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ABSOLUTE CONFIDENCE.
This is the E-M1X – an all new category of OM-D for the demanding professional.
Building on unrivalled OM-D system mobility, the E-M1X is tougher, faster and smarter
with the world’s best image stabilisation* and stand out new capabilities including 50MP
HiRes handheld shooting.
Built-in vertical grip houses two batteries for extended shooting with optimal ergonomic
design for pro photographers. All new shutter mechanism is tested to 400,000 actuations.
Re-developed autofocus system takes high-speed performance to another level with twin
processors while the new MyMenu option provides the ultimate in customised operability.

Sorry about the delay in getting back to you…
Firstly, we’re very grateful to you for sticking with us and buying the third
volume of 5054 magazine. And, secondly, we’re sorry that we couldn’t manage
to continue to publish in the print format.
The delay between Vols 2 and 3 was a result of the hard fact that we just
didn’t sell enough of the printed version to produce a third issue.
It’s very pleasing to see that 5054 has directly inspired two more high-end
motoring magazines into existence, but with no possibility of advertising and
the high combined cost of print and postage, especially for overseas buyers,
meant that in summer 2018 I hit the pause button for a rethink.
I was very happy with the quality of writing and originality of the first two
issues, which is what 5054 was intended to be all about. The sort of content,
insight and illustrations you won’t see anywhere else. Long reads of the kind
that have vanished from mainstream automotive magazines.
The result of that rethink is now in your hands - or on your flash drive. A
high-quality PDF file, ideal for viewing on a tablet. Most publishers now embed
digital magazines into websites and so on. However, I’ve decided that we’re
going to trust our readers to buy Vol 3 and not pass it it on to a friend. Or at
least not very many friends.
And I’m guessing that will be the case because dropping the domestic cost
of 5054 from £12 delivered to just £4.50 (sorry, there’s 20% VAT on digital
downloads) will make the magazine more attractive to more people.
But there’s another reason for going to a high-quality digital format. The
photography and illustrations are much punchier and more detailed than
could be rendered in print, even with the very high quality processes we used
for the first two volumes of this magazine.
The same goes for the flat-bed scanning abilities of PH Media. The Trojan
handbook featured in this issue is nearly 100 years old and absolutely shines
out in high-resolution. The truth is, for a magazine dealing with the glory of
engineering, digital makes a great deal of sense.
Volume 3 has a British theme, built around the best analysis you will ever
read on the great BL disaster. This piece is adapted from Daniel Cohen’s degree
dissertation, which received a distinction last year. The beautiful graphics tell
the story of just how far BLMC fell.
Another highlight is the anonymously supplied Rover documents from the
very last days of active BMW ownership. Another desperately frustrating event.
Follow that with Richard Bremner’s Morris Minor ‘barn find’, which is just the
kind of deeply fascinating 5054 feature you won’t get anywhere else.
Feedback is gratefully received via our Twitter feed (@5054magazine) or
please feel free to contact us by email.
Regards

Demand the ultimate in system mobility, performance and reliability, the new E-M1X.
Find out more at your Olympus Pro dealer or visit www.olympus.co.uk
* Based on the CIPA standard, within system cameras, E-M1X with
M.Zuiko Digital ED 12-100mm F4.0 IS PRO: 7.5 EV compensation, as of 1/2019.

Hilton Holloway,
Founder/Editor
London, February 2019
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A 1964 Moggie whose life was
recorded in every tiny detail

AUSTIN, ROVER AND OUT
The strange and drawn-out
death of the Longbridge factory

THE RETURN OF BEAUTY
A rampant Ferrari promises the
age of elegance is back
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Sony A7R II / Sony 100-400mm

The big picture: 1
Last year was a good one for the Toyota Yaris
WRC team. In 2018 the company’s first WRC
entry since 1999, the Toyota Gazoo Racing
WRT, won the World Rally Championship for
Manufacturers after five wins and 14 podium
finishes during the 2018 season. The rally car
is a 1.6-litre turbocharged all-wheel drive,
weighing 1160kg with over 360bhp.
This picture was caught at the 2018 Swedish
WRC rally, which the car won in 2017.

•
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The big picture: 2
Trying to match the stall speed of the LockheedMartin F35 (known as the Lightning II in
the UK) with a pair of WWII fighters is not
easy, but this brief flypast at Duxford in July
2018 shows it can be done. The F35 has up to
43,000 pounds of thrust, a top speed of Mach
1.6 and flies at 50,000ft. The Spitfire Vc and
the North American P51D (Mustang to you
and me) are powered by similar Rolls-Royce
Merlin engines, both good for about 1550bhp.
The Spitfire had just returned to the skies after
restoration. It was built in 1942 at the (now)
Jaguar factory at Castle Bromwich.

•
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Scrapbook
Here we share some of the highlights from our
@5054magazine Twitter account. Where we’ve
been and what we’ve seen since the last issue
of the magazine. Please do follow us to keep up
with sightings, whether weird or obscure.

A Rover P6 (launched in 1964) and a 2004 Range Rover Sport. The family
resemblance - the big ‘sail panel’ D-pillars and the shoulder running around
the car’s waist - is still clear.

The DKW Schnellaster - Rapid Transporter - was built from 1949 until 1962.
A lesson in clean modernity inside and out, it was the first post-war product
to be made at Ingolstadt by Auto Union.

A ‘walk through’ Daihatsu Japanese market ‘kei’ car van snapped in one of
London’s chic districts. The high roof and nearside tall door allow the driver
to walk upright in and out of the load bay.

The badge and grille of the Lexus RC Coupe. Lexus, founded 30 years ago this
year, has travelled a long road to become a serious rival for German brands.
In 2018 Lexus saw global sales of around 680,000 units.

An exact copy of the Avro 504, which was the main training plane during
WWI and one that was still in RAF service as late as 1940. A total of over
10,000 were built around the world.

The reinvention of the Mercedes G-Class has been exceptionally well-judged.
Super-high-power versions are very popular in global hotspots, and the car
still lends itself to custom re-engineering. This is its usual habitat.

Cockpit of a 1956 Ferrari 290MM at the Ferrari
museum in Maranello. Ferrari is promising a
second line of new models that will return to
‘classical beauty’.

10
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The stark contrast between the ancient Land Rover Defender and the Alfa
Romeo 4C sports car. It seemed that the 4C owner was looking for a change
at the dealership. Tricky car in London traffic, we reckon.

The Shuttleworth Collection’s own Blackburn Type D monoplane, the original
machine built in 1912 and the oldest airworthy British-origin aircraft. It was
discovered in a barn in 1937 and restored to flight in 1948.

The 2018 Paris auto show was thinly attended, so Porsche livened things up
by exhibiting some of its most iconic cars, including this 1996 GT1 which was
so far removed from the production 911 it was mid- rather than rear-engined.

A fine example of not just the packaging constraints involved in supercar
engineering but also the subtlety of the engineering solutions. This is the
exhaust manifold of a modern Ferrari featuring space-making indents.

The annual London to Brighton emancipation run in 2018 was the 122nd
running of the veteran event. In 1896 the 4mph speed limit for mechanical
carriages was lifted by parliament. Huzzah!

Something of a first-world problem, but how does one recharge the Tesla
when you live in one of Chelsea’s most desirable streets? The roll-out of fast
charging stations - like traditional petrol stations - is probably the answer.

Immaculately restored Sentinel Steamer lorry. This example - with the livery
of Flintshire Castle Firebrick company - was built in 1937 and was one of the
last of the line. Similar Sentinels were in use in Liverpool into the 1960s.

The Toyota bB Open Deck was based on the tiny Toyota Vitz. While
production of the standard five-door hatch lasted five years, this highly
unusual mini pick-up was only made for one year.

Engine close up of the replica 1915 Bristol Scout visiting the Shuttleworth
Collection last summer. It was recreated by the grandsons of a WW1 Scout
pilot who flew from Gallipoli, and contains original components.

Not what you expect to see every day, especially when waiting for a bus on
Battersea Bridge in London, but this is Eric Clapton in his Aston Martin DB5,
heading classily to his home in Chelsea.

Swindon Powertrain - a British engineering consultancy - has designed a
pure-EV classic Mini in a partly government-funded project. The prototype
now has underfloor cabin heating and a heated screen.

The unmistakable lines of the Aston Martin DB6 are made much clearer
when you view the body as bare metal. It’s remarkable how the negative
spaces of the headlamp bowl and the grille are so identifiable.

5054 ISSUE 3 / 2019

•

5054 ISSUE 3 / 2019

13

Edwardian cars
There’s nothing quite like the raw and exposed
engineering of cars of the Edwardian period,
seen here at Shuttleworth Aerodrome. The cars
from this era display an extraordinary range of
influences. WWI aero engines and dashboards
mix with controls from the age of steam, strung
steering wheels reminiscent of a cricket bat,
and plenty of ornate Victoriana. The period
emphasis on ever-greater speeds led to a
generation of fearsomely powerful machines,
but usually without the suspension and the
braking technology to match.

•

Olympus EM1 Mk2 / Zuiko 12-100mm
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50
OBJECTS

THAT CHANGED
THE BRITISH CAR INDUSTRY

The British car industry has experienced feast and famine since it was
established in Coventry in 1896 or so. Those switches in fortune can
often be traced back to individual objects and items. Even if they were
sometimes unremarkable in themselves, these objects could trigger
significant change, open up new possibilities and markets, point the
way forward and, on occasion, even set the industry back »
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9
THE FERGUSON FORMULA
Words by Lewis Kingston. Photograph: Giles Chapman Library

Businessman and engineer Harry Ferguson,
after modernising the agricultural industry,
turned his gaze on the automotive sector in
the late 1940s. In particular he envisioned
developing safer cars using technologies
such as all-wheel drive.
The concept of driving all of a vehicle’s
wheels was not in itself a new one, having
arisen in the late 1800s, but there were often
drawbacks to the systems. Some ‘all-wheel
drive’ configurations, for example, relied
on an open centre differential to transmit
drive to both axles. If one wheel lost traction, though, the engine’s output would be
wastefully directed to that spinning wheel.
Heavy-duty vehicles, on the other hand,
often utilised what most now regard as
‘four-wheel drive’. These typically featured
transfer cases that offered the option of
locking the outputs of the centre differential
together. Consequently, if one wheel or axle
broke free, the other axle would still receive
drive. Used on the road, though, this set-up
would suffer from binding and wheel hop.
The Harry Ferguson Research company
was established in 1950 and the company’s
chief designer, British engineer Claude Hill,
set about coming up with a way of striking
a middle ground between the two traction-boosting techniques.
The result was a centre ‘control’ differential, with two one-way clutches which would
maintain drive to one axle if the other spun.
Its design also allowed a variable torque
split and a difference in axle speeds.
In January 1952 the company registered
its prototype R4 saloon – RPE 4 – with the
18
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new, superior all-wheel drive. A battery of
modern technologies included a flat-four
engine with overhead cams, independent
suspension, disc brakes at each corner and
a Dunlop-sourced anti-lock braking system.
To put this in perspective, this innovative
car preceded the first similarly configured
Subaru by 20 years and the Audi Quattro by
almost 30 years. Despite the praise the R4
and other prototypes received, though, the
oft-staid mainstream British motor industry expressed little interest.
Jensen, however, adopted the R4’s
technology wholeheartedly and unveiled
the AWD, ABS-equipped FF in 1965. Its
‘Ferguson Formula’ system made the powerful coupe far more surefooted.
The shift of this technology into the highend market, plus new overseas offerings like
the Jeep Wagoneer, contributed to Land Rover
using four-wheel drive in its prototype Road
Rover. This concept would later make it to
market in 1970 as the Range Rover.
However, unlike the preceding R4 or FF,
the Range Rover’s centre differential still
had to be left open when on good surfaces. A
company called Schuler, sensing an opportunity to capitalise on demand for improved
on-road performance, subsequently began
offering a new type of Ferguson-sourced
conversion for Range Rovers in 1980.
Ultimately, Land Rover would relent and
adopt a similar and more flexible automatic
set-up for the 1989 Range Rover – while
Ferguson all-wheel drive hardware and designs would pave the way for countless other
vehicles, both on the road and off it. »
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FINGERPOSTS
Words by David Long. Illustration by Stefan Marjoram

China’s emperor Qin Shi Huang (259-210 BC)
standardised the width of cart-axles and thus,
supposedly, the gauges of modern railways. A
13th-Century pope, Boniface VIII, is widely
credited with making continental travellers
drive (or ride) on the right. Closer to home
on the roads of Britain, signposts made their
first appearance during the reign of James
I, with the oldest survivor being at Chipping
Campden in Gloucestershire.
Hundreds of years later similar black-andwhite fingerposts are as much an integral part
of the rural landscape as red post boxes and
telephone kiosks although, unlike those, the
original designer’s name is now lost to history.
Chipping Campden’s one points the way
to the cities of ‘Oxford, Gloster and Woster’.
But, curiously, a date of 1669 makes it older
than any relevant legislation, such as an order
of 1697 permitting local magistrates to erect
what were described as ‘direction posts at
cross-highways’.
It took another century for a new Highways
Act to make such things compulsory on turnpikes or toll roads, while the 1903 Motor Car
Act finally transferred responsibility for them
to local authorities. The same law introduced
vehicle registration numbers, driving licences,
and a new 20mph speed limit, but it took until
the 1930s for the dimensions and typeface of
road signs to be standardised.
The new regulations called for fractions of
a mile rather than decimal points – generally
¼, ½ and ¾, although for some reason distances in East Lothian are given to the fifth or
eighth of a mile. Shortly afterwards the whole
20
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lot were removed and put into storage in a bid
to confuse an expected influx of unwanted
German tourists.
At the end of WWII, when the fingerposts
were returned, traditional units of measurement were still evident, often more so in some
parts of the country than in others. In Dorset,
for example, fingerposts abbreviated the village of Sixpenny Handley to ‘6D Handley’ and
still do, a charmingly archaic touch.
Exceptionally keen-eyed motorists will find
other geographical variations. For example,
the fingers generally change from square ends
to curved and then triangular as one motors
West through Dorset and into Somerset.
Sadly the convention for displaying A-roads
in white on a black ground and B-roads in black
on a white one is fast disappearing. Nor, alas,
is there any evidence to support the long-held
view that red posts are used to show routes taken by convicts on their way to the docks and by
condemned men en route to the local gibbet.
Such red posts are rare and always were,
but the most exceptional example (now Grade
II-listed) stands on Angel Hill in the Suffolk
town of Bury St Edmunds. Octagonal in plan
and known locally as the Pillar of Salt, it was
designed in 1935 by Basil Oliver.
A leading light of the local Arts and Crafts
movement, Oliver obtained special permission
to ignore the new typeface rules and went on
to create the country’s first, and possibly only,
internally-illuminated finger-post. Most often
it is likened to a lighthouse, but there’s also
something of a Dalek in its stance - another
would-be invader. »
5054 ISSUE 3 / 2019
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JAGUAR XJ6
Words by Richard Bremner. Photograph: Giles Chapman Library

If there’s one aspect of the Jaguar XJ6 that
designers love above all others, it’s the car’s
stance. The manner in which a car sits on
its wheels, the size of those wheels and
their physical positioning relative to the
wheelarches can potentially convey the idea
of solidity, athleticism, confidence, elegance
and grace. The XJ6 exuded all these qualities, in large part because of the exquisite
juxtaposition of body to wheels.
It was the XJ’s stance that had a schoolboy Ian Callum falling in love with the car,
collecting two brochures on consecutive
days from his local dealer. Decades later he
was to head up Jaguar’s design department.
According to author and designer Nick
Hull, whose superb Jaguar Design book is a
terrific read, a car’s stance was only a vaguely
understood concept in design circles before
the XJ6 emerged.
But it’s for other characteristics that this
svelte saloon was more popularly admired
at its launch. Being a Jaguar it was fast,
of course, especially with the new, bigger
4.2-litre version of the XK engine, and it was
sophisticated too. Jaguar’s ingenious fully
independent rear suspension, which used
the driveshafts to double as the upper wishbones within an exceptionally well-isolated
sub-assembly, was developed to a greater
pitch. The solution had already worked to
great effect in the E-Type and the S-Type saloon, the latter a substantial update of the
MkII, and was further refined for the XJ by
a small engineering team led by Bob Knight.
Knight was an expert in noise suppression, his subtle geometries, kinematics and
22
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bushings producing a velvet and silent ride.
The roar of wind noise was almost entirely
absent too. Knight’s genius was not to turn
the XJ into a wallowing barge. It handled
terrifically, and in manual overdrive form
drove like the sports saloons for which
Jaguar had earned a fine, if slightly raffish,
reputation with the 3.8 Mk2.
The XJ felt sportier too. It sat lower
than previous Jaguar saloons and is now
incredibly low compared to today’s bloated
machinery. It placed you in a more sporting seat and in a posture (or indeed, stance)
more conducive to enthusiastic driving. Its
sports saloon credentials were further enhanced by the battery of instruments and
switches extravagantly strung across the
wooden dash.
There was soon a waiting list, and it was
further fuelled by the XJ’s exceptional value.
Jaguar already had a reputation for selling
luxury and performance cars at surprisingly
keen prices, and the tradition continued.
Another reason for the attractive pricing
was the sales task that lay ahead of the XJ.
The job of this car was not only to replace
the S-Type saloon that it was conceptually
closest to, but also the lesser Mk II saloon
and, when the V12 engine arrived, the big
420G as well. It succeeded.
It also set the standard for refinement for
the next 20 years. But, because subsequent
management teams struggled over how best
to replace it, the XJ6 locked Jaguar into an
ultimately unhelpful cycle of unimaginative
updatings. But many of those cycles proved
the worth of the original design. »
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THE NISSAN QASHQAI
Words by Hilton Holloway

