is worth noting that 

during the time that has elapsed Australia's financial position has declined a little more, interest 

rates have indeed dropped further and Japan  has again slipped back into recession.   

Anecdotally I am hearing that other old bike sellers are having problems finding old bike buyers.   

Re the future of old bike rallying, I suspect we will begin follow the American model, which is as 

follows:  

Most  old bikes don't do freeways so well and in the U.S. as here  in Australia , distances are vast, 
but of course population density is much higher.   Now in the U.S.A. most old bike enthusiasts 
don't go to rallies, they go to "Meets", where bikes are displayed  in all their pristine glory and 

perhaps gently "Paraded" around 
the paddock.   This means that 

strict originality is favoured over 
practical improvements since the 
bikes are not actually used on the 
road.    Of course some riders do 
indeed take off for a run, either 
singly or with friends, but that is 
not the focal point of the "Meet" 
and as there is no expectation of 
having to ride on the road, older 
folk are able to participate,  thus 
keeping them active and interested 
in our pastime.  
 

 

 
 

Start Saving Now!      

The 2015 VOC International rally was outstanding and it looks like the next International, 

scheduled for 2019, may be even better ð so start saving now!  

The 2019 Vincent Owners Club International Rally is a planned to be a two stage affair: firs t 

stage in Belgium from June 3 to June 9.   The second stage will be held in Wagrain (Salzburg -

Austria) from June 11 to June 17 (or possibly June 19).  

Keep an eye out for more details as they become available.  

 

Another Side of P.E.I.  ? 
 
Most folk associate Phil Irving with Vincent Motorcycles and the World Champion winning 
REPCO-Braham Race engine.  But did you realise he spent as much time working for Velocette 
as he did for Vincent?  The following article , penned by P.E.I. himself,  is about a Irv ing creation  
that, but for Hitler, could have been.  



 

Velocette Model O          by  P.E. Irving   October 1981  

First pu blished in Classic Bike,  October 1981  

WHEN IT BECAME all too clear in 

1937 that the naturally - aspirated 

single - cylinder engine would not  

be able to withstand the onslaught 

of supercharged twin -  or four -

cylinder power units in racing, 

the directors of Veloce Ltd 

decided that they would have to 

break with tradition and design 

something quite new if they were 

to retain their standing in the 

competition world. Although the shadow of war lay over Europe, there was no 

certainty in many minds that it would break out, and nobody suspected that even 

if it did, supercharging would be outlawed when racing was resumed. So there 

was no objection to goin g ahead with a supercharged model, but previous 

experience in 1931 and '32 with `Whiffling Clara' had shown that supercharging 

a single was not worth the trouble, while a four - cylinder dohc engine was 

thought to be too complicated for a crowded Continental  season.  

Besides, it was Velo policy for their racers to bear at least a family 

resemblance to their production models. At that period engines with more than 

two cylinders were not in great demand, but there were several successful 

twins, notably the BMW w hich, even in supercharged form, was lighter than 

conventional singles and quite a lot faster. It was, however, unacceptably 

wide, and the fore - and- aft crankshaft location could give rise to undesirable 

inertia torque reactions during changes of engine spe ed, and equally 

undesirable gyroscopic precessions when the frame pitched over bumps, both 

causing adverse effects on the steering.  

Parallel twins, as exemplified by the Triumph, suffered from destructive 

vibration and broken crankshafts, so the eventual decision was to use only two 

parallel cylinders, but to connect them to a pair of contra - rotating 

crankshafts geared together in a ma nner reminiscent of half an Ariel Square 

Four, except that the Velo crankshafts were in line with the frame. While this 

arrangement is open to criticism, it has certain advantages, chiefly that 

excellent primary balance can be 

obtained by counterweighting each shaft 

to a balance factor of 100 per cent, the 

unwanted centrifugal forces existing at 

mid - stroke neatly cancelling each other 

out. Similarly, inertia torque reactions 

and gyroscopic precessions act in 

opposite directions, and are self -

cancelling, alt hough the power torque 

reactions existing in the final shaft 

drive still exist and need to be coped 

with in the design.  



The crankshaft disposition allowed the power to be taken from either shaft 

through an engine - speed clutch to a unitary gearbox, and the nce to the rear 

wheel by shaft, thus eliminating primary and secondary chains and the dangerous 

accumulation of oil on the tyre. The other crankshaft could then be utilised 

for some other purpose, such as driving a supercharger or forming part of the 

start ing mechanism.  

The basic layout was therefore quite suitable for development into the racer 

which eventually came to be dubbed the Roarer, and a touring machine for which 

the type symbol '0' was selected. The former was apportioned to Harold Willis, 

the ' gaffer' of the racing department, with Charles Udall doing the paper - and-

pencil work. But as this story is about the Model 0, which became my pigeon 

under the eye of Percy Goodman, any further reference to the Roarer will be 

omitted, except to say that in many respects it differed markedly from the 0.  

