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Disclaimer: The editor does not necessarily agree with or endorse any of the opinions expressed in, nor the accuracy of content, 
in published articles or endorse products or services no matter how or where mentioned; likewise, hints, tips or modifications 
must be confirmed with a competent party before implementation.   



Welcome to the final edition of OVR.   
 
A big thank you to all those readers who have contributed articles and letters over the almost 10 
years of publication.  My passion for all things Vincent has waned and having recently passed my 
entire collection of Vincent related items, as well as my Vincent, on to a much younger and 
passionate enthusiast, it is time for me to say goodbye.   
 
In signing off I must make mention of OVR subscriber, contributor and personal friend, Franco 
Trento who has provided OVR with a treasure trove of original documentation from the Vincent 
works at Stevenage.  Thanks Franco for your unswerving support especially in recent troubled 
times.  
 
For now the OVR archive will remain available for you to access, read and if you wish, download.    
To access the complete OVR archive from any device, just go to the OVR web site 
https://ovr270.wixsite.com/ozvincentreview 

 

 
Melbourne, Australia. 

Email :  Ozvinreview@gmail.com  

 

 

Letters to the Editor 
  
Hi Martyn, 
 
I found the items on puncture repairs amusing.   The author asserts that " whereby those who 
can and do mend punctures are forever segregated from those who cannot and do not" but that 
misses a far more important point.   There is the third category of those who will not repair 
motorcycle tyres, a category which includes myself. 
 
I learned a long time ago that repairing inner tubes on British motorcycles is a lost cause.   The 
patches on inner tubes always seemed to come away within a few thousand miles.   For the last 
forty years I have always insisted on a new inner tube and a new rim tape whenever I replaced a 
tyre, and I will not enter into a discussion on how "new" the used items appear to be.   In that 
time I have never had a flat tyre on any of my motorcycles. 
 

Regards,    Holger,  Australia 
------------------------------------------------------ 

Hi Martyn 

 
I scanned my old Chiko Roll poster from Melbourne in the 
early 1970s.  I can’t say I was ever tempted to try one.  I 
remember someone explaining it in The Review as 
“something processed slowly through a dog”. 
 
 
Keep up the great work and I hope that you can be riding 
again soon.  I’ve just done a ride around the South Island 
on my Prince but I think that COVID Delta is slowly 
winning the war so I’m not sure how much longer we’ll 
have only limited restrictions here in the South Island. 
 
Cheers Bill,  New Zealand 

 

https://ovr270.wixsite.com/ozvincentreview
mailto:Ozvinreview@gmail.com


 

Tick Tock . . . . . . 
Another superb contribution from David Wright,  IOM 

 

Most of the mechanical devices associated with the Isle of Man Tourist Trophy meeting of 1910 

have long gone for scrap, but some 110 years on, there is one that is still running as sweetly as 

the day it was made. However, this lone survivor from 1910 is not a motorcycle, but a clock. 

 

 
 

 

It was a fairly standard mantel clock of the day, nicely cased, with an attractive chime and with 

gearwheels to govern the ratio of movement between its components, an arrangement that had 

been developed and refined in clocks over many years. By contrast, at that 1910 TT race the 

provision of transmission gears for motorcycles was in its infancy, most machines having just a 

single-speed with direct belt drive, although Scotts and Indians had two speeds and one or two 

others were fitted with a variable-sized drive pulley to allow a small alteration in drive ratio. 

  

 The very first TT race of 1907 was created by the Auto Cycle Club (later the Auto Cycle 

Union - ACU), “for the development of the ideal touring motorcycle” and one feature that really did 

need developing for touring motorcycles, was the ability to climb the hills which riders would meet 

on their everyday travels. Over poorly surfaced roads, steep hills either slowed gearless machines 



to a labouring, belt-slipping, overheating crawl, or defeated them; leaving riders a sweaty push to 

the summit. 