Only the most hardened spotter will recall the
second-generation Nissan Almera. Launched
in 2000, it was an absolutely undistinguished
Euro-hatch. Perhaps even more than its predecessor, advertised as the ‘car they don’t
want you to drive’, almost certainly a desperate
ad agency inversion of customer research.
Nissan - which had been rescued from
deep financial trouble in 1999 via an alliance
with Renault - had not had much luck with
its mainstream European cars. The Primera
hatch made a minimal financial return across
three generations. It was the same scenario
for the first two Almeras.
In early 2002 a team of 25 from Nissan
Europe went to Japan to plan the third-generation Almera. Then-COO Carlos Ghosn
asked for something ‘new and unexpected’.
Nine months in, the Almera 3 was born
as a modern people carrier of the type that
had been so successful for Renault. However,
it became clear that the car would not make
enough money and would hardly enliven demand for Nissan in the family car market.
At the time Nissan was very strong in
traditional heavy-duty SUVs, but had just
launched the Murano in the US market,
probably the first ‘crossover’ vehicle.
Based on an all-wheel drive car platform,
but with high driving position and powered
by a sporty V6 engine, the Murano was an
immediate smash hit. It offered the comfort
of a Range Rover, the practicality of a family
estate and - without the heavy hardware for
hardcore off-roading - pleasantly easy driving
characteristics.
Inspired, Nissan Europe’s planners came
24
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up with a ‘mini-Murano’. Market research
had established that European car buyers
were put off traditional SUVs by the unwieldiness, weight, thirst and basic interior design.
A senior executive at Nissan’s European
Technical Centre in Cranfield, UK, described
the business proposition as ‘taking the best
bits of a family hatchback and adding the
elements of SUVs that are most attractive to
customers…we retained the higher seating
position, larger wheels and ground clearance
of an SUV, but re-engineering the cabin so the
passengers would feel they were sitting inside
the car and not on top of it.’
During 2003, Nissan’s Paddington design
centre came up with a concept for the new
car, which was shown in 2004. Nissan decided its conventional Euro-hatchbacks - the
Almera and Primera - would both be dropped
and replaced by the Qashqai. The production
cars left Nissan’s UK factory to go on sale in
February 2007.
Nissan sold 100,00 Qashqais in nine
months. By 2010, 1.2m had been sold across
the globe. Over a decade after the Qashqai
was launched, the crossover market is still
booming, now accounting for well over a
third of the European new car market. No
doubt, this car was a true ground-breaker.
Born in Paddington, engineered in
Bedfordshire and made on Wearside, is the
Qashqai the most successful ‘British’ car ever?
The previous title holder was probably
the 1960s Austin/Morris 1100/1300. In 2015
the second-generation Qashqai sold 500,000
units in 21 months. The Austin, the previous
record holder, took 29 months.

•
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CHEAPER
THAN
WA L K I N G
The ultra-basic Trojan was the long-term vision of
one engineer but eventually put into production by
commercial vehicle giant Leyland Motors
Words by Hilton Holloway

26
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Previous page:
Electrical wiring
diagram in the owner’s
handbook emphasises
simplicity
Left: An original
example of the owner’s
handbook, dated
around 1928

It’s impossible to write about the 1922 Trojan
without referring to the definitive history indeed almost certainly the only history - of
this extremely ingenious and indigenous rival
to the Ford Model T.
The Eric Rance and Dom Williams 1999
Can You Afford to Walk? is a finely detailed
history of this utility car and the man behind it,
a vehicle which has mostly slipped from view.
(Incidentally, only 500 of this title were originally printed - mine is number 449 - but if you
can find one it is highly recommended.)
The Trojan was the brainchild of Leslie
Haywood Hounsfield. And it took 18 years from Hounsfield’s first series of engineering
thoughts in 1904 - for the Trojan to finally get
28
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into production. The Trojan’s story also has
intriguing parallels with the Austin Mini.
Like the original Mini, it was the creation
of a single-minded man backed up by a small
team of similarly-minded engineers, using
highly unusual engineering ideas to build an
innovative and affordable utility car.
Indeed, not only did Leslie Hounsfield
attend Battersea Polytechnic, as would Mini
designer Alec Issigonis years later, but the 1912
prototype Trojan was also constructed at the
Polygon Engineering Works in Clapham Old
Town, London, only a few minutes walk from
Crescent Grove, Clapham Common.
Crescent Grove was the first address of
Issigonis and his mother when they arrived in

the UK after being evacuated to Malta from
present-day Turkey in 1923. Moreover, like the
Mini later in its life, the Trojan was also manufactured under the Leyland brand.
Building Up Steam
Leslie Hounsfield was born at Oxley Hall, a
substantial and ancient working estate located
between present-day Watford and Bushey. His
father’s health meant extended periods by the
sea in Brighton, leading to Hounsfield being
sent to Brighton Grammar school, rather than
a public school like his siblings.
Hounsfield seemingly excelled in technical
subjects because, as Rance and Williams established, he was able to jump straight from there

to the third year of a Battersea Polytechnic
engineering course. His first job was in
London, at a pump maker in Pimlico.
After that Hounsfield worked at Woolwich
Arsenal and eventually found himself in the
orbit of an engineer called R E B Compton.
Compton’s name and standing have sadly not
survived outside of professional engineering
circles, but his record of innovation is really
quite exceptional.
From Harrow School, Compton went to
the Doncaster works of the Great Northern
Railway company, then joined the British
Army and travelled to India in 1864. He is said
to have convinced the Army to ship his steam
engine out to demonstrate how they should be

used to replace the animal-drawn carts.
Compton turned his mind to electrical
lighting. Improving on what was available
morphed into a huge business, which gained
a global reach. His electrical lighting systems
were said to have been installed in Windsor
Castle, Kings Cross station and the Vienna
Opera House.
He designed and installed a local electrical
power station in Kensington Gardens, where
he lived. Compton was a founder member of
the Royal Automobile Club and President of
the Institution of Automobile Engineers as
well as being a keen cyclist.
According to Rance and Williams, Leslie
Hounsfield broke off his studies on a ‘Steam’

course at the Royal College of Science and in
1900 headed with Compton to the Boer War in
South Africa. Compton is thought to have been
called in because of his experience with heavy
steam transport in India.
Hounsfield returned and continuing to
work with massive steam-powered commercial engines in Chelmsford. Steam was seen as
the only solution for shifting heavy goods.
The Future Is Simple
According to the Rance and Williams book,
Hounsfield ended his long period of formal
education and experience as an employee
by returning to the south side of the River
Thames. His new premises was at the Polygon,
Clapham Old Town, about a mile or so south of
Battersea Polytechnic.
They also point out that he was commissioned by Battersea to run a course for people
who wished to become driver/mechanics.
This was a booming business and small
ads in The Autocar looking for suitably skilled
people were quite common. Around this time,
much discussion took place on the pages of the
magazine about the relative costs of a horse,
carriage and groom against the adoption of a
new-fangled car.
These early cars were complex, unreliable
and required significant driving co-ordination.
A driver would not just need basic mechanical
knowledge, he would also have to have a good
degree of engineering ability.
After establishing Polygon Engineering,
Hounsfield was gathering considerable professional heft. He was an examiner in motor
car engineering for the City & Guilds institute
and an Inspector for the Board of Engineering
in Automobile Engineering. All the while his
Clapham company was successfully making
progress as an engineering consultancy.
However, it wasn’t until 1910 or so that
Hounsfield is said to have pulled all his
thoughts together and actually started the hard
work on his conception of a car that would not
only be cheap but also incredibly simple to
operate and in need of the minimum of maintenance. Clearly, his experience of tutoring a
generation that had no experience of operating
complex machinery had had a profound effect
on his thinking.
The engine for what would become the
Trojan was to be extremely simple: no valve
gear to fail or need adjustment. Maximum
efficiency in terms of fuel used. Solid tyres because punctures were so common - but a
comfortable ride. An electrical system of great
simplicity. Minimal gear changing thanks to a
high-torque engine. And braking such that it
was only needed on two wheels. »
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Above: A 1927 Leyland
Trojan brochure shows
the £130 Utility version,
£5 more than the basic
version with solid tyres

Right: The Trojan
van was the most
successful expression
of the model and buyers
could commission their
own design

It seems that Hounsfield’s original love
of steam power and his mentor Compton’s
world-leading electrical engineering were also influences on what would become a kind
of very early British 2CV. But unlike that car,
which was styled skilfully and of its time, the
Trojan would never lose its brutal simplicity.
Hounsfield also wasn’t beyond building on
the ideas of other auto engineers in this most
fertile pre-WWI period. The engine was highly
unusual. It used two pistons in each cylinder,
attached to a single V-shaped conrod. The inlet
and outlet valves were moulded into the engine
casting. As the pistons moved up and down,
one was ‘leading’ and one ‘lagging’ allowing the
inlet and exhaust vents to be open at just the
30
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right times to maximise the thrust delivered by
the fuel and air mixture. Thus the engine did
without a conventional valve train.
Such was the simplicity of this engine, it
was advertised as having just seven moving
parts. The really unexpected engineering was
Housfield’s success in allowing the conrod to
flex by a tiny amount over each cycle, a characteristic without which the engine couldn’t run.
Hounsfield also borrowed ideas from an
earlier design by Lanchester, which was built
around what was called a ‘steel punt’ - a kind of
giant tea tray - suspending the car on two huge
cart springs, each of which ran just over half
the length of the car.
Rance and Williams reveal another big

break for Hounsfield. In the run up to the first
prototype Trojan being built, he received a
welcome and practical offer of help from his
engineering cousin Francis Hounsfield.
Francis was senior electrical engineer with
Peak Frean (a well-know biscuit maker which
existed from 1857 until 1982 as a stand-alone
company) and worked at the company’s factory in Bermondsey, East London, less than
ten miles from Clapham. Francis also married
a member of the French Mumm Champagne
family based in Reims. As Rance and Williams
point out, the first prototypes of this most
British of ‘people’s cars’ was partly funded by
Champagne money.
The very first Trojan prototype was finished

in August 1912. It was only half of the eventual
vision. The engine was placed vertically (rather
than horizontally, under the passenger) and it
used a conventional two-speed ‘crash’ gearbox.
It did, however, run on solid tyres and used
‘artillery wheels’ of the kind that would be seen
on WWI gun carriages.
In 1914 - and with the second prototype
underway - Polygon Engineering received
more backing from two investors, allowing Trojan to gain new premises in Croydon.
Trojan Limited was founded in February 1914
and the No2 prototype finished in November
1914. Unfortunately, what would become WWI
had broken out four months before and would
tragically prove not to be ‘all over by Christmas’.

Getting Into Gear
Although the No2 prototype was used by
Hounsfield and his family during the war, the
company’s attention had of course been turned
to supplying the government on war contracts.
But, according to Rance and Williams, work
started on Prototype No3 just weeks before the
war finally ended.
It was 1919 - some seven years after the
first prototype - that Trojan got its ducks in a
row and decided to build a batch of six cars.
These were in the final technical form. The
flat twin-combustion-chambered engine was
under the passenger seat, driving the epicyclic
gears, which were housed in a large drum. The
rear wheels were driven by a chain.

For changing gear, the Trojan driver was
limited to a two-position lever which switched
from the low gear to direct drive. The engine
itself never exceeded 1500rpm and developed
just 11bhp at 1200rpm.
Period motoring reports say that the
Trojan’s highly unusual engine had significant
torque from a slow tickover, which is one of the
reasons it only needed two forward gears.
The carburettor was quite some distance
from the engine, being mounted under the
conventional bonnet, which was otherwise
nearly an empty space. Hounsfield’s contribution to make engine starting much easier was
to design a system which only required the
driver to pull a lever by the seat. This short »
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Left The cut-through of
Left:
the Trojan from the owner’s
manual showing the very
long cart springs and
centrally mounted drivetrain.
In the 1930s, the driver was
positioned at the front of the
chassis, making for a much
more capacious van
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Above: Remarkable
period sales pitch: take
the essential Trojan test
drive and there will be
‘no talk of purchase’

Right: The extreme
simplicity of the
engine was a major
selling point

arc was enough for the engine to fire.
Apparently the Trojan engine was a dead cert
when starting from cold, but less so from hot.
Trojan and its directors decided to look for
a partner to build the car. Rance and Williams
say that three different business options were
tried with a company called Hopkins. Options
included Hopkins building the Trojan under
licence, but the talks came to nothing.
Enter Leyland
What happened next was totally unexpected.
Lancashire-based Leyland Motors, already a
powerful and well-known manufacturer in
the commercial vehicle market, approached
Trojan with the idea of collaborating on mass
34
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production of Hounsfield’s Trojan.
Although there was a great deal of overlap
between the thinking of Leyland’s Commercial
vehicles and the Trojan’s simplicity, the alliance
was a great surprise, not least because Leyland
had just launched the exceptionally expensive
and highly advanced Leyland Eight, which
used a straight-eight engine.
Designed by Leyland’s chief designer R G
Parry-Thomas (who later used the car as the basis of a successful Land Speed Record attempt),
the Eight made its debut in 1920, as the most
expensive British car of the time. Designed to
be sold to coach builders as a rolling chassis as
well as complete Leyland-designed cars, only
18 were sold over three years.

Rance and Williams say that when Henry
Spurrier, the boss of Leyland, first suggested the
alliance, there was much discussion at Leyland
about completely reworking the Trojan with a
much more conventional mechanical layout.
According to a Motorsport article in 1958, a
cynical Leyland tested the Trojan by driving it
for several days across a course made up of railway sleepers set at six foot intervals.
Luckily for Hounsfield and Trojan, the car’s
pressed steel ‘punt chassis’ meant fundamental
changes were impossible. The upshot was that
Leyland agreed to go ahead with the original
design. Much was made of the Trojan and the
Leyland Eight appearing on the same stand at
the Olympia motor show in November 1922.

Leyland decided to build the Trojan in a
factory leased from Hawker in Kingston-uponThames, although many components would
come down from Lancashire, particularly the
foundry at Farington. The Kingston factory
had previously been used by Leyland to reclaim
and refurbish the many vehicles it had made
for the war effort.
The basic construction of the car was very
different to what Leyland would have been
used to, especially the ‘punt chassis’. This was
manufactured from folded steel and spot-welded, which was highly unusual at the time. The
manufacture of the engine was also complex
and relatively lengthy and specialised.
The heyday of the Trojan was between 1922

and 1928. Hounsfield’s vision was at last fully
realised. The brochure shown on these pages is
from 1927, the last full year of Leyland running
the Trojan operation.
The extremely sparse Utility version was
still being offered on solid tyres, though Rance
and Williams hint that demand for the Trojan
was starting to noticeably wane in 1927 as car
buyers expected rather more sophisticated machinery. However, the Utility was still cheaper
than a UK-made Ford Model T.
Can You Afford To Walk?
Leyland’s marketing campaign for the Trojan
was very clever. One famous brochure showed
a calculation that it was more expensive to walk

distances than to buy a Trojan and drive them.
It reckoned that over 200 miles, four people’s
shoe leather would be more expensive than
using the car. ‘Can you afford to walk?’ became
a landmark advertising line.
Perhaps in a portent of Issigonis decades
later, Hounsfield was never a fan of styling and
general luxury and held this view as long as he
was with the company. However, the much
more sophisticated looking fabric-bodied
Achilles Tourer was prototyped in early 1928
under his leadership.
Where the Trojan formula really did
work was in the production of small vans.
The ultra-low maintenance costs and the
unusually good fuel economy really appealed»
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Left: This manual
checklist was marked up
by the owner around 90
years ago
Below left: Rear cover
of the brochure showing
Leyland’s leased
Hawker factory

that this car would have very great vogue as a
passenger carrying machine.’
The report notes that for £25 more a
Morris Cowley could be bought. The best the
AA engineers could offer on the Trojan was
that ‘the simplicity for the driver may appeal to
some drivers, particularly the virtual absence
of gear change’.
According to records compiled by Rance
and Williams, it’s thought that around 16,000
Trojans were built between 1922 and 1928.
Over 6000 of them were vans. Interestingly,
after the failure of the RE (550 made), to which
Hounsfield so objected, Trojan built 8000 of its
highly-regarded vans between 1929 and 1939.
This was probably because of the spacious new
forward-control van, with its seven-foot load
bay, which arrived in 1934 priced at £165.
Maybe it’s no great surprise that Trojan
survived the war and re-emerged as a very successful specialist van maker. Hounsfield died in
1957, said to be still full of new ideas, having
created the definitive Trojan camp bed among
other post-car innovations.
Eventually, the Trojan van company was
bought out in 1959, and the name was used to
build Heinkel Bubble cars under licence from
1960 to 1965.
It is fitting, perhaps, that the Trojan name
died out on a vehicle conceptually almost
identical to Hounsfield’s original vision. But,
in another remarkable parallel, the original
Mini was, of course, commissioned by Austin
boss Leonard Lord in order to ‘sweep away’
the horde of Bubble cars coming in from the
Continent in the 1950s.