Now, let us go back a bit. For some time, an 

engineer by the name of Frank Aspin had been 

creating both interest and scepticism with 

some high - flown claims he was making for a 

250cc engine fitted with a coni cal rotary 

valve of his own invention
1
. According to a 

publicity graph, this engine turned out 24bhp 

at 12,000rpm with a consumption of 4 

pint/hp/hour of low - grade petrol, the test 

seemingly being conducted privately with a fan 

brake and a tachometer drive n from the engine:  

As no contemporary engine could run at anything like those revs without blowing 

up, the claims sounded dubious. But some knowledgeable men, including the 

ultra - conservative Harold Willis, fell for the story almost without 

reservations. Aspin was invited to come to Hall Green, and after confidently 

forecasting an output of at least 35bhp from a modified KTT at a speed much 

higher than any KTT had ever done, an agreement was reached. Veloce would build 

an engine with a head of Aspin's desi gn and use it in the 1937 Junior TT, with 

the proviso that both sides would keep the project a deathly secret; if the 

engine was successful Veloce would have the exclusive right to use the Aspin 

valve for one year. Aspin promptly rushed off to BSA and, usi ng the secret 

Veloce deal as a lever, got a similar sort of agreement out of Small Heath!  

The O's head design was held up for some weeks until the rotary - valved engine 

was built, tested, and lamentably failed to deliver the promised power. It also 

suffere d from a smoky exhaust and seizure of the valve at full power, but after 

several expensive modifications suggested by the inventor, it eventually 

churned out 22bhp, which was slightly less than a normal KTT could provide. As 

the TT was looming uncomfortabl y close, the disillusioned Willis threw the 

thing back to Aspin to play with, and turned his attention to the square - finned 

sohc engine, from which 26bhp was obtained.  

                                                           
1
 An Aspin valve consists of a cone-shaped metal part fitted to the cylinder head in internal combustion. Aspin valves were first 

patented by Frank Metcalf Aspin in 1937, although the idea was devised before this time. 
 
The valve rotates to provide the opening and closing necessary for intake and exhaust. It is attached to the engine, vertical to 
the cylinder block, via a shaft at its top; this allows the valve to rotate horizontally above the cylinder and when it turns. The 
valve is hollow, and has a large cut-out opening in one side. This alternately allows gases into the combustion chamber, and out 
to the exhaust system by lining up holes in the valve shaft with the cylinder-head ports which allows the gases to pass. 



This time - wasting and expensive episode scotched the idea of using rotary 

valves, and t he choice for the tourer lay between overhead camshaft or pushrod 

operation. The latter got the verdict without much hesitation, being lighter, 

less expensive, and far simpler for the private owner to work on ð a matter 

which in those days was considered i mportant. Also, we did not want a gutless 

high - revving engine, but one which would develop about 30 horsepower at the 

crankshaft (not merely in the brochure) at under 6,000rpm, with good low - speed 

torque and exceptional flexibility, these being the attribu tes which the 

average motorcyclist most desired. He also wanted easy starting, so the 

ignition current was to be supplied by a car - type coil and distributor with 

built - in automatic advance.  

ENGINE  

Originally, the cylinder dimensions were to be 

the same as in the MOV, namely 68 x 68 ¼ mm, 

giving a total capacity of 496cc. But to test 

the design thoroughly the experimental (and 

only) engine had a special cylinder block 

bored to 74mm, to take KSS pistons, rings and 

gudgeons. The stroke was not changed, but  

through some obscure reasoning it has been 

mis - quoted at 67mm and the capacity given as 

580cc, whereas it was actually 588cc.  

The iron barrels were cast en bloc and were 

widely spaced to provide an air passage 

between them, and to give room for a central  

tappet - block attached to the upper face of the 

crankcase, through whim the cylinder skirts extended downwards for about 2in. 

There was no visible base - flange, the head and barrels being retained by eight 

long bolts. The cylinder spacing was also wide beca use the crankshafts were 

5.lin apart to avoid the crankwebs fouling each other.  

Percy Goodman, the managing director, was very keen on the use of press fits to 

eliminate nuts on the crankshafts, and Eugene Goodman, the factory 

superintendent, was an expo nent of accurate fine boring on Heald Borematics, of 

which we had several, some with fixtures arranged for 68  ¼ mm hole centres. 

Consequently, we took a chance with the crank assemblies, the webs being cut 

from steel plate, surface - ground parallel, and fin e- bored for the mainshafts 

and crankpins. The hardened mainshafts were 

ground 3 - 4 thou tight. The crankpins consisted 

of hardened sleeves of 1.437in diameter x 

1.125in long, lightly pressed onto lin 

diameter parallel steel pins which were a 

heavy press fit  in the crankwebs. The latter, 

though of what is sometimes called the 'pork -

chop' shape, had ample metal around the holes 

to ensure rigidity. Assembly was assisted by 

accurate holes bored opposite to the pin 

through which lining - up bars could be passed, 

and dismantling consisted simply of pushing 

the crankpin right through from one side. No 

special tools or pullers were required.  