 

 Motorcycle manufacturers were slow to adopt variable gears, so in an effort to stimulate 

development, the ACU organised challenging hill-climbs in association with the TT races of 1909 

and 1910. In those days the TT ran over the undulating St John's Course in the west of the Island, 

but the hill-climbs involved a 

far more demanding 6 mile 

ascent of Snaefell, running 

from just outside Ramsey to a 

point some 300 yards before 

the Bungalow. Winner in 

1910 was W. F. Newsome 

mounted on a 3½ hp (500cc) 

Triumph and this is where 

the clock comes into the 

story, because his hill-climb 

victory was held in such high 

regard by those at the 

Triumph factory, that the 

clock was presented to him in 

recognition of his efforts. 

 

 

 Newsome's win was achieved over a climb having a basic unbound macadam surface which 

'The Motor Cycle' described as “very loose and gritty, but good on the whole”. It told how the two 

most demanding bends were at Ramsey Hairpin and the Gooseneck, and of the latter it wrote “the 

engines are already heated by some stiff-collar work, and unless the riders are very adroit the 

engines begin to knock on the steep corner and stop immediately above it . . . . the great majority 

of the engines clanked heavily when the machines got their noses straight and work 

recommenced”. A rider could lessen the handicap of a single gear by skilful juggling of levers 

controlling air, spark and throttle, but he could do little to counter the major drop off in 

performance brought on by over-heating, which was a characteristic of the iron engines of the day. 

 

  

The ACU had probably expected victory in that 

1910 hill-climb to go to one of the 670cc twin-

cylinder Indians, with their two-speed gearboxes 

and chain drive. Instead, on a course where 

variable gears might have been expected to offer 

an advantage, it was Newsome on his single-

speed Triumph who showed everyone the way 

with a time of 8 minutes and 43 seconds. The 

next fastest, W.O. Bentley, took 5 seconds longer 

on his 5 hp Indian. 

 



 
A busy scene as competitors gather on the outskirts of Ramsey, prior to the start of the 1910 Hill 

Climb. 

 

While the result of the 1910 hill-climb might not have achieved the ACU's aim of showing the 

advantage of multiple gears, as event organisers, they decreed that the 1911 TT races would move 

from the St John's Course to the longer and more demanding Mountain Course where, if they 

wanted a chance of victory, manufacturers really would have to fit their machines with variable 

gears. The Indian marque went on to prove the point by taking the first three places in the 1911 

Senior TT with their two-speeders. 

 

 

 
These two competitors on Scotts show the nature of the Mountain Course in 1910. 

 

  

Thanks go to Alan and Mike Kelly of Mannin Collections, current owners of Newsome's clock, and to 

Vic Bates for photography.  

 



  

Treasure from the Stevenage Works contributor, Franco Trento 





 



 



 

 

 

An Interview with Phil 

Irving, from 1990 
GUEST of honour at the 1990 Australian VOC 

rally was the one-time chief designer of HRD-

Vincent/Vincent, Phil Irving MBE, FIMechE, 

MSAE (Aust), then 87. He was president of the 

Vincent HRD Owners Club and honorary 

president of the club's spare parts company.  

Phil was involved in the rally events going on 

the runs, speaking at the dinner, presenting 

the awards and contributing to a round-table 

seminar about the finer points of the Stevenage 

thoroughbreds. Between engagements, he 

found time to answer a few questions.  

What was the extent of your contribution to 

Vincents?   “Well, I arrived in England in 1930, 

after a trip through New Zealand and Canada 

with Jack Gill on his HRD sidecar outfit. HRD 

paid our fares from Canada, but I worked 

initially for Velocette. After a short while, Phil 

Vincent offered me a job and I worked at HRD 

until 1936.  

Initially, we were using proprietary engines (JAP and Rudge Python) in Philip Vincents sprung 

chassis, but I wasn't happy with them, and then supplies dried up. My main contribution there 

was design of the A-series: first the 500cc Comet single and then the Rapide 1000cc V-twin, in 

1936.  