•

to business. Brooke Bond tea was known for its
2000-strong fleet of Trojan vans and they were
generally an extremely common sight in the
UK and on RAF bases across the world.
Commercial Motor magazine tested a
Trojan van in 1926, laden, and with a passenger on board on a very steep hill in Bristol and
remarked that ‘Summer Hill, with a gradient
of 1 in 3.6…the Trojan took the full load and
the two persons up the hill with ease….It so
happened that the test was made without any
previous notice and the demonstration was,
therefore, as convincing as it possibly could be.’
Hounsfield’s philosophy made sense: the
Trojan had a remarkable ability for slogging
up hills - Trojans became very successful hill36
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climb cars and there’s at least one original
1920s model still active in UK hill climbing in
2018. You can add to that reliability, simplicity
and ease of driving, qualities which clearly
suited delivery businesses.
Trojan also made vans at its new works in
Purley Way, Croydon, a facility which opened
in 1926. This took place while demand for the
passenger cars, mostly built by Leyland, was
on the slide. By early 1929 Leyland and Trojan
wound up the alliance and Trojan construction
ended at Kingston-upon-Thames.
Departures
Hounsfield eventually left the company in
1930, after increasing tensions over the RE,

a more upmarket replacement for the Trojan
passenger car. It’s perhaps not hard to see why
his fellow directors wanted a major change in
direction when you see the ‘confidential’ report
from the AA Engineers’ Department of a £145
three-door Tourer reprinted by Rance and
Williams in their book.
It said that the tweaked engine would now
propel the car at 35mph ‘in favourable conditions’. It noted the ‘penetrating’ quality of the
high-pitched noise from the transmission and
the most uncomfortable ‘excessive snatch’ at
the steering wheel caused by road inequalities.
‘In view of the unconventional design, the unattractive appearance and the unsatisfactory
features outlined above, it is difficult to think

Brooke Bond tea was known for
its 2000-strong fleet of Trojan
vans and they were an extremely
common sight in the UK and on
RAF bases across the world.
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S E C R E T D I A R Y O F A M I N O R A G E D 5 8 1/2
A one-owner Morris Minor found in a grubby garage turned out to
have rather more than the typical full-service history
Words by Richard Bremner. Photography by Hilton Holloway
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Above: Once a very
familiar face on British
roads, made for 24 years

If there were as many barns as there are barnfinds in Britain, the country would be carpeted
with agricultural buildings. ‘Barn-find’ classics
are the supposedly undisturbed, virginal restoration projects that many old car enthusiasts
crave, which is why classic car adverts are
littered with the phrase, usually to describe a
car that’s been badly stored and neglected for
long enough for it to seem theatrically decayed.
The Morris Minor you see here was not a barn
find, even if it displayed all the characteristics
of the best of this sunlight-deprived breed.
It was covered in dust, for instance. Its
Dunlop crossply tyres were half-flat and its
bonnet covered with blankets, a throwback to
the long-gone era when owners would drape
an old rug over the engine in the hope that it
might start on a frost-bitten morning.
Many a radiator and fan were wrecked by a
blanket-fanbelt interface created by forgetful
owners failing to remove them.
40
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Battling the cold was a preoccupation for
its previous owner – there was a home-made
cardboard radiator shield on the back seat,
and on an undertray beneath the carburettor, a paraffin heater designed to keep the SU
warmed for action in the deep mid-winter.
Action of any kind had passed this Minor
by for just over a decade, its owner John
Archibald Ewart having stopped using it in
2007, probably because he was no longer able
to drive. He passed away early in 2018, with
the car offered to me after it had been turned
down by the Morris Minor Owners Club.
Ewart’s house and property were being disposed of by a solicitors specializing in probate.
After the owners club said no, my sister-inlaw, who had the task of clearing this property
for her solicitor employers, offered me the car
for £600.
It was worth a look, especially as the car
wasn’t far away. But only a look, because a)

there are surprising numbers of cheap Minors
out there in need of work b) I’ve never desired
one, despite admiring the work of legendary
designer Sir Alec Issigonis and indeed owning
some of it (a Mini, a Morris 1100, an Austin
1300 GT) and c) there was a risk that the car
might simply be scrapped for expediency, a
crushing waste if it was salvageable.
So on a hot summer’s day the Minor got a
visit. It was interred within a preformed concrete garage at the edge of a large, overgrown
garden at the centre of which lay a 1960s bungalow. Pulling back the wooden garage doors
revealed a dirty looking four-door Morris
part-covered in the aforementioned grubby
blankets and a thin skim of dust. In the garage
with it was a workbench, shelves of boxes and
an old gent’s bike, built for function rather
than speed.
The Minor wasn’t locked, but the driver’s
door handle flapped unresponsively when

Above: Classically
British symmetrical
dash for easy conversion
to left-hand drive

pulled. The only way into the red upholstered
interior was through one of the other doors.
Pleasingly, there were things inside. Apart
from the cardboard radiator shields, there
were books, a large plastic carboy, an old bedspread and, on the shelf under the dashboard,
a little torch wired into the car’s electrics.
Plenty to root through in the quest to find
out more, then, and we hadn’t even opened the
gloveboxes yet. Nor, more practically, had we
established whether the Morris might move,
or whether its brakelinings were locked in a
rigid embrace with their drums. Or whether its
948cc A Series engine would turn, or whether
its modest pistons were frozen in their bores.
Such are excitements of unearthing
long-abandoned cars. Not that your reporter
has had much experience of this, despite being a serial old car buyer. Actually getting the
chance to inspect, check and – perhaps – bring
a long-undisturbed car back to life is rare. And

The owner of this car, it
seemed, wasn’t bothered
about whether it looked
pretty. Even the chromework had been brushed
with the grubby goo.

it wasn’t mine anyway. This was merely the
moment of inspection.
Not an easy process within the confines of
a cobwebby garage, but it had windows (dirty,
admittedly) the light strong enough to see that
the Minor’s grey paint – cellulose, in those
days - had long since lost its shine, that it was
of various shades, dark patches appearing on
the lower reaches of the wings and doors, and
that some sections had been crudely touched
in with a brush.
But there didn’t seem to be much rust.
Only the trailing edge of one sill felt crusty, and
it was still solid. It gradually dawned that the
dark patches were Waxoyl, a rust-preventative usually applied to hidden chunks of a car,
such as the underside, the wheelarch cavities
and, if the owner was diligent, the interiors
of the doors and assorted box-sections. The
owner of this car, it seemed, wasn’t bothered
about whether it looked pretty. Even the »
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chromework, sparse on a Minor, had been
brushed with the grubby goo.
It was grubby beneath the Minor’s weighty,
head-threatening bonnet too. But you could
see that the engine had been maintained, some
of its components evidently serviced. The oil
on the dipstick was clean, and unscrewing the
filler cap revealed a glimpse of valvegear surprisingly rust-free, despite its not having been
spattered with hot lubricant for some time.
Perhaps those old blankets had prevented
condensation.
And so to the boot. Which wasn’t locked,
and revealed a large trove of tools and spares.
There was a socket set, a stirrup pump, spare
Unipart brake cylinders, old spark plugs, a
jack, wheel-wrench and more. This car was
beginning to feel like it had been trapped in
a moment of time, which in a way it had. That
moment, we would eventually discover, began
in 2007.
The clue lay behind the door of the
righthand glovebox lid. In it was a small, ruled
and very well-thumbed A5 notebook. It was
almost full. Detailed inside was a record of
what appeared to be every fuel fill, every repair, every maintenance operation and every
spare ever bought for the car. It didn’t run in
totally sequential order. One section covered
the petrol and mileage reading, another contained details of the repairs and, sometimes,
where the Morris had travelled. But all that
would come later.
The most startling discovery was that every
entry in the notebook seemed to be in the same
hand. And that meant, it seemed, that this
Minor had only had one owner since it was
new. In 1960.
By now I knew that I had to have this car.
Especially as lifting what appeared to be the

original red carpets revealed solid floors. And
that crouching and prodding under the sills
and around the rear leaf spring hangers, both
crumble-prone zones on a Minor, if far from
the only ones, appeared to be resoundingly
solid. There was a boot floor, too. So I paid
the £600, and waited for confirmation that
it was okay to disinter the Morris. When the
day came, mate Bryan, my wife and I were
equipped with a friend’s Land Rover, a trailer,
a battery, jump leads, and the tools we thought
we’d need if the brake drums had to come off
to allow the car to move.
We didn’t expect to get the Minor going,
but the battery might allow us to find out
whether the engine would turn. That took a
while, because the separate starter switch,
a pull-knob on the dashboard, did nothing
once the ignition was on. Bryan bodged his
way around it to send current to the starter
and – bingo – the engine turned. There were
no knocks or nasty noises either, which was
promising. The Minor rolled on its wheels, too,
none of the four binding, incredibly, making it
relatively easy to get the car out of its garage
and onto the trailer.
But not before an inquisitive neighbour
came around to see what was going on. Which
wasn’t surprising – for all he knew, we were
stealing the car. After reassuring him that the
car was in safe hands, he explained that his
former neighbour had been devoted to the car.
John Ewart, it turned out, was a physicist, a
graduate of Oxford University and given to
occasional bouts of committed swearing.
This I had already suspected, given some
rather surprising entries in the notebook.
Here’s one, from 2.12.76: ‘Relined rear brakes.
Hell of a f****** job. Offside rear jammed solid on new linings. Drum red-hot within two »

Clockwise from top:
Hubcap, window winder
and bonnet mascot:
classic detailing and
‘jewellery’ that was much
missed when cars from
the Minor’s era were
superseded. Period torch
clipped to the dash.
Gearknob has seen at
least 80,000 miles of
changes. Spare bulbs and
tyre valves a reminder of
the DIY effort needed

This car was beginning to feel like it had been
trapped in a moment in time. That moment,
we would eventually discover, began in 2007.
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Clockwise from top:
Sensibly calibrated
speedo, topping out
at 80mph. Rather
appealing colour for
the faux-leather vinyl.
Classically period
British motoring quirk:
a box of tissues. Fine
Fare went out of business
a decade before the
Morris was beached. The
tax disc evidence of when
the Morris was retired
after 37 years’ use
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Owner John Ewart’s
extraordinarily detailed
and personal record of
his Morris ownership
were found intact in the
car’s glovebox
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miles. F****** cylinder probably seized again
(78,569 miles).’
And another: ‘Reversed into a bollard like
a right f****** c***.’
There was poignancy too. ‘Dad’s last ride.’
And ‘Mum’s last time in Wales and last holiday’, which occurred on 12 September 1970.
But there wasn’t much other personal detail,
but plenty on the Morris. Ewart collected it,
new, on 11 June 1960 with half a tank and 80
miles on the clock, this presumably the distance from Cowley, Oxford where the Morris
was made, to the supplying dealer. Brand new
cars were quite often driven to dealers, with
luck at running-in speeds.
That the Minor’s odometer only showed
36,000 miles was exciting but incorrect, the
reason revealed in an entry on 24 August 1969,
the original odometer failing at 51,224 miles.
Further reading threw up old brand names
– Cleveland Discol petrol, Redex upper cylinder lubricant – the fact that Ewart had bought
a socket set for the car from Halfords in August
1975, this Gedore set still with it, and that, for
instance, the ‘nearside wiper fell to bits’ on 8
August 1977. This Minor and its records were
a slice of motoring life from decades ago, when
cars needed regular maintenance, greasing
included, but were simple enough for a chap
to do most of it himself on his drive.
Ewart wasn’t averse to writing to the Morris
Motors Service department with queries either.
On 9 March 1961 – just nine months after he’d
bought the Minor - he had a reply from a Mr R
Argent of the Service Technical Department in
answer to a question on oil consumption, the
Morris clearly using lubricant. According to
Argent, consumption was within bounds, the
view being that ‘With the increasing stress applied to a modern internal combustion engine

in an endeavor to improve output, it is considered that the consumption of some oil is a
helpful rather than a detrimental feature. It is
possible that negligible oil consumption from
overscraping of the cylinder bore may lead to
scuffing or partial seizure.’ Argent went on to
say that the Ewart Minor’s thirst was within
the tolerances not only of Morris Motors, but
those stated by other car manufacturers.
Almost 59 years and over 80,000 miles after Ewart received his reply, I could confirm
that the Morris did indeed use a bit of oil, its
highly stressed modern engine puffing out a
little of the blue smoke that signifies burning.
Of course, this was after the engine had sat
motionless for more than a decade, and with
some wear on it. When it settled to a steady
idle, the smoke cleared. Not that we got the
engine running straight away.
It took longer to sort than expected given
its apparent health when turned over. The
wiring between distributor and coil was the
wrong way round, the contact breaker had
been incorrectly installed and, initially, the
only way we could get the starter to turn was
to give the solenoid junction box on the bulkhead a light tap with a hammer. Unseizing the
gummed SU carburettor was another job, and
our furtling around the distributor revealed a
missing core block in the cylinder block.
These small concave discs, slightly larger
than a £2 coin, are used in the manufacture
of the cylinder block, which is cast in sand
mouldings. That sand has to be released from
the water galleries within the block once it’s
cast and cooled, via holes that will be closed off
with core plugs. Ewart’s A Series motor clearly had a recurring problem with these plugs
popping out, releasing coolant, as further correspondence with the service department »

Clockwise from
top: Surprisingly
adventurous red carpet
shows 80,000 miles
of wear as does the
once-black enamelled
handbrake and pitted
door handle - ignition
lock not so much. The
construction of the body
shell, external hinges
and strips hiding welds,
point to the Morris
Minor’s immediately
post-war origins

Overleaf: Familiar to
motorists of the 60s and
70s: regular oil checks,
topping up the dashpots
of the SU carbs and
frequent spark
plug replacement
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revealed, and the discovery of a small bag of
replacements in the boot.
We got the engine running without the
missing plug, very aware that we could only
allow it to operate for a minute or two with
no coolant. Which it did, with a spark and
fuel temporarily supplied from a plastic bottle, because the electric SU fuel pump wasn’t
working at all.
It ran rather well, sounding smooth, sweet
and if you listened to it from the exhaust at
the rear, slightly strangled, like every Morris
Minor. This car was coming back to life. It
was exciting, and slightly moving to think
that despite the small problems we’d encountered this Morris had been very well cared for
through its life, which was why it was relatively
easy to revive.
Not that it looked well cared for. Its paint
must have last shone decades ago, the light
slurry of congealed Waxoyl over patches of
52
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panelwork making it appear scruffier than
it really was. For proof of that, you only had
to look, and prod, underneath, where an even
thicker crust of Waxolyl had been slathered
over almost everything. Not that the Morris
hadn’t seen some welding.
There was a patch neatly welded into the
driver’s floor area, and the notebook revealed
that all four wings had been replaced. I concluded that Ewart, keen for his Morris to be
everlasting, had decided on the Waxoyl treatment after the body repairs in a bid, clearly
successful, to see off the welder’s torch. The
only significant rust I could find was at the end
of that sill, and treating it would take only an
hour at the most. But that wouldn’t be a job
for me.
Not that we’d quite finished the Minor’s
revival programme. We cleaned up the circular core plug hole and tapped in a new one
with sealant, filled the radiator with coolant

Above: Electrical test
equipment was essential
for the serious period
DIY motorist

Above: The Minor in
the condition in which it
was found

and ordered a new top hose when the old one
leaked like a garden sprinkler. The electric fuel
pump was treated to a new set of points and a
clean, which was sufficient to get it working,
and a new fanbelt was fitted. Then came a
slightly more brutal job.
Like many a long-stored car, the Minor’s
clutch-driven plate had stuck to the flywheel,
preventing gear selection. The solution here
was to get engine and gearbox decently warm,
start the car in second gear with a helpful
push, hold down the clutch pedal and deliberately drive jerkily, on and off the accelerator, in
an attempt to break the clutch free. Only that
didn’t work.
So we towed it down the road and Bryan,
who can better bear the controlled mechanical
violence required than your reporter, slammed
it into second gear.
Which almost immediately produced a
freeing clang. It also confirmed the marginal

brakes as he slowed to avoid hitting the tow
car. In fact, it was amazing that the Morris had
any brakes at all, especially given Ewart’s regular fights with seizing wheel cylinders.
Now that it could propel itself, our job was
done. The Minor was alive again and rather
charming. My wife briefly considered adopting it as a nostalgic runabout. I wondered
about keeping it as a living museum piece and
an amazingly detailed slice of motoring life.
But I have never desired a car that even the
guvnor of the company that made it, William
Morris, described as ‘a poached egg’.
A hugely popular poached egg, mind – the
Minor was Britain’s first million-selling car –
and one still popular today. Their good road
manners and simplicity make them viable
modern transport for some – there’s a twodoor Minor in daily use in the town where I
live, maintained on the same oily rag basis,
and it’s far from the only example in Britain.

They bought it, they
admitted, while slightly
drunk after a dinner
out, but had been
eying it up all week.

Indeed, the revival of this Minor repeatedly had us wondering whether this simple,
well-designed home-repairable little car
wasn’t a better environmental solution than
building crossovers so costly and complex that
few of them live beyond 15 years. This near60-year-old Morris, on the other hand, was
about to embark on the next stage of its life.
I put it on eBay along with a detailed
description of its fastidiously documented,
one-owner life, and found a couple who
couldn’t resist its story and look. They bought
it, they admitted, while slightly drunk after a
dinner out, but had been eying it up all week.
They completely understood its appeal,
and were thrilled with the notebook, the period Little Chef foldout map, the Morris workshop manual, the original handbook and,
above all, the story told by its look. Their plan
is to preserve it as it is and to keep it running,
just as its original owner would have done.

•
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A BLUEPRINT FOR
BET TER DAYS
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The original Defender is second only to the Mini as the most British
of automotive experiences. Trying to recapture that is a huge task.
Three writers give their view on the car’s past, present and future
Words by Stephen Bayley, Richard Bremner and Hilton Holloway
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ON LY B R I TA I N
C O U L D H AV E
MADE IT
The original Land Rover was a lash-up inspired by a Jeep and built
of war-surplus materials, but it became royalty
Words by Stephen Bayley

Fidei Defensor – Defender of The Faith - was
a title given to Henry VIII by the then Pope
in recognition of the king’s support of the
Catholic Church in his book Assertio Septem
Sacramentorum. Of course that all changed, as
things do, but it’s a style adopted by most of the
subsequent British monarchs.
Fidei Defender?
The Land Rover Defender has established
a place in the national imagination close in
prestige to royalty itself. Yea, verily, it is an
ancient institution. The Monarch of The Glen
and Lord of The Mud. It is more than a vehicle
nameplate, it is a symbol. But of what exactly?
The constitutional historian Walter
Bagehot said that allowing public scrutiny of
the monarchy would be unwise and like ‘letting daylight in on magic’. Public scrutiny of
the Defender is a similar sort of impertinent
lèse-majesté. But let’s give it a go.
Like all institutions, the Defender has acquired its own creation myths. And, of course,
the big thing about myths is that they are not
scientifically verifiable. Therein their potency.
So it is 1947 and Maurice Wilks, the proprietor of Solihull’s Rover Car Company, is
walking along the sand at Red Wharf Bay in
Anglesey where there is a family farm. On
the farm he has been using an Army-surplus
56

5054 ISSUE 3 / 2019

Willys-Overland Jeep, a crude but effective
item of military equipment.
Wilks has it in mind to enhance the sturdy
Jeep further through the intervention of Rover,
a plan which will bring hitherto unimaginable
refinements since Solihull has recently committed itself to manufacturing only ‘quality’
products. The new Jeep will, for example,
receive a Rover engine.
A vision is experienced in the bracing sea
air and, inspired, with a handy stick, Wilks
sketches the Land Rover in the wet Welsh
sand. When the tide comes in the sketch will
be washed away, but I am getting somewhat
ahead of myself here.
The next year, the Land Rover is launched
at the 1948 Amsterdam Motor Show. In terms
of typology, there is some uncertainty, since
no-one is absolutely certain if the Land Rover
is agricultural plant, war materiel or indeed a
new type of car.
But what is certain is that, from the outset, the Land Rover had some important
symbolic attributes. The year of 1948 was
when London’s Victoria & Albert Museum
organised an influential patriotic exhibition
called ‘Britain Can Make It’. This was the germ
that led, three years later, to The Festival of
Britain and a wave of jitterbugging euphoria.

Five years later a new Queen uses Land
Rovers while touring the colonies and waving at natives. Wilks’ vision became a part of
the iconography of Macmillan-era Futurism.
Perhaps a little bit like the de Havilland Comet,
although those soon began to fall out of the sky.
The case for the Land Rover Defender is
very clear. It is an example of idiosyncratic
British genius, whose nearly 70 years of life
make it easily the most enduring car design
of all time. It has become a global ‘icon’ whose
rough genetics have been passed to its smooth
Diamond Geezer Range Rover descendants,
now one of the world’s great luxury ‘brands’. It
is a Great British Success.
The case against is quite clear too. The
original Land Rover was a derivative lash-up
whose interesting components all came from
Jeep. Through successive generations, the
Land Rover was badly made and never really
developed properly, not in the way Porsche
might have done, for example. This unfortunate genetic attribute was inherited by the
1989 Discovery where they had to use kitsch
Alpine decals to disguise wobbly panel fits.
Worse, it was unreliable and fragile and
as soon as farmers in the Great Karoo or
Llanrhaedr-ym-Mochnant could get their nubby hands on a Toyota Land Cruiser or a Nissan

Patrol, they suddenly forgot about nationalist
euphoria and bought a better vehicle. The vehicle that went out of production in 2016 had,
of course, acquired huge antique charm, but its
survival was really more to do with management laziness and inertia – compounded by the
British customers’ hopeless infatuation with
nostalgia - than with intrinsic product virtues.
But this is perhaps too harsh. When you
start thinking about the Land Rover, you get
into transcendental territory. Land Rover’s
fundamental appeal is based not in functionality, but in aesthetics and semantics.
It is a near perfect geometrical composition, using only straight lines and very simple
radii. There are no frivolous decorations nor
anything not determined by purpose, but so
far from being banal and utilitarian, the result
is evocative and delightful. Something about
its unashamed honesty speaks very directly to
our emotions. You see a Land Rover and all the
associations are positive.
Never can a piece of agricultural equipment
have been so winsomely friendly.
If you can forget ratty engines, frightening
steering, absentee brakes, questionable directional stability, shabby materials and weak
castings, the Land Rover Defender is an eternal masterpiece of design. And that is design

Fundamental aesthetic
assumptions made on a
Welsh beach in 1947
remain alive and
relevant today.

not in the sense of form following function, but
of form creating narrative fictions. Design, I
am beginning more and more to think, is really
about the way products tell stories.
This was, of course, understood best by
a French philosopher. No-one read Gilbert
Simondon much in the 1950s and no-one, I
think, reads him at all today, but he had the
clearest understanding of how design works.
His book Du mode d’existence des objets
techniques (1958) can be baffling, but there are
passages of hallucinatory clarity:
‘Artifacts evolve using themselves as the
point of departure: they contain the condition
for their own development. The structure of

the object moves to match the future condition
in which it will be employed.’
And that ‘future condition’ is today’s impressive Land Rovers and Range Rovers. The
original Defender was not developed much,
but fundamental aesthetic assumptions made
on a Welsh beach in 1947 remain alive and
relevant today. And, of course, the Defender’s
impressive longevity and interesting culture
lend authority and credibility to a 2019MY
Discovery, which might otherwise appear to be
a fever dream of Gerry McGovern’s.
Soon we will see McGovern’s Defender.
Perhaps it too will endure for 70 years. If that
happens, we will see Defenders being manufactured very close to the fourth millennium.
But few things in industry are certain.
Maurice Wilks had been collaborating with
Frank Whittle’s Power Jets on gas-turbine
R&D until personal friction saw the collaboration being handed to Rolls-Royce. If that had
not happened we might today be staring out
of a BA window and see ‘Rover’ written on the
engine nacelle of a Boeing 787.
Instead, we see ‘Rover’ on high-concept
four-wheel drives. We started with Latin so
will finish with it too. Maurice Wilks? Si monumentum requiris, circumspice. (If you seek his
monument, look around you.)

•

The original Land Rover
was presented as a basic
pick-up at its debut at
the 1948 Amsterdam
motor show, with folding
screen and basic fabric
rear cover
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Below: The dashboard
is a world away from
the stylised wooden dash
faces of contemporary
Rover cars
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Below: The original
locking mechanism
for the tailgate clearly
owes something to farm
gate technology

Above: There’s more
than a hint of boating
technology in the Series 1
canvas roof

Below: Huge exterior
clamps seem overspecced for a lightweight
aluminium bonnet

Below: Tiny rear light
clusters wouldn’t be out
of place on a bicycle

PHOTOGRAPHY BY HILTON HOLLOWAY

Above: An early
Series 1 Land Rover,
demonstrating the
extreme simplicity
of its construction
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Extremely distinctive
face of the Series 1 has
just enough styling
applied to it to deliver
real character, rather
than lapsing into
machine-cut modernism
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WHEN PROGRESS
W O U L D H AV E
MADE THINGS
EVEN WORSE
Drawn out in the sands of post-war Britain, the Land Rover refused
to grow up and laughed in the face of modernity
Words by Richard Bremner. Photography by Hilton Holloway

It’s been around a long time. So long, that
many of us are absurdly fond of the wheeled
institution that’s now as fit for 21st Century
purpose as a telephone landline.
It is still brilliant off-road. But it is also
uncomfortable on it, ridiculously cramped,
really quite noisy, wanders across much of the
breadth of its inconveniently limited lock, has
a gearchange that feels like you’re opening a
dam’s sluice gates and generally requires much
effort to not go very fast at all. As a daily drive,
it’s borderline hateful. But it has assets, tangible and intangible, sufficient to induce me into
buying a brand new one two years ago.
You’d need to have been born during World
War II to fully witness the career of the simple
utility vehicle that was the 1948 Land Rover.
It has never been made in huge numbers, but
it has penetrated almost everywhere, its durability and fixability often enough to overcome
its faltering reliability. So there are a lot of
Defenders about, some still at work decades
after they left Solihull and the little CKD operations that assembled them in lands far away.
While Defenders may not be many, they
have been seen by a hell of a lot more than a few,
for this has been a very visible utility vehicle
with friends in high places. One is the Queen.
Others include the air, sea and land forces that
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she nominally commands, the army ordering
its first batch in 1949. As post-war restrictions
on new car sales in the UK eased, Land Rovers
began to be seen on farms, in the hands of the
police, emergency services and utility companies, all valuing its robust qualities, if not its
minimal comforts. Plenty of intrepid far-flung
and well-publicised expeditions helped built
the early Land Rover’s robust, go-anywhere
reputation too.
So the Land Rover has been around, both
the world and in our heads, for an age. That
it has cemented itself so very effectively in our
memories is also down to the simple, stout utility of its shape.
The Series 1 was a slightly shambling, shacklike machine in station wagon form, partly because its roof appeared to be wider than its sills.
But the composition of boxy wings, recessed
vertical radiator grille, narrow-set headlamps
and stout bumper was the face that all models
presented to the world, an appealing look that
would remain largely unchanged for 21 years.
Still more distinctive were the silhouettes of
the Series II Land Rovers, especially in the fullroofed form that produced a completely sheer
back end.
By the time your reporter was in his teens
during the early 1970s, the Land Rover was as

The Land Rover has been
around, both the world and
in our heads, for an age.

a ditch. The overwhelming sensations were
nervousness and relief at journey’s end. My
next experience was still more nerve-wracking.
Some years later I was a British Leyland
trainee seconded to the exhibitions department, to assist with BL’s display at the Royal
Show in Warwickshire. The department was
run by the formidable George Holmes, always
a ruthless questioner of his staff ’s plans.
Discovering that one hapless operative had
ordered a display Range Rover in Warwick
Green, he retorted, ‘Green on grass? You might
just as well have it black up a bloody tunnel.’
It was a relief that I never had to report my
near-rolling of a Land Rover on the hill the company had constructed to flaunt its climbing skills.
So much changes when you off-road in an
off-roader, not just with the physics, but with
your mindset too. Off-road for any distance
and the world changes. Sometimes within a
matter of inches, and sometimes so completely
or deceivingly that you must get out of the car
and recce if your trip is not to be one-way.
Suddenly you’re having an adventure, and
there are few machines as adventuresome as a
Defender. It looks robustly ready for action, the
stark utility of its cabin framing its occupants’
outlook for the gruelling - or the merely uncomfortable – topographical challenges ahead.

It was with fond memories of such experiences, and the chance to expensively indulge
some nostalgia, that your reporter recklessly
ordered a last-of-series Heritage Defender on
the day they were announced. Reckless, because the money wasn’t there, but motor-car
finance is a wonderful thing.
When it finally arrived, my Heritage
Defender was a still more wonderful thing,
finished in a subtly metallic Grasmere green
with matching steel wheels, HUE 166 identifiers (this the registration number of the first
Land Rover, known as Huey) and other minor
limited-edition bespokery.
It had electric windows, a heated screen, a
six-speed gearbox and less room to accommodate your right elbow than I suspect a coffin
provides. And after a few months I realized the
obvious, which was that I had no use for it,
despite living up a small, dead-end country
lane. Which is surfaced.
I didn’t want to damage it by going
mud-plugging, I couldn’t cross the next valley
using trails and I couldn’t justify it as a wheeled
ornament. So after a few months it was sold.
Oh, and it wasn’t much fun to drive, either.
Yet I still love the idea of the Defender, and the
part it plays among the furniture of memories.
I suspect a lot of us feel the same.

•

familiar as the Mini, the Morris 1100 and the
Ford Anglia. Our family lived in Sudan during the early 1970s, my brother and I excitedly
traveling to Khartoum from boarding school
for the holidays, often by De Havilland Comet,
another troubled British transport legend. It
was there, in 1970 I think, that I saw my first
Land Rover with headlights newly mounted in
the front wing. I wasn’t sure that I liked it, but
this was a sign of the Land Rover weaving its
way into the consciousness.
It would be a long time before I experienced
a closer encounter, this a vague memory of a
drive in an old leaf-sprung station wagon, at
least eight people aboard. Vague was the word
– I couldn’t believe how difficult it was to keep
this Land Rover off the white lines and out of

Right: The engine’s
firing order is cast into
the exhaust manifold;
indicator switch; one of
the two then-new Station
Wagons used by the
University teams from
London to Singapore;
simple canvas buckles on
a Series 1 roof
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Above: Wiper motors
were simply installed
through a hole in the
windscreen surround.
This is a Series 2 pulled
out of a barn
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Above: Magnificently
original and
undisturbed ‘barn find’
interior patina, only
interrupted by a look at
the recorded mileage
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A RIDDLE WRAPPED
I N A M Y S T E R Y,
INSIDE AN ENIGMA
Reinventing British Auto icons is expensive,
complex and fraught with risk
Words by Hilton Holloway

I have an idea that some bright City analyst
has a secret Excel sheet on which has been
tracked the huge investment lavished on trying
to reinvent British automotive icons.
No car-producing nation is as hampered by
its past as the UK. And the foreign technocrats
and Doctors of engineering buying into UK
heritage are just as prone to rose-tinted product planning as the Brits themselves.
The line-up is really quite awesome. Over
the last 30 years we’ve seen huge investments
into the Rolls-Royce brand, the Bentley brand,
Rover, Land Rover, Mini, Jaguar, Aston
Martin. Billions of dollars, deutschmarks,
rupees and euros have been lavished on trying to recreate… well, what?
It’s hard to imagine that the hard-headed
investment bosses at some of the world’s biggest companies figured that buying an old and
characterful, but often unprofitable, brand, a
leaky and land-locked factory and decades of
workplace habit would somehow blossom into
double-digit profit margins.
When BMW bought the Rover Group
in 1994, it inherited a pile of defunct, dying
and ailing brand names, which brought out
the Anglophile worst in many in BMW management. That the then-BMW boss Berndt
Pischetsrieder was also Alec Issigonis’s
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great-nephew was an unwelcome coincidence.
Perhaps then 30% of its current size, BMW
had to invest not only in Rover’s last-chance
75 saloon, it was also trying to re-invent the
Mini and the Range Rover from scratch. It effectively bought three different manufacturers
such was the wild divergence of technical and
industrial requirements of the three products.
That challenge showed in the extraordinary
losses suffered by BMW in 1999 as it fought
falling Rover sales and poured money into new
British vehicle development (see Pg86).
Ford bought Jaguar at the end of the 1980s
and spent billions trying to bash the brand into
shape. Jaguar’s tiny sales were inversely proportionate to its global recognition, but still
Ford ploughed on, convinced the Jaguar XJ
should always look like a Jaguar XJ.
Even when Ford’s accountants allowed
Jaguar to shift to all-aluminium construction,
huge engineering effort was put into creating
an aluminium alloy that could be pressed into 1968-revival shapes. The very definition of
missing the point.
Mini’s rebirth centred on driving dynamics
rather than space utilisation so now, nearly 20
years on, the brand is struggling in the US and
China because it only offers city car space at
Golf-class prices.

Perhaps we should have learned by now that
automotive reinvention is a high-risk business,
especially involving brands with a long history
involving technically unusual or long-running
products that hardly changed. (And not just in
the UK - ask how GM and Saab got along.)
Which brings us to what is surely the last
reinvention of a British automotive ‘icon’.
Jaguar Land Rover is less than a year away
from unveiling the first models in the all-new
Defender family. To an industry cynic, trying
to reinvent the Defender is a massively fraught
task. The die-hard fans will inevitably bemoan
its cost and technical complexity, while potential buyers will ask why they wouldn’t buy a
globally-proven Toyota Land Cruiser.
At the end of 2018 all the world knows of
the new Defender family is that it will be made
from aluminium, will be based on JLR’s new
MLA family platform (opening the way for
electrified Defenders) and will run to a number
of different body styles.
However, there was a bigger clue as to the
huge role the Defender has to fill, found in a
JLR presentation to investors. JLR bosses
want the new Defender family to become a
whole ‘brand pillar’ in its own right. Finally
untangling the confusion, there will be three
model families under the Land Rover brand.