Then I moved to Velocettes (working on the Model 0, LE and chassis work for other machines), 

and went on to help with the Porcupine racer at AJS. I was involved in war-time munitions as 

well as the bikes.”  

[Phil was out of action for three months thanks to a German bomb coming through a factory 

roof].    

“I returned to Vincent after the war, where I designed the B-series, which included the Black 

Shadow, and followed that with the C-series. I left before the D-series and returned to Australia 

in 1949. From then, I really moved away from bikes. “ 

[Phil Vincent continued with the bikes (and the D-series) until 1953 when production tailed off.]  

The thing that strikes me about Vincents is the attention to detail: everything seems so well though-

out.    “Yes, they were very practical. That was one of the keystones of our design: we considered 

the sort of things we thought you ought to get on bikes, but didn't. Of course, that gave us a 

problem with price, which wasn't helped when our alloy and castings firm went to the wall.  

Generally, I handled design and detailing of the bikes, while Phil Vincent looked after policy and 

administration. This meant I was free to incorporate most of my ideas.” 

 Which of the Vincents was your favourite?    “The C-series Black Shadow. It was the most 

advanced of all the bikes I worked on.”  



What about the Black Lightning?    “That was purely a race bike. The Black Shadow was more 

useful.” 

 You left Vincent in 1949. What did 

you do then?    “I came back to 

Australia. At first, I was working 

on Chamberlin tractors, and then 

went to Repco research (in 1954). 

The first task there was to convert 

5-litre Holden engines for (saloon 

car) racing.   After a period spent 

writing, including "Tuning for 

Speed," I again worked for Repco 

on the three-litre V-eight which 

Brabham and Denny won the 

Formula One world championship 

with in 1966 and 1967.  That was 

the first Australian-designed 

engine ever to win a world 

championship. It'll be the only 

one, too.  

After that, I worked on the 

engines for Formula 5000, a race 

class which doesn't exist any 

more.” 

 You've been based in Australia 

since 1949?    “Yes. I've been 

overseas many times but I live 

here. I've still got my house near 

Melbourne.”   

 I'm very impressed with the 

Vincents here. You must be 

pleased?   “You know, originally 

there were only about 100 

Vincents in the UK, we had to 

export most production; now there are many more. Worldwide, we've got over 1,000 members 

VOC members, mainly in the UK, USA, Australia, Germany and so on. We've got all the national 

VOC events in each country every year, plus the International Rally, which is in California next 

year, although I don't think I can manage an 11-hour flight across the Pacific, so I'll have to miss 

that.” 

 Do you follow the modern motorcycle scene? What do you think of the current machines?    “I don't 

really follow it any more. As for the machines, generally I don't think much to them — they're 

money-oriented, market-oriented. I'm only really interested in the classic stuff . . . and the people 

— you get really interesting, knowledgeable people in the classic world.  

We've seen a bit of a re-awakening with manufacturers outside Japan recently. The Italians, 

Harley-Davidson, Norton, Matchless, Triumph. Do you see Japanese predominance ever being 

challenged? “No, Japan is here to stay! Take the Norton — they've been working on the Wankel 

for over 20 years now, and I still don't know if they've got around all the problems. The Japanese 

can introduce a new model in a fraction of that time, The world has changed: when I started 

engineering in Melbourne in the early twenties, there were six independent manufacturers of 

engines in Melbourne; now there are none in Australia.” 

  



More Treasures from the Stevenage Works 
 contributor Franco Trento, Australia 





 



 



 



 



 
 

STANDARD 

WIRING LOOM 

VINCENT H.R.D. 

SERIES ‘B' AND 

'C' MODELS  

 

 

FITTING NOTES  

 

1) From the headlamp shell, the loom should be routed along the left hand side of the U.F.M..  

Ensure that it passes over the top of the front petrol tank mounting rubber, between the petrol 

tank and the U.F.M. and then over the top of the oil return pipe. The loom should form a gentle 

loop from the headlamp, avoiding any form of restraint. It may be clipped to the oil return pipe, 

close to the point where this passes beneath the U.F.M. to the banjo bolt, as there is adequate 

length for cable flexure to accommodate fork movement from this point. In this case however, 

care must be taken to ensure that the loom is not put under strain as the forks move from lock 

to lock.  