‘Refined’ Range Rover products will of
course be ‘elegant, luxurious, sophisticated’
and offer ‘all-road performance’. ‘Versatile’
Discovery family products will be ‘intelligent
and enabling’ and offer a ‘breadth of capability’.
‘Durability’ is the key definition for the new
Defender family, which will also be ‘functional
and practical’ and offer ‘off-road expertise’.
The great hurdle for JLR is clear, betting so
much as it is on a reinvention of the Defender
as a mainstream product that must eventually
have annual sales well into six figures. For all
its long-term appeal, its unbeatably authentic
aesthetic, its genuine caché (the Defender is
not classless, but resolutely upmarket) the one
thing the Land Rover has never been is durable.
Students of the Defender track its loss of
market to the late 1970s, when the Japanese
started to get their endlessly reliable SUVs into
the Australian and African markets. One claim
is that Land Rover sales fell 25% in a single year
in the early 1980s. It was, perhaps, not just the
basic build quality and engineering failures, it
was also the core package.
Production ended in 2016, the Defender in
remarkably similar shape to the way it entered
in 1948. It had a narrow cab, limited driver
legroom and was undoubtedly harder to pilot
than more contemporary Japanese 4x4s.

Moreover, since the 1980s, Defender sales
have been low, much propped up by demand
from the UK armed forces. It was launched
into the US in 1992, before safety legislation
killed it off in 1998, but peak annual sales were
only just over 2000 units.
Across European markets sales 20 years
ago were 4800 a year. That peaked between
2004 and 2008 at 9000 units, before dropping
off significantly. Late-life Defender production
was never more than 15,000, with much of the
demand military.
For my money, the new Defender project
is a big risk. It’s not a nameplate associated
with year-by-year Casio watch reliability. Even
today’s Land Rover products leave something
to be desired, though it should be said that the
MLA platform is completely new.
It will take a lot to convince professional
users to abandon their Japanese hardware.
And while the new styling will have a flavour,
it cannot hope to have the authenticity of the
original. Annual sales of 100,000-plus will be
a challenge when prices start at £40k, while
also risking cannibalising sales of other Land
Rover models.
Arguably, the last of the great British auto
icons to be reinvented will also prove to be
the biggest challenge of them all.

•

To an industry cynic, trying
to reinvent the Defender is
a massively fraught task.

Right: Land Rover’s
official ‘spy shots’ of the
new Defender under
test. The exterior is
well camouflaged, and
may not be as boxy as
the original. Will this
reinvention gain new
customers or step on the
toes of the company’s
other products?
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BRITISH
LEYLAND:
TOO BIG
TO SUCCEED?
Daniel Cohen spent months in The National Archives to get to the bottom of the British
Leyland disaster. When you nationalise but don’t rationalise, this is what happens
Words by Daniel Cohen.

Shortly after WWII, Britain became the world’s largest
exporter of motor vehicles. By the mid-1980s the country’s
well-established motor manufacturers had essentially
dissipated either into the history books or into the hands
of foreign owners. One of the key influences was the
decline of British Leyland (BL), the conglomerate of all
major British motor manufacturers, particularly in the
period 1968 to 1980.
The gradual withering away of BL represented one
of the largest crises in British industrial history. At its
peak, BL accounted for 8% of British GDP, sustained the
employment of 5.5% of all British workers, and accounted
for 16% of all British exports.1 The thought of its demise

sent shivers down spines in Whitehall, as its contributions
to the British economy were vast. BL helped underpin
numerous industries, including steel, shipping, aviation
and even defence.2
There is much we can learn from this sorry epitaph to
the second phase of Britain’s industrial revolution.
BL runs out of Money
In October 1974, the BL board informed the government
that the company was suffering a serious liquidity crisis.
Between August and early October 1974 its UK cash
reserves had plummeted to only £25 million.3 By late
November, its banks were no longer willing to provide »

David Rhys, The Motor Industry: An Economic Survey (London, 1972), p. 373.
TNA, PREM 13/2249, Dennis Healey (then Secretary of State for Defence), letter to Donald Stokes (then Managing Director of Leyland Motors Ltd.), c.1967.
3
TNA, T342/482, Treasury Note sent to Healey (then Chancellor), 29 November 1974.
1

2
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The Innocenti family in Italy built Minis under licence - with locally sourced bodies - for a decade from 1965
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further credit.4 If a decision were not made by the end of
1974, BL would have reached its overdraft ceiling of £152
million and funds for operations would have ceased.5
BL’s finances had been squeezed at both ends in late
1974. A wave of industrial action coupled with naturally
slower autumn/winter sales would not have normally had
this effect, but it must be viewed in the context of the oil
price crisis, caused by the Arab-Israeli War.6
This provoked rampant inflation and led customers to
downsize their cars for more frugal models. It resulted in
the Mini once again becoming BL’s best-selling car. The
Mini, however, was one of the least profitable cars in the
BL range – in fact the company made roughly a £30 loss
on every Mini produced.
This being so, by December 1974 it had become
clear that the government had to reach a decision, and
quickly, about whether it was to step in and prevent BL
from collapsing. Chancellor Dennis Healey requested
a thorough and objective review of the viability of BL
conducted by leading businessmen and Labour peer,
Lord Ryder (Sir Don Ryder, at the time of commission),
to which Prime Minister Harold Wilson eventually agreed
after some dithering, though the possibility that it would
be allowed to fail never really existed.7
The government’s approach from thereon reveals that
political considerations were as important as economic
considerations, and that many decisions were taken in the
interests of appeasing the more radical elements of the
Labour Party and trade union leadership. This was to the
detriment of the overall policy, as practical and pragmatic
decisions were sidelined.
Business as Football
There is sufficient evidence to argue that BL became a
political football on the increasingly bad-tempered pitch
of 1970s Labour Party politics. Since losing power in
1970, the left of the Labour Party had been emboldened,
viewing the loss as symbolic of a failure to plan the
economy thoroughly enough. Constituency Labour
Party associations, which tended to be more zealous
than many Labour MPs, became more demanding of
the Parliamentary Labour Party, and energised leftist
front-benchers like Barbara Castle (Secretary of State for
Health) and Tony Benn (Secretary of State for Industry).
Labour’s 1974 general election manifesto therefore
promised greater public ownership, ‘to control prices,
stimulate investment, encourage exports, create
employment, protect workers and customers from the

activities of irresponsible multi-national companies, and
to plan the national economy in the national interest’.8
When it came to nationalising British Leyland, leading
figures within the Cabinet and indeed the trade union
movement were applying pressure on the Prime Minster
to make good on these manifesto promises.
Moreover, beyond the left-right factionalism, there
was a new consensus within the party to essentially
bury Wilson’s alleged ‘modernisation’ of the Labour
Party, which had informed the policies of his 1964-70
administrations.
In seeking to make the party electable, Wilson had
explicitly linked socialism to science, pledged the removal
of restrictive practises, and pledged the modernisation
of industry and social liberalisation. However, it was
clear that by 1974 the country was no longer in the
mood for upheaval. In the 1974 general election, Wilson
campaigned on a platform against ‘divisiveness’ and the
‘ruthless, pushing society’, promoting ‘a quiet life’.9
The relevance of this to BL is evident in a speech
he delivered in his Huyton constituency on 5 January
1975, where he announced that the ‘most important,
the most spectacular, government industrial decision
to fight against unemployment, was our announcement
before Christmas, that the government have come to
the rescue of British Leyland.’10 Wilson’s desire to curb
unemployment played a crucial role in the decision to
nationalise the company, and is often cited. However, the
process itself was far from spectacular, or smooth.
Regardless of his grandiose rhetoric, Wilson was
buffeted by the trade unions. Official papers reveal the
extent to which Wilson himself had to rely on their
support. Indeed, on 31 January 1975, Wilson received a
letter from Jack Jones, General-Secretary of the Transport
and General Workers’ Union (TGWU), which represented
a considerable proportion of the BL workforce.11 The
letter asked Wilson to condemn the remarks of one of his
own MPs, Brian Walden (who sat on the right-wing of the
Labour Party), who had said in a documentary earlier that
month that unprofitable plants like Bathgate and Cowley
must be closed in exchange for government support.12
Of course, Walden was entirely right, and it was
precisely this failure to rationalise the company, even after
nationalisation, that eventually led to further liquidity
crises in 1977. However, such was the influence of Jones,
that Wilson rebuked Walden. In a letter to Walden,
Wilson informed him that job losses on such a scale would
not be contemplated.13
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Papering over the Cracks
Senior civil servants were concerned about the gungho approach to nationalisation demonstrated by senior
ministers like Tony Benn.14 He argued that Benn was
using what was, in his view, a short-term cashflow crisis in
the company as an excuse to nationalise it, a move which
he believed would set a dangerous precedent, and make
other large companies think twice about whether they
should ‘bother to struggle’.15
He also argued that the government was papering over
clear deficiencies in the BL executive’s ability to actually
run the company, claiming that it was concerning the
government appeared unphased by BL’s rudimentary
market analysis and sales prediction formulae.16 These
concerns were entirely justified.
Although there was a small high-level inner-Cabinet
team working on the British Leyland situation, it is
also clear that the Cabinet in its entirety had very little
opportunity to weigh-in on the matter and were presented
with the policy as if it were a fait accompli.17 This was
significant in an age where Cabinet government was still
considered to be the most effective means of governing,
and some Cabinet Ministers were indignant at not being
shown the report in advance.18
It is inconceivable that the board of any major private
company, even a board as unprofessional as BL’s, would
agree to such a major business decision in this way.
Indeed, Barbara Castle’s memoirs give an account of the
Cabinet meeting in which the nationalisation plan was
discussed. She recalled that only one minister, Harold
Lever (later Baron Lever), then Chancellor of the Duchy
of Lancaster, raised an objection to the deal in Cabinet.
According to Castle, he claimed that nationalisation was a
‘grandiose folly’, comparable to ‘a bad Pharaoh’s dream’, as
the government were unlikely to ever get a return on their
investment.19 The Cabinet, apparently, dismissed these
concerns, though of course later Lever turned out to be
entirely correct.
Had the Cabinet been given more time to read the
proposed policies, discuss the merits of nationalisation
and contribute more to the strategy-at-large, more
moderate members who were somewhat sceptical of
the plans might have been able to exert a restraining
influence, even if they did not have the power to stop
nationalisation entirely. Indeed, far more detailed
scrutiny of the nationalisation process was conducted by
Parliamentary Committees, like the Trade and Industry
Sub-Committee, which criticised the poor co-ordination
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of decision-making in the nationalisation process.20
In the end, a Bill was put to Parliament to nationalise
BL in early 1975, which involved the purchase of a critical
mass of voting rights through shares by the National
Enterprise Board (NEB), a Whitehall quango established
to administer state funding for industry.21 During the
passage of the Bill emergency funding was provided to
the company under Section 8 of the Industry Act so that
it would stay liquid for approximately a year, though at
the same time strict controls were imposed on the BL
management’s spending decisions.22 Once nationalised,
BL’s official name would become British Leyland Ltd.
It became clear during the passage of the
nationalisation Bill that meaningful opposition
and scrutiny in Parliament would be limited. The
Conservatives were derided by the press for sitting on
the fence during the debates on nationalisation. Heath
merely pointed out that nationalising BL would not ‘of
itself ’ solve the deep-rooted issues in the company, while
Michael Heseltine, then Shadow Secretary of State for
Trade and Industry called simply for greater transparency
from the government on costs.23 Neither seemed to
suggest they were against the overall direction of the
government’s policy.
Judging by Heath’s record, he may well have in
principle agreed that the state would support the industry,
as he had come around to the view that if the government
refrained from ‘picking winners’, British industry would be
less competitive when it joined the European Economic
Community (EEC). Indeed, he offered state assistance to
Rolls-Royce when on the verge of bankruptcy in 1972.24
It is therefore likely that if faced with the same
statistics as Wilson, he would have made the decision
to offer serious state aid to BL, though he may perhaps
have taken a more ruthless approach to restructuring and
future product development.
Whether Heath would have been prepared to give
the go-ahead to a rationalisation plan on the scale that
was really needed, however, is unlikely.
Indeed, even Heath had pursued an industrial policy
of sorts. For example, in May 1973 the Department of
Employment informed BL executives of where they were
most likely to receive approval for a new plant, based on
local unemployment statistics.25
The significance of this speculation is it shows
that even if the government’s strategy was incoherent,
the opposition was not prepared to challenge it
fundamentally. This lack of scrutiny meant the »
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Countries manufacturing or assembling BL products

government was not held accountable for its incoherent
approach as much as it should have been.
The Ryder Report
The Labour government, led by Harold Wilson,
commissioned a review from Lord Ryder, which it was
hoped would suggest necessary improvements such that
BL had to make in return for state investment.
Lord Ryder completed his report in April 1975,
entitled ‘British Leyland: The Next Decade’ and
commonly known as the ‘Ryder Report’. It was supposed
to set out a long-term plan for British Leyland under
public ownership, addressing its deficiencies and
recommending remedies. The report was accepted by the
government, and Ryder played an instrumental role in
putting it into practise through the NEB, of which he was
appointed Chairman.26
The report recommended that approximately £1.264
billion be invested by the NEB into BL between 1976
and 1982, plus additional working capital funds.27 Much
has been written on the conventional faults of the Ryder
Report, and it is covered in almost every major work
on British Leyland. It set about trying to rationalise
BL’s poor performance by focussing on managerial
deficiencies, market shares and industrial relations. All
of these matters were of course important, and some
of the recommendations were significant, for example
the establishment of Joint Management Councils that
enhanced worker participation in the running of the
company while reducing the overall number of access
points for bargaining.28
80
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However, many of the recommendations, for example
the reshuffling of management and control-lines, were
more akin to rearranging the deck chairs on the Titanic.29
The report failed to address the major problems the
company faced – that it simply was not producing
products that consumers wanted to purchase. The report
may have implicitly aimed to improve the products on
offer, for example by suggesting greater oversight of
common engineering practises across the company, but its
failure to include a substantial section on the products is
really rather remarkable.30
We can see from cars like the Mini, which consistently
sold strongly even into its second decade of production,
that thoroughly engineered cars sold well regardless of
the background noise surrounding BL’s internal affairs.
The company could have turned its fortunes around if its
offerings were more appealing.
Indeed, BL’s product offerings were weak, and the
most significant reason why the company failed. The
Morris Marina was a prime example of dysfunctional
post-war British industrial thinking. Despite having an
overabundance of model ranges at the time of the merger,
BL lacked a rival to the immensely popular mid-sized
Ford Cortina saloon, one of the country’s most popular
cars and a sales hit with the fleet market in particular.
BL executives decided in 1969 that a rival had to
be developed as rapidly as possible, with the aim of
launching the car in 1971 – this is by industry standards
a very short space of time to develop an important new
car from scratch.31 It was decided that the car’s styling
would be a secondary concern, with resources being

Fig 1: By 1968 BLMC’s
global footprint was
really remarkable,
especially its vast
manufacturing network

diverted to the engineering department to meet the
timetable for completion.32 As a result, the Marina looked
underwhelming, yet was evidently under-engineered too.
Jeff Daniels, a former senior Autocar journalist, test
drove the car at its launch in Cannes and noted that
certain variants understeered to a dangerous degree.33 He
visited Henry Webster, the BL engineer in charge of the
Marina project, to warn him that unless the understeer
issue was properly addressed the review that he had to
write would be damaging.34
In the event, measures were put in place before
production began in earnest. However, the episode says
much about the complacency of BL engineers, how the
company lacked a proper product planning strategy and
believed that its products would inevitably still find favour
with British consumers.
British manufacturers had a fine tradition of creating
entirely new vehicle sectors, for instance with the Mini,
the E-Type, the Range Rover and Rover P-5. The loss
of imagination, creativity and flexibility entrenched by
the Ryder Report meant British Leyland moved from

pioneering new classes of vehicles to trying to create
poorer impersonations of foreign competitors, which
underwhelmed the public.

Above: A typical
Triumph PR shot taken
at the then-new Millbank
office complex situated in
central London

Failure of Implementation
While the faults of the Ryder Report itself have been
well covered, the implementation of its strategy at a
political level has received very limited attention in the
historiography. An analysis would be of considerable
benefit as it could shed light on the wider problems
with the British model of nationalising manufacturing
industries in the 1970s.
Many declinists like Pollard cite BL as being a prime
example of post-war British decline, as part of a broader
prevailing narrative of waning industrial dynamism.35
They believe Margaret Thatcher’s political project was
about trying to restore what she saw as the dynamism of
the late 19th Century to the British economy.
However, there is a strong argument that the root
cause of this lack of dynamism has been misplaced, and
that much of it was down to the fact that in the post-war »
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period, government was simply ill-equipped to provide
it for industry, and that this is especially clear in the case
of British Leyland. For the government and civil service,
managing BL in the mid-1970s was not about dynamic
industrial expansion but more akin to implementing
a government policy: slow, bureaucratic, and using
forecasting models that were rarely ever accurate.
It is nonetheless true, though not well known, that
there were some positive steps taken at the initiative of
the government soon after the nationalisation which
suggested that to some extent they understood the
problems facing the company.
For example, the government transferred funding
to the Motor Industry Research Association (MIRA) so
they could develop further facilities at their Nuneaton
(Warwickshire) training ground which would help
improve quality control and pre-release testing for BL
cars.36 Moreover, they also sought from 1976 to improve
high-quality research and development at BL, for example
financially supporting the development of ‘Perbury-type
Infinitely Variable Gears’ for mass-produced vehicles.37
The government also recognised the need for BL to
develop smaller, more economical cars in the wake of the
oil crisis, and helped facilitate a joint venture with the
National Enterprise Laboratory to substantially modify
the Allegro to make it the class-leader for fuel efficiency.38
The venture even explored the use of cutting-edge
technology like ‘vapourised fuels in engines’.39 While some
of these more radical experiments did not make it into
products, facelifts to the Allegro introduced features that
would reduce its drag-coefficient and modify its engine
design to make it more fuel efficient and attractive.
While there were some good intentions on the part of
the government, for the most part the implementation of
the Ryder strategy by Whitehall suggested that it was illequipped to take responsibility for turning around a large
manufacturer. While in their own right the civil servants
and ministers were likely to have been highly intelligent
individuals, it is clear that running a company was not the
same as implementing a public policy initiative. Yet the
same methods were applied - with limited success.
The NEB’s sales and market share forecasting,
accepted by the government, was almost always overly
optimistic, or lacking in detailed modelling.40 This is a
reflection of the fact that government had very limited
experience of running a motor manufacturer and was
prepared to accept Ryder’s projections – although of
course Ryder’s sales forecasts were based on the same
methodology as those of the failed BL board.41
This was problematic as both Ryder and the BL board

based their forecasts for market share not on in-depth
research of how well individual cars were expected to
sell in each vehicle sector, but about how the national
economy fared as a whole, and how protectionist the
government’s economic policies were.
This was a bankrupt strategy because it simply
assumed British consumers would buy more British
cars when there was more credit in the economy, though
the Barber Boom clearly demonstrated that when
governments ‘went for growth’, it often resulted in more
foreign cars being imported.42
It is a clear example of how Whitehall’s lack of
experience meant the poor practises that were supposed
to be wiped out with nationalisation ended up becoming
embedded in government thinking. Rather than
increasing its market share under the Ryder programme,
as envisaged by government forecasts, it in fact dropped.43
Indeed, despite the vast capital investment programmes,
new products were slow to emerge. The Austin Princess
was acceptable and had a futuristic wedge-shape, but it
was still something of a hangover from the previous era,
while it would take until the early 1980s for the Montego
and Maestro to come to the market and pose challenges
to key rivals in important sectors. That the range of
cars on offer changed very little after nationalisation
is symptomatic of a wider problem with government
management of industry in the 1970s. It concentrated
much too heavily on process and not on products.
Furthermore, the more overtly party-political
interference that came with nationalisation also
hampered the company. Many of the existing works
overlook the significance of the fact that there was a
minority government. For example, the ADO-88 project
(the development of the crucial Austin Metro) was
not able to develop at the speed required because the
government threatened to withdraw funding for the
project until industrial relations showed tangible signs
of improvement. The leadership was worried that the
Liberals and Conservatives would not continue to support
investment unless this occurred.44
While the situation was resolved eventually when
100 Labour backbenchers revolted against the decision,
it would have been wholly unreasonable to stop funding
a crucially needed product. It is a prime example of how
political involvement in the industry meant ideological
arguments spilt over into what should have been an
apolitical environment.
Press and Public turn on BL
It was not only politicians, however, who had lost »
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1967
Jaguar Cars Ltd

1967 £112,846,427

1966
British Motor Holdings formed
Press Steel Co Ltd

1967
Rover Group

1956 £62,608,928

1963
Leyland Motor Corporation
formed
1962
Associated Commercial
Vehicles Group
1961
Standard-Triumph
International Group

1953
Fisher & Ludlow Ltd
1953 £39,954,197

BRI T ISH LEYLAND
After adjustments

1952
The British Motor
Corporation Ltd

1968
£238,500,00

1938
Riley (Coventry) Ltd

1960
Self-Changing Gears Ltd
1956 £19,239,093

1927
Wolseley Motors Ltd

1955
Scammell Lorries Ltd

1951
Albion Motors Ltd
1945
West Yorkshire
Foundries Ltd
1919
Leyland Motors Ltd
1913 £200,000
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1967 £140,205,000

1968
Aveling-Barford Group

36
37

BRI T ISH MOTOR HOLDINGS

LEYLAND MOTOR CORPORAT ION

1907
Leyland Motors

1896
Lancashire Steam Motor Co

1926 £7,966,108
1926
Morris Motors Ltd
SU Carburettor Co Ltd

Glasgow 2 Bathgate 1

NewcastleUpon-Tyne 1

1923
Morris Commercial Cars Ltd

Leyland 6
Leeds 2
Liverpool 2
Nottingham 1
Wolverhamton 1
Nottingham 1
Leicester 2
Tipton 1
30
Coventry
Birmingham
Wellingborough 1
Alcester 1
Dunstable 1
LLaneli 2
Oxford 6
Hemel Hempstead 1
Bargoed 1
Watford 2
Swindon 1
Cardiff 2
London 6
Theale 1
Basingstoke 1

A simplified map showing the number of major BL factories in
the towns and conurburations of the UK
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1922
Hotchkiss Co
1913 £388,482
1913
WRM Motors Ltd

1905
Austin Motor Co Ltd
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DIVISIONS OF CORPORAT ION

AUSTIN MORRIS DIVISION

Austin Morris Division, Coventry
Austin Morris Division, Longbridge
Light Commercial Vehicle Division
Vanden Plas Division
S U Carburettor Co
Transmission Division
Engines Division
Radiators Division
M G Division
Tools and Gauges Division
BMC Service Division
The Nuffield Press Ltd

Aveling-Barford Ltd

Scammell Lorries Ltd
Transport Equipment (Thornycroft) Ltd

A-B Hire Ltd
Barfords of Belton Ltd
Goodwin Barsby & Co Ltd
Grantham Electrical Engineering Co Ltd
Invicta Bridge & Engineering Co Ltd

Jaguar Cars Ltd

Coventry Climax Engines Ltd
The Daimler Co Ltd
Henry Meadows Ltd

CONSTRUCTION EQUIPMENT DIVISION

SPECIALIST CAR DIVISION
The Rover Co Ltd

Alvis Ltd
Rover Gas Turbines Ltd

Standard-Triumph International Ltd

Auto Body Dies Ltd
Forward Radiator Co Ltd
S T I (Liverpool) Ltd
The Standard-Triumph Motor Co Ltd

TRUCK & BUS DIVISION

AEC Ltd
Albion Motors Ltd
British Gear Grinding & Manufacturing Co Ltd
Butec Ltd
Daimler Transport Vehicles Ltd
Guy Motors Ltd
Leyland Gas Turbines Ltd
Leyland Motors Ltd
Leyland Motors (Scotland) Ltd
Maudslay Motor Co Ltd
Park Royal Vehicles Ltd
Chas H Roe Ltd
Self-Changing Gears Ltd

FOUNDRY & GENERAL ENGINEERING DIVISION

PRESSED STEEL FISHER DIVISION

Alford & Alder (Engineers) Ltd
Beans Industries Ltd
Newton & Bennett Ltd
Power Jacks Ltd
Wellingborough Foundry
West Yorkshire Foundries Ltd

Pressed Steel Fisher Ltd
Prestcold Ltd
Rearsby Automotive Ltd

Responsible for Overseas Operations in:

OVERSEAS DIVISION
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Africa
Australasia
Middle & Far East
South America
Other Overseas Countries
(except North America and Europe)

Prestcold Tyler Refrigeration Ltd
Prestcold Sterne (Central) Ltd
Prestcold Sterne (Northern) Ltd
Prestcold Sterne (Southern) Ltd
L Sterne & Co Ltd

confidence in BL. So too, and just as damagingly, had
the British public, who came to see the company as
emblematic of the country’s decline. The motoring press
and automotive magazines played an important role in
helping to sour BL’s reputation with the public.
In the 1970s and 1980s there was a serious
proliferation in the number of routinely circulated motor
magazines available for the public to read if they were
searching for a new car and wanted expert reviews.
Staple magazines like Autocar (first issued in 1895) were
supplemented by others like Small Car (1965), Parker’s
(1972), What Car? (1973), Practical Classics (1980),
Classic & Sports Car (1982), and Auto Express (1988).
There is little data which we can rely on to give a
clear causal link between a) consumers actually looking
at reviews before purchasing a car, and b) whether,
if they read the reviews, it made an impact on their
considerations. However, the fact that the number of
motoring magazines was multiplying in this period
suggests that there was a demand for them, and that
people were indeed reading them. For magazine
publishers to make profits they have to sell copies in vast
numbers, as margins are usually very tight; considerable
expense goes in to producing a product that can then be
picked up very cheaply.
While British motoring journalists have traditionally
been accused of being more lenient when reviewing
British cars, there were many in the 1970s and 1980s
who were distraught at what they saw as proud British
marques being destroyed by British Leyland, and many
did not hold back their fire. One journalist, Gordon
Williams, launched into a tirade about the state of BL
in an article for the 13 May 1971 edition of Autocar. He
described the merger as ‘a time of lost opportunity’.45 He
lamented BL’s existing range of cars, claiming that their
‘engines are quite a problem’, and that ‘British Leyland
have sucked the vitality of some of the makes’.
Williams also argued that the company’s bizarre
dealer network made purchasing cars unnecessarily
complicated.51 These were by no means isolated criticisms,
and it seems unlikely that they would have gone amiss
with buyers. Although it is difficult to quantify the impact
on BL’s sales, criticisms from those perceived to be experts
must have contributed to the growing sense of frustration
and malaise about British cars.
More broadly in popular culture BL became a symbol
of Britain’s depleting fortunes. Over a period of time,
these impressions made buying foreign cars seem a more
acceptable and attractive prospect.
Conclusion
Overall, the failure of the nationalisation and Ryder
strategy to address product deficiencies was hugely

damaging for the company, yet symptomatic of a wider
problem with British industry, and government-industry
relations. Unlike many of the powers that were defeated
after WWII, whose economies were decimated and had to
rebuild from scratch with new brown field industries, the
British returned to business as usual.
Much of the enterprising zeal had vanished, and
certainly the government were not fit to provide it when
they became the guarantor of an industry or company
like BL. It was simply assumed the British public would
continue buying British cars as before. This of course
turned out not to be the case, yet it was not realised either
by BL or the government.
The consequences of the Ryder strategy’s failures were
severe. BL was one of the only nationalised industries
to suffer a near bankruptcy while in public ownership.
The failure to get a grip on industrial relations led
to one of the company’s most destructive strikes, the
Toolmakers’ walkout, coordinated by the Confederation
of Shipbuilding and Engineering Unions (CSEU) and the
TGWU over pay parity in late 1977.46 The huge disruption
caused serious cashflow problems, and meant that the
company had to request an additional £50 million for
December 1977.47
From March 1977 BL had also frozen spending on
capital investment programmes (i.e. the development of
new cars), to protect its cashflow.48 This unprecedented
situation was the final straw for the Ryder plan, and it was
clear that there was no longer a parliamentary majority in
favour of the strategy. Ryder himself was ejected from the
NEB, the clearest symbol that the nationalisation had not
been a success.
In the run-up to the crisis, the Conservatives had for
the first time openly campaigned against the government
providing further instalments to BL without proper
scrutiny of the company’s working figures, which it was
widely assumed (and correctly) were showing no tangible
improvements in performance.49 It was one of the earliest
examples of the Conservative Party under Margaret
Thatcher taking a firm ideological stand against both the
Labour Party and the post-war political consensus.
An entirely separate piece could be written focussing
specifically on the period 1977-80, during which
Michael Edwardes (later Sir Michael Edwardes), who
was recruited from Chloride as BL’s chairman in 1977,
attempted to steer the company onto a new course.50
Overall, however, it is clear that under the Ryder scheme
the government was simply unable to provide any
enterprising zeal for the industry, focussing on processes
more than products.
What was once seen as an industry bringing about
the ‘white heat of technology’ was collapsing under the
government’s watch.
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WHITE
HEAT
Rover’s gas turbine experiments produced four ground-breaking
cars over 20 years, culminating in a Le Mans finish in 1965
Words by Hilton Holloway

In Volume 2, 5054 covered the little-known
story of Rover’s very brief foray into supplying
gas turbine aero engines. So we were fortunate
to be gifted this rare set of turbine car press
shots from a veteran Rover employee.
Even though Rover had been eased out of
assisting Sir Frank Whittle’s company in developing jet engines in favour of Rolls-Royce, the
company picked up gas turbine design again,
as WWII ended.
In fact, Rover’s engineers had proven so
successful in rethinking Whittle’s original jet
engine design, that historians say the Rover engine was effectively developed by Rolls-Royce
into the Derwent, the original modern jet.
It’s easy to understand why the company which was rather more futuristic in its thinking
than is appreciated - wanted to pursue gas turbines for cars. Smooth running and powerful
jet engines had killed off piston engines in most
aircraft in a matter of a few years.
By helpful coincidence, a nephew of the
Rover-owning Wilkes brothers called Spencer
King had been a jet engine apprentice at RollsRoyce during WWII. It was fortuitous that he
joined the company to spend three years working on the project in secret.
68
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The launch of a rival compact gas turbine in
1948 saw Rover’s work on the T5 engine made
public in Autocar magazine. Work then began
on the more advanced T8 engine. This was first
revealed to the world in 1950 in the form of the
‘JET 1’ prototype.
However, the great issue for gas turbine
power was the tremendous lag between the
driver pressing the accelerator and the engine
actually responding. Fuel consumption was
also extremely poor.
Rover built the bespoke all-wheel drive
1956 T3 mid-engined prototype with a new
type of heat exchanger to recover wasted energy, and managed to push the economy towards
13mpg. By the time Rover had previewed the
upcoming P6 saloon as the turbine-powered
T4 in 1962, Rover management had finally
started to look at a turbine competition car
instead of series production.
This rare picture opposite shows all four
Rover turbine prototypes on a demonstration
lap at the 1963 Le Mans race, with the race car
in its original open-top form. The experimental
Rover-BRM - driven by Graham Hill - did not
officially compete but would have been placed
eighth among the petrol-powered race cars. »
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Above: The 1956 T3,
a bold and bespoke
mid-engined one-off. 4x4
transmission, inboard
disc brakes. 110bhp
engine at 52,000rpm.
Glassfibre body styled by
David Bache.
Right: The bizarre 1952
T2 mule which had a
prototype rear-mounted
turbine.
Above opposite: The
original mid-engined
1950 ‘JET 1’ which had a
100bhp engine and a top
speed of around 90mph.
Below opposite: The
revised 1952 JET 1 got a
more aerodynamic body,
230bhp and hit 150mph
in Belgium.
»
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Above: Spectacular
T4 shown in New York
in 1962. It was based on
production P6 saloon,
with an extended nose
to accommodate a
gas turbine.

»

Opposite: Futuristic
minimalist interior and
dashboard carried into
production, but without
pod instrumentation.
Left: New S2/140 gas
turbine engine - which
was cheaper to build took up the full length
of the T4’s nose. 140bhp
with power taken off to
front wheels. Production
version would have been
double the cost of Rover’s
most expensive car.
Rover claimed 4.0-litre
petrol performance with
a 200lb weight saving. »
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Above: Rover ended
20 years of gas turbine
experiments with
1965 Rover-BRM Le
Mans entry. Driven by
Graham Hill and Jackie
Stewart, it came tenth
at 108mph.
Left: The 1965 Le Mans
car used a modified
version of the T4 engine,
but fitted with ceramic
rotary ‘re-generators’ to
improve race mpg
from 7 to 13mpg.
Right: Original 1963
Rover-BRM based on
chassis of 1962 BRM
F1 car that crashed at
Monaco. The car ran
experimentally at Le
Mans (hence the 00
numbers on Pg69) but it
achieved a prize target of
managing ‘the 3600kms
with an average speed
above 93mph’, hitting
140mph and averaging
107.8mph.