2) Pass the loom rearward, between the front carburettor and the U.F.M. then over the top of the 

rear cylinder head bracket, (or the rear frame tie on singles), through the space beneath the 

U.F.M. This provides support for-the loom at this point. Route the connections to the frame earth 

screw from the forward end of this U.F.M. anchorage point.  

3) Pass the loom down behind the rear cylinder and beneath the battery mounting on the twin, 

or behind the rear frame tie on the singles.   If preferred, the loom may be clipped to the main oil 

feed pipe for additional security.  

4) On single cylinder machines, feed the horn and dynamo cables through the space between the 

top gearbox mounting and the rear frame tie.  

5) Cables feeding the rear and stop lights should be clipped to the undersides of the respective 

lower R.F.M. tubes. The connecting cables from the loom provide a neater finish when these are 

routed beneath the R.F.M. pivot casting. Provide sufficient slack here to connect up the bullet 

connectors; pack. the connectors with waterproof grease to prevent corrosion. 

Cut and connect the stoplight cable to suit the switch location.  Under normal circumstances, 

the stop light switch is mounted on the right hand side of the machine.   On a standard switch, 

connecting the live feed to the lower of the two terminals effectively prevents short circuits 

through the brake operating rod when this is disconnected to allow removal of the rear wheel.  

Care is needed, when routing the cables in the vicinity of the rear axle, to ensure that they will 

not become snagged during removal of the wheel.  

6) Thread each cable through the hole in the bottom of its respective side of the lifting handle 

and out through the hole adjacent to the mudguard hinge. This can be eased by baring a short 



length of the cable and guiding this out through the top hole, using a piece of wire with a hook 

formed on the end.  

7) Cables to the horn and dip switches should be clipped to the underside of the handlebars, 

between the switches and the handlebar clamps and then routed in gentle, unrestrained, loops 

to the headlamp.  

8) Where a 5" speedometer is fitted, bare the end of the cable plus a short section close to the 

end of the sleeve and connect up to the two bulb holders. The loop between the bulb holders 

should roughly follow the shape of the mounting bracket.  

Where a 3" speedometer is fitted, cut the speedometer lead to length as required.  

9) An in-line fuse holder and fuse can be incorporated in either of the battery leads to protect the 

system against short circuits. However this will only protect the system against battery 

discharges; it will not protect the direct lighting circuit between the generator and the lights 

against defects.  

10) The headlamp earth lead may be connected direct to the shell, using a small nut and bolt 

with a connection to the lamp unit, or to the lamp unit direct  

11) Should the ammeter show a charge when the lights are switched on with the engine not 

running, then the terminal connections to the ammeter should be changed over. 

 

 

TERMINAL IDENTIFIERS for machines wired for NEGATIVE Earth (Ground)  

 

No. & Colour Cable Route  
 

1 Brown Switch Terminal 7 to Speedometer 
1 Brown Switch Terminal 7 to Rear Lamp 
2 Red Ammeter to Battery Live (Unearthed Terminal) 
2 Red Battery Live to Horn 
2 Red Horn to Brake Light 
3 Orange Horn to Horn Button 
4 Yellow Switch Terminal 5 to Pilot Light 
5 Green Switch Terminal 8 to Dipswitch 
6 Black Headlamp Earth to Frame Earth 
6 Black Frame Earth to Battery Earth 
7 Purple Dipswitch to Main Beam 
8 Grey Dipswitch to Dipped Beam 
9 White Switch to Ammeter 
9 White Ammeter to Dynamo / Control Unit 

 

 

Positive Earth (Ground)    Where the machine is to be wired for POSITIVE Earth (Ground), then 

the RED battery lead of the wiring loom must be connected to the BATTERY NEGATIVE terminal, 

and the BLACK battery lead of the wiring loom connected to the BATTERY POSITIVE terminal.  