•
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THE STRANGE
DEATH OF
LONGBRIDGE
It once employed 25,000 people and played a major part in two world
wars. But Longbridge was also the victim of failed mergers, failed
investments and a notorious centre of post-war industrial strife.
Words by Hilton Holloway. Photography by Anon
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To Brits over the age of 50, the name Longbridge
is synonymous with the endless industrial strife
of the 1970s. It was a time when the UK seemed
to be coming apart at the seams as large groups
of industrial workers were led endlessly against
the hated ‘management’.
The original factory was partly derelict
when Herbert Austin founded his company
in late 1906. Austin had learnt his car-making
trade under the Vickers-owned Wolseley and
found the disused printing works on the very
southern edge of Birmingham, when it was still
a rural area.
There’s no doubting that Longbridge has
played a remarkable part in the industrial history of the 20th Century. It rapidly expanded
during WWI, building around eight million
shells and as many as 2000 aeroplanes (which
flew from a strip near the factory). A new railway station allowed the site to draw thousands
of new workers from Birmingham city centre.
It was much the same in WWII, perhaps
marking the industrial peak of the operation.
Again, millions of items of ordnance were
produced, along with various military planes,
which included the vast Short Stirling bomber.
(The ‘flight shed’, an innovative wartime construction through which fuselages were passed
before finally assembly, was still in situ when
the factory ground to a halt in 2016, as were the
underground bomb shelters.)
By 1968, Longbridge was part of the sprawling operation that was British Leyland (see
p86). BL was rescued from folding in 1974 by
the Labour government of the time and its long
and tortured unwinding is well documented.
Even so, it employed as many as 25,000
workers. That’s astonishing for one factory and
a reason why it became something of a measure of the health of UK manufacturing.
But those years of strikes and disruption at
Longbridge - allied to the production of very
poorly-engineered cars - meant that the cash
for a major makeover of the site would never
be forthcoming.
That’s not to say the factory didn’t see some
investment, leading to, among other things,
the giant 1960s storage car park, production
of Mini (which lasted 40 years), the massive
new (government-funded) West Works and
its robotised line for the Mini Metro and a
well-sorted paint shop.
But these were pasted over a facility that
still had the original 1906 main gates as part
of its make-up, as well as a water tower dating back to the beginning of the 20th Century.
Longbridge was indeed a classic of British
infrastructure: old, worn out, chaotic but being
made to work by the workforce.
BMW took over the plant as part of its »
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Left: Hastily-posted
sign which is thought
to have been from
Longbridge’s last few
months of operation,
as owners the Phoenix
Consortium desperately
tried to achieve a
financial tie-up with a
Chinese carmaker

Above: Much of the
factory site was surplus
to requirements after
it was bought out from
bankruptcy by Chinese
company Nanjing

Right: Employee lockers
abandoned after the
2005 collapse
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Right: The Rover
75, launched at
BMW Oxford but
production transferred
to Longbridge after the
BMW sell-off
Far right: Moraleboosting MGF product
poster for Longbridge
management

Above top: The
production equipment
used to build the Rover
75 was shipped to China

Above bottom: Much of
the Longbridge facility
was is desperate need of
replacement, as BMW’s
original plans recognised

90

5054 ISSUE 3 / 2019

Pischetsrieder could see
his ambitious and hugely
expensive plan to revive the
Rover Group rapidly
heading South.
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1994 Rover Group buyout, but it continued to
be a bellwether for the UK car industry. None
of its various owners had the money or bravery
to sweep away the ancient sprawling patchwork and start again.
Although BMW was then a much smaller
company than it is today, plans were drawn up
in 1997 and 1998 for a complete makeover of
the site to accompany the launch of the new
Mini model.
‘Plant Birmingham’ would be gradually
swept away and replaced with modern industrial buildings housing a brand-new pressing
facility, new body construction facility and a
new water-based paint plant. Over one hundred years since the first factory was built,
Longbridge was about to get a second life.
But so serious was Rover’s situation just
four years later, Pischetsrieder could see his
ambitious and hugely expensive plan to revive
the Rover Group around Longbridge rapidly
heading South.
In autumn 1998 BMW decided to show
the long-awaited Rover 75 at the Birmingham
International motor show. Pischetsrieder
warned the assembled press that some major
changes were needed at Longbridge and there
was a possibility it would even have to close.
Once again, Longbridge had become the
anchor chain around the neck of what was left
of the British car industry.
Even though much was made of
Pischetsrieder’s shock speech, Longbridge unions knew that the end of the road was close
and managed to negotiation a substantial
cost-cutting package in late ‘98 to keep the

lead news on BBC Radio 4 at 10 o’clock that
morning such was the fear that, if Pischetsrieder
went, so would BMW’s support for Rover.
Pischetsrieder’s reign did indeed end
and technical boss Wolfgang Reitzle (the
Anglophile mind behind the Mini and Range
Rover 3) also failed to get the top job. The
mild-mannered Joachim Milberg became
head of the BMW board.
Almost immediately Rover got a new and
evidently much more hard-headed boss in
the shape of Werner Sämann. Plane-loads of
BMW managers arrived at Birmingham airport, the ‘turnaround teams’ to knock Rover
into shape. It was a last desperate pitch to
prevent the nightmare scenario of trying to
dispose of Rover and Longbridge, potentially
causing mass unemployment in the Midlands.
As these Longbridge documents show (sent
to 5054 anonymously), the Sämann plans for
installing Mini and the new factory units were
still well advanced by mid-1999, with the total
number of engines needed and the ramp-up of
the Mini mapped out.
They also reveal that BMW was ambitious
enough to envisage an electric Mini and a new
Countryman with an external wooden frame.
An extra version of the R30 also appears
in these late-stage plans called the L30, which
was to be built at Land Rover. This would seem
to be a kind of rugged MPV, based on the R30
and offered with a V6 for sale in the US. It was
part of BMW’s 1999 plan to up R30 family production and make sense of the investment.
But the documents also make very clear
some of Rover’s significant problems. The »

It was a last desperate pitch to prevent the
nightmare scenario of trying to dispose of
Rover and Longbridge, potentially causing
mass unemployment in the Midlands.

Right: Abandoned
equipment for moving
body parts and other
heavy components
Opposite page: One of
the decaying canteens
at Longbridge
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planned Rover R30 project alive.
This compact hatchback was scheduled for
a 2002 launch at Longbridge and would finally
provide BMW with a rival for the VW Golf. But
no R30 meant no Longbridge.
The hurdle for BMW was fresh investment
of around £1.2bn - a vast sum in 1999 - much
of its destined for levelling and re-building the
factory. Pischetsrieder approached the New
Labour government for £200m in aid, but
was initially completely rebuffed. Eventually,
the Labour government did make an offer, but
wouldn’t go beyond £150m, which in BMW’s
view was not enough.
In December ’98 Rover boss Walter
Hasselkuss resigned as Rover slid out of control and BMW simultaneously announced
2500 job cuts from a workforce of 39,000.
On 5 February 1999 BMW called a board
meeting looking for solid answers to what was
now a serious crisis for the company as Rover
sales crashed and losses spiralled.
Not only was it scheduled to lose over
£650m, there had also been significant quality
problems with the new Land Rover Freelander
and the Land Rover Discovery II. Getting the
Rover 75 into shape for launch had also proved
difficult. Longbridge further suffered when the
Rover 100/Metro was pulled from production
after a disastrous crash test performance.
Indeed, engineering of the new Mini and
the Mk3 Range Rover - both brands seen
as more essential to BMW’s expansion than
Rover - had been taken over by Munich, such
were the problems at Rover.
The infamous 5 February meeting was the
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A full set of ‘red-light’ ratings is shown on
one paper, detailing the project’s timeline.

Above top: Wireframe
drawing of the R50
BMW Mini from
April 1998

Above bottom:
Prediction for the
number of Brazilianbuilt Pentagon engines
for the Mini and base
model Rover R30
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Above top: Production
ramp-up prediction for
the Mini

Above bottom: Plans
for electric R50 Mini
and an exterior wooden
frame for the R53
Countryman

Above top: R30 was
undergoing a major
re-styling in ’99, after
doubts about the
reception for the Rover
75 that year

Above bottom: R30
was being engineering in
tandem with the BMW
Z4 roadster, but was
running late

Above top: Changes to
the structure of the R30
were still being settled in
late ’99

Above bottom: Delay
in all areas for R30
may have been the final
trigger for BMW sell-off
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Above: The nose section
of a late-model Rover 75
in an abandoned office

Top: Royal Warrants
being removed from
outside Longbridge
HQ. Bust of Longbridge
founder Sir Herbert
Austin inside

R30 project shared a lot with a BMW platform being developed for the Z4 roadster.
By September 1999, the R30 was running
well-behind schedule and the investment still
listed at over £1.2bn.
A full-set of ‘red-light’ ratings is shown on
one paper detailing the project’s timeline. The
styling had not yet been settled - clearly a decision had been made to move rapidly away from
the 75’s brand new Futuristic Edwardianism.
Three styling themes ‘redefining the Rover
brand direction’ had to be ready in October
and the final shape had to be selected by 2
December 1999 for production in July 2002.
The extensive rebuild of Longbridge had
also been put on hold. The fading Hondabased Rover 200 and 400 would be binned by
2002 and the Mini and R30 hatch would be
squeezed on to the Longbridge site instead.
The lack of a new water-based paint plant
was also a future issue for Longbridge, with
the internal documents pointing out that if it
wasn’t given an ‘Emission Legislation waiver’
for the existing paint plant, some R30 bodies
would have to be made at Plant Oxford, noting
that there would be spare capacity if the annual
production of the Rover 75 was below 100,000
units. Even at this point, BMW sensed that the
brand new R75 might flop (which it did).
But the situation was too far gone. The
strength of Sterling against the Euro, the endless delays in the Mini and R30 programmes,
the continuing slide in Rover sales and the
1999 losses (said to be £750m - the cost
of developing a new BMW 3-Series from
scratch) were overwhelming BMW.
A small UK private equity team called
Alchemy approached BMW just at the time
these documents were issued and offered to
take Rover off BMW’s hands. When the plans
broke in February 2000, the dramatic shrinking of Longbridge under Alchemy became lead
news in the UK for weeks.
The backlash pushed BMW into selling
Rover and Longbridge to a consortium of
ex-Rover managers for £1, also furnishing
them with a £500m long-term loan and, eventually, ownership of the powertrain facility.
Longbridge survived for another five years
after BMW, but that story is almost as complex
as the plant’s first 94 years. But these pictures
show what happened when the factory finally
ran out of time and luck.
When the ‘production’ lines finally stopped
at Longbridge in the summer of 2016 (in truth,
there had been minor assembly work of cars
made in China over the previous years), it was
almost exactly the 110th anniversary of the first
car being built on the site. Longbridge has now
been substantially demolished and cleared.

•
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Sergio Marchionne, CEO of
Fiat Chrysler - what a loss
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error with London’s pollution?
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Confessions of a

Capital
Junkie
A 2015 presentation by the late Sergio Marchionne, CEO
of Fiat Chrysler, shows how ahead of his time he was
Words by Hilton Holloway.
Portrait by Stefan Marjoram. Data visualisations by Peter Liddiard

The year of 2018 was a very bad one for
automotive chiefs, who can count themselves
among the most influential industrialists on
planet Earth.
In June 2018 Rupert Stadler, boss of Audi
since 2010, was arrested and then taken into
custody during the latter stages of Germany’s
Dieselgate investigation.
Carlos Ghosn is one of the most famous auto
bosses of all time, having created the RenaultNissan Alliance and adding Mitsubishi in 2016
to create the world’s third largest automaker. A
celebrity figure in Japan, Ghosn was arrested
over allegations about ‘deferred compensation’
and taken into custody in November.
Saddest of all was the death after an
operation in July of Sergio Marchionne, who
was just 66. Marchionne was the CEO of Fiat
Chrysler - the 2014 conglomerate he created
from financial chaos - as well as the chairman
of individual brands such as Ferrari, Maserati
100
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and the industrial company CNH.
What made Marchionne stand out was his
deliberate positioning outside the mainstream
of the car industry. It wasn’t just his insistence
on wearing jeans and black jumper at all times,
he also took a remarkably dim view of what
he saw as conventional automotive thinking.
Indeed his 2015 presentation called
‘Confessions of a Capital Junkie’ has become a
legendary text. Drawn up after he had been the
boss of Fiat for a decade, it was relatively brief
and to the point. CoCJ is brutally simple in its
message.
Firstly: ‘The industry has not earned the
cost of its capital over a cycle [model generation life]’. Secondly: ‘Consolidation [more car
makers using the same parts] is the key to remedying the problem.’ The conclusion was also a
pithy two-hander, describing the presentation
as a ‘dispassionate look at the industry from the
outside using insider information’. ‘It is about

choosing between mediocrity or fundamentally
changing the paradigm for the industry.’
The Last-Ditch Man
Marchionne became Fiat boss in 2004, the
company’s fifth leader inside two years. Two
years earlier the financial press was pondering
Fiat Auto’s future as it teetered on the edge of
collapse. In 2002 it had sacked nearly 20%
of the workforce. Marchionne’s approach to
the car industry would be marked by the fact
that he came from an accounting and hard
(American) industrial background.
His parents emigrated to Canada when
Marchionne was 13 and he eventually qualified
as an accountant. Between 1983 and 2002,
Marchionne moved up the ranks into managing businesses covering testing, certification,
aluminium, biotechnology and chemicals.
Marchionne was voted in as independent
director of Fiat SPa in May 2003, at the point »
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Sergio Marchionne was
now mentioning the
unmentionable: the
fundamental financial
madness of the
automotive industry
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when many feared Fiat Auto was on the verge
of disappearing. Less than 12 months later
Marchionne was at the helm of Fiat, clearly
seen by the ruling Agnelli family as the man
for a last-ditch attempt to stop what would be
a historical industrial collapse.
Prior to him becoming boss, Fiat’s big bet
on the Golf-class Stilo family had brought the
maker to its knees. Launched in 2001, plans
and investments were made for annual sales of
at least 380,000 units.
In the event, the Stilo only managed to hit
180,000 units in its first two years. We know
Fiat bosses even offered the Stilo platform and
industrial equipment under licence to a postBMW Rover to provide it with the base of a
new car, so dire was the Stilo situation.
According to analysts at Bernstein, the Stilo
disaster cost Fiat €2.1 billion, some €2800 per
car sold, possibly the second biggest financial
flop in Europe after the Mercedes Smart car
project. Arriving on the back of this near-fatal
project, it’s easy to understand Marchionne’s
super-tough approach to the car business.
Clearly, a sensible approach to building a
mass-market vehicle would have been to share
the vast majority of the vehicle components
- and the cost of research and development with another carmaker.
Bred in the unsentimental world of North
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MARCHIONNE’S WARNING OF FUTURE INVESTMENT DEMANDS

2014

American business practice, Marchionne had
a complete handle on accounting and how
real profits are made. The world of commodities such as metals and chemicals is also not
troubled by ideas of premium engineering and
image management.
Sergio Marchionne arrived at Fiat without
the sentimentality of an Italian who had grown
up with Fiat or been steeped in European
car culture. Arguably, that’s unusual for a
European auto boss.
Many of them - especially in Germany are highly qualified engineers who delight
at ever more complex technology and nearly
all auto bosses grew up as petrolheads. But
it’s not always the best idea to have enthusiasts running a car company. As Marchionne
would later argue, there just wasn’t enough
hard-headedness in the European automotive
business, especially in the mass market.
Threatening GM
Marchionne’s first move to revive Fiat was to
approach General Motors and threaten to force
GM to buy Fiat Auto, an option that was part
of a GM-Fiat partnership agreement made in
2000. Then-GM boss Rick Wagoner believed
that, by late 2004, it was not legally possible for
Marchionne to do that.
Marchionne and Wagoner met in Florida in

December 2004 as the dispute started to look
like it might end up in court. There doesn’t
seem to be a record of just what Marchionne
said at the meeting but, by 15 February 2005,
GM announced it was paying Fiat $2bn to end
the possibility it could be forced to buy Fiat
Auto. And why not? It was thought that Fiat
was carrying some $10bn of debt at the time of
the split with GM. GM wisely thought it better
not to take a risk, and Marchionne sealed his
first mega-deal.
By 2006, Fiat was showing signs of life
again, thanks to the new Grande Punto, Fiat
Panda and light commercial models. Fiat Auto
deliveries went up 17% and it made €291m quite a turnaround from 2005’s loss of €281m.
By 2009, profits leapt to €1.7bn as the West
enjoyed the last fruits of the pre-crunch boom.
Although Fiat did suffer during the credit
crunch, Marchionne was already planning a
hugely audacious deal involving partnering
with US carmaker Chrysler. It was his belief
that no carmaker could survive unless it was
producing at least six million vehicles a year.
In 2007 Chrysler had (Rover-style) been
dumped by German owner Daimler and was
being propped up by Cerberus, a private equity
company. By September 2008 the US economy
was deflating extremely rapidly.
As Chrysler - owner of what Marchionne

saw as the valuable Jeep brand and a significant slice of the US’s usually lucrative pick-up
market - slithered towards bankruptcy, Fiat
approached the Obama government for permission to engage Cerberus and was given a
30-day window to try and do a deal.
The press release announcing a new global
alliance was issued just hours later.
On 30 April 2009 Chrysler went into
Chapter 11 bankruptcy protection to enable
it to operate as a going concern, and received
a government loan of $8bn at a 21% interest
rate. It was a long operation, Fiat buying the
US Treasury’s shares in 2011, finally fully buying out Chrysler in 2014. Marchionne’s deal to
bring the two car makers together was completed on New Year’s Day 2014, described by
the FT as ‘audacious’, thus creating FCA - Fiat
Chrysler Automobiles.
Marchionne’s FCA creation was clearly
a much better fit than Daimler-Chrysler or
BMW-Rover. The first full year of combined
Fiat and Chrysler results was in 2012, with
global revenues of nearly €84bn and profits of
€896m. By 2013 the profits were a significant
€1.9bn. By 2104, however, this has skittered
down to just €632m.
So no surprise that Marchionne’s superactive intellect was already moving on to what
he saw as the looming crisis for car makers.

Beyond his ideas on scale and having a global
footprint, he was now mentioning the unmentionable: the fundamental financial madness
of the automotive industry.
One-Directional Graphs
‘Confessions of a Capital Junkie’ was subtitled
‘an insider perspective on the [car] industry’s
value-destroying addiction to capital’. The very
first graph pointed out that between 2010 and
2014, the amount of money spent by 12 of the
biggest car makers on research and development and capital expenditure had spiralled.
In 2010 the total was €76bn. In 2014 it was
€122bn. Marchionne points out that this rise is
only heading in one direction.
His argument was that emissions regulations would force investment in expensive
powertrains (mild hybrids and cleaner diesel)
as well as weight-saving technology. He also
saw customer expectations for connectivity
and ‘the autonomous drive’ push as driving
even more engineering expense.
The upshot was that, compared to other
industries such as aerospace, chemicals and
pharmaceuticals, the auto industry was investing a rate that averaged five times what these
other industries needed to. The result was not
only volatile profit levels, it was also getting far
smaller margins for its troubles.