It is most important to ensure that the polarity of the charging system is correct. This is 

especially so where a modern electronic control unit has been fitted, as these are liable to be 

destroyed if subjected to reversed polarity. 



 



 
 

M 034 contributed by Franco Trento 



Even More Stevenage Treasure From Franco 
 

 



 



 



 



 
 
 



 



 



 

The End 
Is Nigh 

From Aaron League 

According to the UK Department 
for Transport’s decarbonisation 
plan, a 220-page document 
released recently, all new 
vehicles must be ‘fully zero 
emissions at the tailpipe’ in just 
over a decades’ time. 

The news comes less than nine months on from the UK government’s announcement that the sale 
of all new petrol and diesel vans will end come 2030, whether we’re ready for it or not. 

And while many pundits, action groups and organisations were quick to claim there was no 
mention of bikes, it’ll be just five years later that the same fate hits two-wheelers. 

Not only will racers need to rethink their transporters from 2030 with the van ban on its way, but 
by 2040 the axe is set to come down on HGVs as well, as part of the final stage of phasing out ALL 
non-zero emissions vehicles that same year. 

By mid-century the planned zero retail demand for petroleum fuels will see the disappearance of 
many petrol (gas) stations across Europe and the UK, forcing vehicles reliant on them into 
retirement. 

“While cars and vans outnumber motorcycles on UK roads, motorcycles are an important and 
sizeable vehicle population, with 1.4 million licensed in 2020 and we do not want to see them 
remaining fossil fuelled as the rest of the vehicle fleet cleans up,” the plan said. 

“The opportunities for zero emission light powered vehicles (ZELPV) are enormous. We will build 
on our existing support in this segment, such as with the plug-in motorcycle grant, to benefit 
urban logistics and wider mobility and look to grow a new UK industrial supply chain. 

“We will use Zemo’s strategic partnership [formerly known as the Low Carbon Vehicle Partnership] 
with the Motorcycle Industry Association (MCIA) to stimulate and coordinate activity in this area 
and publish options to develop this at national and local level this year. 

“Zero emission motorcycles and other powered two wheelers are an efficient and clean form of 
mobility that can reduce congestion, improve urban air quality and reduce noise – we will take 
forward measures to remove these emissions…ensuring we support the development of new 
industrial opportunities for the UK.” 

In 2019, motorcycles and mopeds made up just 0.4 per cent of all domestic UK greenhouse gas 
emissions. Cars and taxis were responsible for 55.4 per cent while heavy goods and light duty 
vehicles made up 31.6 per cent. 

The plan is among a number of new regulations expected to be set out in the run up to 2021 
November’s United Nations Framework Convention on Climate Change (UNFCCC) Conference of 
the Parties (COP) in Glasgow. 



“At this meeting, potentially one of the most 
important events in recent history, almost 
every country in the world will be represented”, 
DoT officials added. 

“They will decide whether to deliver, and 
whether humanity takes what many believe to 
be its last best chance to get runaway climate 
change under control. As the president and 
host of the conference, the UK’s own intentions 
and commitments will significantly affect the 
chances of an ambitious global deal.”  

Strangely there is no mention of restrictions on 
petrol powered and clearly polluting 
lawnmowers and similar equipment 

---------------------------------------------------------------------------------------------------------------------- 

 

 

 

 
 
Four Grey Flash’s in Brazil, mid 1950’s 
 
 



Want a Cheap Black Shadow?   

Here’s How.        
 

 
Contributed to OVR by Lou Collodetti, Australia 









 
  







 



 

Why the “LE”?  . . . .  . .  It was designed by Phil Irving ! 



30 Years ago …….. Cranky Cranks 

 



 

 





 
 
 



 
 



 
 



Buy Swap n Sell 
 
For Sale: 
 
Folding and Tilt Flat Top Trailer; Heavy Duty, platform size 8 foot x 4 foot 
(2240mmx1220mm) for 1 to 3 motorcycles; Folding and Roll A Way plus easy load tilt 
feature.  This great trailer is complete with a 46MX Motorcycle transport stand,  30MRE 

Motorcycle rear wheel channel section, 360 degree roll-a-way castors, multiple stake side 
clamps, 63B/67A spare wheel with mounting hardware, 68BC Folding front castor wheel, 

Multiple TR01 D Rings fitted and a  Folding loading ramp 500Kg rated. 
 

More info here https://www.easytrailer.com.au/page39.html 
  

Replacement cost A$2000;  for sale for just A$900.   
 

Located in Melbourne.    Email Martyn at ozvinrview@gmail.com  
 
 

 
            

 

 
 
 

https://www.easytrailer.com.au/page39.html
mailto:ozvinrview@gmail.com


 
 

For Sale:   
 

1. A complete set of Girdraulic “forks”, disassembled but in perfect condition.  
Includes the Girdraulic blades, upper and lower links plus all new spindles and 
bushes, spring boxes, shock absorber and handlebar caps. A$4,000.   

 
2. Pair of alloy front brake plates including all 4 air scoops.  Simply transfer 

your brake cams and shoes from your old plate and you’re ready to go.  

A$1,000 for the pair. 
 

3. Series ‘B’  T5/3 chain case, painted black, modified to suit V3 ‘wet’ clutch. 
A$700    

 

4. Alton alternator for Comet, complete with regulator, brand new and unused – 
ready to fit. A$800 

 
5. Lucas points ignition system for Comet or Meteor, complete with coil, keyed 

ignition switch and drive gear, ready to install A$400 

 
 
All plus postage/shipping.   Email Phil at unionjackmotorcycles@gmail.com  

 
------------------------------------------------------- 

 
Service Providers 

 
The Service Providers listed have been used with a degree of satisfaction by OVR readers in the past.  Just 
because they are listed does not imply an endorsment of them by OVR.   

 

Spares: 
 

V3 Products, Australia: (aka Neal Videan) has an extensive range of top quality Vincent Spares including 

multiplate clutches for twins, oil leak eliminator kits, socket head tappet adjusters, paper element oil 

filters and lots lots more. Ships worldwide. Email for a price list to nvidean@outlook.com 

 

VOC Spares Company Ltd, UK:  Full range of Vincent Spares.  Ships Worldwide. Visit their web site for 

more information http://www.vincentspares.co.uk. 

 

Maughan &Sons, UK   Takeing pride in producing the highest quality spares, Maughan & sons stock 

over 1300 parts and produce over 800 for the Vincent Twin and Comet.  Ships worldwide.  More info 

here http://www.maughanandsons.co.uk 

 

Coventry Spares Ltd, USA:  Fantastic service and deep product knowledge plus extensive range of 

excelent Vincent Spares and tools.  Ships Worldwide.  See website for more information  

http://www.thevincentparts.com 

 

Conway Motors Ltd, UK:  Anti-Sumping Valves, Multi-Plate clutch conversions for Comets plus an 

extensive range of excelent Vincent Spares.  Ships Worldwide.  Email for more information  

steve@conway-motors.co.uk  

 

 

mailto:unionjackmotorcycles@gmail.com
mailto:nvidean@outlook.com
http://www.vincentspares.co.uk/
http://www.maughanandsons.co.uk/
http://www.thevincentparts.com/
mailto:steve@conway-motors.co.uk


Paul Goff,  UK: A massive range of electrical spares and replacements including 6 and 12V quartz 

Halogen bulbs, LED lamps, solid state voltage regulators and lots lots more.  Ships Worldwide.  PayPal 

accepted. See Paul’s website for more information www.norbsa02.freeuk.com  

 

Union Jack Motorcycles, Australia:  Full range of Triumph, Lucas, Amal and Venhill control cables. 

Ships worldwide.  More info at the website www.unionjack.com.au  or phone +61 3 9499 6428 

 

François Grosset, France:  Electric starter for Vincent Twin.   Electronic ignitions for Vincent Single and 

Twin supplied complete with drive gear.  Email pontricoul@gmail.com for more info. 

 

Cometic Gaskets:  Modern, reusable gasket sets for Vincent twins and singles. If you actually USE your 

Vincent you are mad not to use these.   Contact Paul Holdsworth of the VOC Chicago section c/o  

pl_holdsworth@yahoo.com Located in Chicago IL USA. 
 

 

Nuts n Bolts: 

Classic Fastners, Australia: Their aim is to supply obsolete and hard to obtain fasteners for your restoration 
project be it a professional or private venture.  The print catalogue, available for download, lists the current 

complete range.  Ships Worldwide.  http://www.classicfasteners.com.au/  

Precision Shims Australia:  All types of shims made to your requirements, ships worldwide.  More info at their 
web site www.precisionshims.com.au 

V3 Products (see entry under Spares above) also stocks a large range of Vincent specific nuts n bolts. 

 

Restoration Services: 

Ken Phelps, Australia – Qualified aircraft engineer and builder and daily rider of  Norvins for over 30 years, who 
has the skill and experience to carry out overhauls, rebuilds, general repairs and maintenance to Vincent HRD 
motorcycles.  Full machine shop facilities enabling complete engine and chassis rebuilds,  Painting, wiring, 
polishing, aluminium welding and wheel building.    Ken Phelps  Phone: (61+)  0351760809    E-

mail:  ogrilp400@hotmail.com  .  Located in Traralgon, Victoria, Australia  

Outer Cycles, Australia: Jim Browhly is a master craftsman who manufactures bespoke motorcycle exhaust systems 

for classic bikes, no job is beyond his capability, so if you do need a new system that will be made to your precise 
requirements, give Jim a call, telephone 03 9761 9217. 
 
Grant White – Motor Trimmer, Australia:   Specialising in Vintage and Classic Cars and Motorcycles. Located in 
Viewbank, Victoria.  ph 03 9458 3479  or email grantwhite11@bigpond.com    
 
 

John Parker, AMAL Carbs,  Melbourne, Australia:  A specialist in AMAL carbs of all models, repairs, restorations 
and a massive supply of spare parts.  For information phone him on +61 3 9879 3817 or email 
to  ukcarbs@hotmail.com  
 
 

General Services : 
 

Peter Scott Motorcycles,  Australia:  Top quality magneto and dynamo services, from simple repairs 

to complete restorations plus a comphrensive range of associated spares.  Provides hi-output coil rewinds 

with a 5 year warranty.  For more info contact Peter on (02) 9624 1262 or email 

qualmag@optusnet.com.au  

 

 

Ringwood Speedometer Service, Australia:  Experts in the repair and restoration of all motorcycle, 

automotive and marine instruments.  Smiths cronometric specialists.  Telephone (03) 9874 2260 

 

Dyson M/C Engineering, Australia:  Wheel building, Crank rebuilds, Bead blasting, Rebores & Engine 

Rebuilds and more.  Located at 12 Chris Crt., Hillside, Victoria.  Phone 0400 817 017 

 

http://www.norbsa02.freeuk.com/
http://www.unionjack.com.au/
mailto:pontricoul@gmail.com
mailto:pl_holdsworth@yahoo.com
http://www.classicfasteners.com.au/
http://www.precisionshims.com.au/
mailto:ogrilp400@hotmail.com
mailto:grantwhite11@bigpond.com
mailto:ukcarbs@hotmail.com
mailto:qualmag@optusnet.com.au


 

I hope you have enjoyed my clumsy efforts in 

producing OVR since my first edition way back in 

2014.   

 

Well this is the final regular edition.  The OVR 

archive will continue and has been massively 

expanded.   It now includes all issues of OVR, a 

wealth of original documentation from the Vincent 

works plus stacks of material on other marques. 

 

To all who supported OVR and contributed content 

over the years – I thank you.    

 

 
 

 

 

 



 