Marchionne’s solution to this industry-wide
issue was as blunt as it was obvious: carmakers
were wasting time and enormous amounts of
money engineering ‘proprietary components,
many that are not discernible to customers’.
Marchionne was questioning the wisdom
of Europe’s carmakers - especially in the mainstream - engineering their own platforms and
architectures. Despite the closely-guarded
engineering philosophies and conviction that
clever ideas would provide a market advantage,
this was all for the birds.
While admitting that the car industry was
already experienced in trying to build as many
different models on the same architecture,
Marchionne’s financial truth was that automotive profit margins were not justifying the
massive investments.
‘The top manufacturers have spent over
€100bn, €2bn a week, for product development in 2014 and are poised to invest in future
at similar rates. Joint Ventures and the like are
helpful, but they are not enough.’
‘The capital consumption rate by OEMs is
unacceptable - it is duplicative, does not deliver
real value to consumers and is sure economic
waste. Consolidation carries executional risks
but the benefits are too large to ignore.’
Marchionne’s calculation showed that
merging FCA with another large carmaker »
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MARCHIONNE’S PLAN TO CONSOLIDATE VEHICLE DEVELOPMENT ACROSS THE INDUSTRY
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would reduce product development costs by
around 70%, reduce costs by between €2.5bn
and €4.5bn a year and drive up FCA profit
margins from around 5% to nearer 15%.
Marchionne was right. But he couldn’t
have predicted just how prescient this warning
would turn out to be. A few months after the
presentation was revealed, the Dieselgate scandal broke in the US.
Historians will probably see September
2015 as a turning point for the automotive
industry, one that forced it into potentially its
most difficult era.
Just as Dieselgate pulled the rug from
under diesel power, it coincided with Silicon
Valley fever: the conviction that the future was
being invented in California, that the car industry was overdue a massive revolution.
Tesla and electric power, self-driving,
car-sharing and internet connectivity were
seen as the future for car making after more
than a century of metal-bashing and focusing
on driving pleasure. It was time for the car industry to experience its version of the smartphone revolution.
As one investment analyst told me in 2016:
‘The problem I have is that my investors only
want to hear about electric cars and Google’.
This push-back from investors was relayed
through Investor Relations departments and
104
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Products/technologies
“undiscernible to customer”
Potentially overlapping
with competitors

back into automaker boardrooms. It was a
clear message: ‘Invest in car sharing, autonomy
and electrification or suffer the consequences
via your share price’.
And they did. But Marchionne’s warning
was amplified many times. VW, Mercedes,
BMW, Audi and Porsche all diverted huge
funding into building electric vehicle platforms. BMW (see p114) and Jaguar Land
Rover hedged their bets by starting work on
entirely new architectures - costing billions
and unique to them - that can be adapted for
internal combustion engine, hybrid and pure
battery propulsion.
On top of investor pressure the EU (finally)
radically improved its testing procedures for
assessing both fuel economy and pollutants in
the real world. Carmakers selling into Europe
now also face legislation which will demand
the average vehicle is over 30% more economical by 2030 than compared with the strict
2020 regulations.
How Much?
To give you some idea of the vast investments
required by the premium carmakers to meet
the future demands of legislations and investor
expectation (if not customer requirements…)
you can look at the latest research and development expenditure.

Technology and product development
(e.g. sharing component
developmnet costs)

For the Mercedes brand alone, it spent
€7.6bn in 2016, €8.7bn in 2017 but expects to
spend a staggering €17.8bn across 2018-2019.
Spending at BMW jumped 18% between 2016
and 2017 to €5.1bn. In 2018 the VW Group
spent €13.6bn on Research and Development.
Designing and engineering cars in Europe
is already very expensive. It’s often overlooked
that a new vehicle carries the high cost of a
European engineer’s wages across its whole
lifetime. That’s why Marchionne’s budget Tipo
family car was both engineered and built in
Turkey. Even so, he admitted he wasn’t happy
with the final return on the project.
A few months before he died, Marchionne
said in an interview with Autocar that the price
pressures of the European mainstream market
were now probably insurmountable.
‘The Fiat Tipo - notwithstanding its sales
success and the value that brings - I am less encouraged by, because that sector of the market
is very crowded and not very profitable. I can
even see that Latin America could be more
relevant than Europe for the brand.’
Marchionne said that what resources Fiat
had were spent on building the Jeep brand in
Europe and on ‘chasing the attractive margins
that Alfa and Maserati could deliver’. Noting
Fiat’s share of the European was down to 5%,
he added: ‘We can’t be emotional. I know Fiat
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has 100 years of heritage and so on, but the
truth is that its relevance has shrunk.’
Marchionne’s ‘unemotional’ prediction that
Fiat Europe would probably shrink back to the
500 and Panda ranges, was now - finally - being
echoed by the rest of the auto industry in the
face of the huge elevation in costs of competing
particularly in the European car market.
Abandoning Europe
One carmaker simply abandoned Europe. In
March 2017, General Motors decided to sell its
perennially loss-making Opel/Vauxhall division to Peugeot-Citroën. Then-GM President
Dan Ammann said that the demands of the
European market and European legislation
were such that only 20% of the future Opel
models would be shared with the rest of the
global GM family. ‘The mass-market opportunity in Europe is no longer compelling’.
Peugeot-Citroën, meanwhile, was hoping
merging Opel-Vauxhall into its operations
would provide much-needed scale.
Ford was not far behind in its acceptance
of the Marchionne doctrine. In late 2018 it
announced that its European division would
be completely transformed. It would cull unprofitable model lines, concentrate on SUVs
and commercial vehicles and look for more
industrial partnerships.
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Morgan Stanley reportedly valued Ford
Europe at ‘minus $7bn’ in 2018 and estimated
that the thick end of 20,000 jobs could be cut
across its European operations. By 2019, Ford
Europe had already established a van alliance
with VW and was looking at licensing VW’s
new MEB electric car architecture.
Even so, is this last huge engineering push
by European carmakers, building unique EV
platforms and multi-fuel architectures, the final destination? After this massive disruption,
perhaps, that huge Research & Development
expenditure can finally be wound right back?
Is the Future Electric?
The push towards EVs is unlike anything the
car industry has faced before. The pollution
and safety measures demanded by California
regulations in 1975 are small by comparison.
This shift has been pushed by investor sentiment, government encouragement, intense
media pressure and EU regulation. Customer
sentiment, however, has got rather lost in all
the excitement.
Profits on anything but the most expensive
EVs are current wafer-thin if not flipping into
outright losses. Whether this changes depends
partly on being able to shift huge volumes. As
you might expect, Marchionne did not water
down his views on EVs as business proposition.
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In 2014 he told a conference he hoped to
sell the minimum number of Fiat 500e electric
cars possible. (Selling a zero-emission vehicle
was required by law in some US states.)
‘I hope you don’t buy it because every time
I sell one it costs me $14,000…I’m honest
enough to tell you that.’ Clearly Marchionne
would not have made the massive investment
needed to enter an unproven market segment.
So you could argue that the rest of the car
industry has been talked into taking the biggest
one-way fiscal bet in its history. Will ordinary
motorists really be convinced to move to EVs?
Do they really want self-driving technology?
Will they pay a premium for either?
Indeed, a recent analysts of EV demand
from the consultancy Deloitte makes for very
sobering reading. It thinks the rush to build
EVs will far outstrip customer demand over
the next decade. Could we see Stilo-level losses
once again, across many carmakers?
This festival of engineering might be the
last blow-out for Europe’s carmakers before the
Marchionne vision finally kicks in. By 2025 we
could see an exhausted and financially raddled
industry with no choice but to work together.
When a future BMW 1-series and a
Mercedes A-Class are the same cars underneath, the Marchionne Doctrine will finally
have been proved right.
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Birth of a Carmaker
The giant Vinfast
bodyshop, before the
production equipment
was installed. Some of
the roof supports reach
down as far as 43 metres
to the sea’s bedrock
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A vast Vietnamese car factory, built in record time, leverages Western
technology and Asian determination. The West should take heed
Words and photography by Hilton Holloway
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You might not expect Vietnam to be the
next country to take up China’s blueprint for
hyper-growth and hyper-urbanisation, but
its economy has been growing rapidly since
the turn of the century. It is now the 35th
largest in the world.
Vietnam is a one-party socialist state, just
like China. But, although the average wage is
still low at around $3000 a year, the country’s
move into capitalism has been decisive, and a
new wealthy middle class is being established.
Building a domestic motoring industry is
always one of the first moves in economic modernisation, which is where Vingroup comes in.
It was founded 26 years ago in the Ukraine by
Pham Nhat Vuong, who had studied in Russia
(Russian was taught in Vietnamese schools in
the 1970s).
He founded a food company in the
Ukraine, sold it, and subsequently returned to
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The huge steel pillars
holding up the roof
extended downwards
by 43m, landing directly
on the ocean bedrock.

Vietnam to massively expand his business. He
became the richest man in the country and the
first Vietnamese billionaire.
Vingroup started with modern convenience
stores and shopping malls, moving into resorts
and amusement parks, pharmaceuticals and
modern housing developments. Vingroup has
also tracked the growth of Vietnam’s middle
class by moving into not-for-profit private
schools and hospitals and university education.
Vuong’s group has anchored successful
Vietnamese families to the country by making
sure they have the best of what’s on offer across
wider Asia. The group’s next step is to produce
a Vietnamese car for the middle classes and
transport for working people. Meet Vinfast,
and the clue is in the name.
What might give Western carmakers pause
for thought is the extraordinary pace and ambition of the Vinfast project. The site for the

Below: The huge scope
of the first phase of the
Vinfast factory, with the
sea in the distance. Far
left in this picture shows
empty land thought
to be room for further
expansion in the future.
The right side of the shot
shows the traditional
Vietnamese landscape

company’s first car plant measures nearly 900
acres and was mostly built on reclaimed land
at Cat Hai island.
Vinfast says the project broke ground in
September 2017. By October 2018 - when 5054
flew over the site by helicopter - the buildings
were substantially finished and the sea wall
protection was being installed.
Vinfast has hired a number of experienced
engineers from across the world including exGM boss Jim DeLuca (CEO), ex-GM US designer David Lyon, and Brit Kevin Fisher (head
of Vehicle Engineering). Their mission is to
launch four new vehicles.
The body-in-white (BIW) facility - where
the stamped panels are welded into a whole
body - is absolutely vast, more James Bond set
than industrial shed. Our visit was timed just
ahead of the massive task of installing all the
production equipment.

I asked head of Vehicle Engineering Kevin
Fisher how on earth the company could build a
hyper-accurate bodyshell when the facility was
built on reclaimed land.
(The question was prompted by the old
anecdote about Rover Cowley having some
trouble correctly robot-fitting windscreens
to the first-generation Honda/Rover 200-series. Honda engineers discovered the ancient
Cowley building was actually moving.)
Quick as a flash, Fisher pointed out that the
huge steel pillars holding up the roof extended
downwards by as much as 43m, landing directly on the ocean bedrock. He claimed that each
of the BIW buildings’ concrete floor panels
should not move by more than 0.1mm.
Substantial sums have been spent with
Tier 1 suppliers (including Bosch, Magna, AVL
and Siemens) for the engineering of the vehicles, the construction of the factory and the »
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Perhaps one of the
bigger departures for
this new company is the
way it has hacked the
traditional design process.

Above: The whole site is
built on reclaimed land,
with a huge sea wall
being installed
Far left: Vinfast has
licensed a base BMW
2.0-litre engine in petrol
and diesel forms
Centre: Evidence of the
co-operation between
BMW and Vinfast
Left: The paint shop,
before the production
equipment was installed
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production line equipment. Indeed, Vinfast
says ’95%’ of the factory production equipment
has been sourced from Germany and Austria.
The welding of the bodies will be ‘100%
automated’, using 1200 robots, as is the paint
shop, which uses 56 paint application robots
and 23 robots to apply ’95% of the body sealant’. Most of the body and structural panels
will be pressed on site and Vinfast will also
complete the machining of the vehicle’s engine
blocks, heads and the precision machining of
the crankshafts.
This factory will have an initial capacity of
250,000 vehicles per year (with 500k in the
plan) and there will be a supplier park nearby.
The $1.5bn dollar investment into this
incredible project would have been much
higher had it not been for the fact Vinfast has
short-circuited the potentially enormous cost
of developing a vehicle family from scratch by
negotiating to buy the outgoing BMW 5-Series
and X5 architectures.
Vinfast says it has ‘future-proofed’ them for
a longer life as crash regulations get tougher.
It has also licensed local production of BMW’s
2.0-litre turbocharged engines, though not the
complex and expensive VVT valve train. The
company has also invested in its own electrical
architecture and designed its own climate control and infotainment systems.
Perhaps one of the bigger departures for
this new company is the way it has hacked the
traditional design process. Design boss David
Lyon was told by company supremo Pham
Nhat Vuong that the whole design process
should take no more time than the gestation of
a human child.
Accordingly, Lyon removed the claymodelling process. He then commissioned
designers at Ital and Pininfarina in Italy to
come up with sketch concepts, the best of
which went straight to a full-size foam model.
The interior design was also rapid - once
the design theme had been established, the
whole dashboard was handed over to a Tier 1
supplier, which developed it for production.
As well as the two BWM-derived models,
the factory will build a licensed version of a
GM city car (sold as the Vauxhall Karl in the
UK) and a new electric scooter, which could be
produced at volumes of up to a million a year.
As part of its modernisation of Vietnam’s
roads, Vinfast is also considering electric car
and bus production.
The lesson for established Western car
makers in this super-ambitious project is
just how far and fast developing nations can
move. And it’s easy to imagine a future in which
European cars are contract manufactured in
low-cost Vietnam in state-of-the-art factories.

Main image: New
machine shop
for training
apprentice workers

Left: The sea wall
under construction
and the space available
for expansion

Above: The BMW
5-series-based Vinfast
Lux A2.0 saloon

Above: The BMW X5based Vinfast Lux AS2.0

Above top: One of the
European-made robotic
welders which are being
installed in the Vinfast
body shop
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Electric Avenues
Audi’s new battery-powered luxury SUV, the e-tron, is a
niche-filler that might point to the future. Or it might not
Words and photography by Hilton Holloway
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You have to wonder at the really remarkable
coincidence that saw Audi unveiling the first
concept version of the e-tron at the Frankfurt
auto show on 15 September 2015. The company said the all-electric battery car was three
years away, would have a range of 300 miles
and cost around £60,000.
On the day of its unveiling the ‘Q6 e-tron
Quattro’, as it was then known, was seen as
no more than an intriguing response to Tesla,
whose Model S executive electric had already
been extremely well received.
New EV-friendly laws looked likely in both
China and California, and market research was
insisting that the richest 10% of the population
saw ‘greenness’ as indivisible from acceptable
premium brand values.
Building a car of this size, type and price
(£71.5k at launch) was also seen as a way of
covering the cost of the large battery pack,
which would give reasonable range. It was this
cool spreadsheet logic that encouraged Audi to
spend money on a luxury EV.
The company had also come up with a
cost-saving plan that would see Audi’s existing
MLB platform re-engineered to take a big battery pack. The front suspension, steering and
rear suspension were adapted to accommodate
electric motor drive.
The actual floorpan of the vehicle was a
new creation, using an extruded structural

‘ring’ inside which the battery packs would be
artfully packed.
The Audi factory in Brussels, which was
then making the A1 supermini, would be converted to e-tron production. It was a neat plan.
Contained development costs, a specialist factory and a stylish entry into the blooming premium EV market driven by wealthy urbanites.
Then, two days after the press reveal of
the e-tron, on 18 September 2015, the US
Environmental Protection Agency served a
’Notice of Violation’ accusing the VW Group
of using a software device to cheat laboratory
emissions tests in up to half a million vehicles
using the ubiquitous 2.0 TDI diesel engine.

For a brand that has long
traded on ‘Vorsprung
Durch Technik’, there was
a notable willingness
to resist the Silicon
Valley EV narrative.

Below: Disguised Audi
e-trons traversing the
Abu Dhabi desert

Martin Winterkorn, who had been the VW
brand boss from 2008, went public, claiming
the extraordinary deception was the fault of a
few people within the company.
By 23 September, Winterkorn had resigned
and by 29 September the VW Group admitted
as many as 11 million vehicles used the software
cheat and that it would spend billions recalling
the cars for a software fix.
Dieselgate rolled on across 2016, putting
a huge hole in the case for ‘low-Co2’ diesel
power which, up to that point, had dominated
the European new-car market in particular.
It took the VW brand just nine months to
announce a massive investment in electric
vehicles, promising that 30% of its sales would
be battery-powered cars by 2025. Contrition
came in the form of tens and tens of billions
being invested in VW betting that it was going
to reinvent the People’s Car and that the next
Volks Wagen would be electric.
Audi remained relatively restrained in its
reaction to the great diesel backlash, an intriguing reaction. It stopped itself from sinking
huge sums into battery power. For a brand that
has long traded on ‘Vorsprung Durch Technik’,
there was a notable willingness to resist the
Silicon Valley EV narrative.
This e-tron was launched to the press just
over three years after the concept was originally shown (so about six months behind

Audi e-tron
Electric drivetrain

Front electric motor
with power electronics

Rear electric motor with
power electronics
Liquid cooled lithium-ion
battery with 95 kWh

schedule). Late last year at the LA show Audi
also showed the e-tron GT, which borrows
Porsche’s bespoke electric car platform. Then,
at the Geneva show in March 2019, it showed
the Q4 e-tron compact SUV, which borrows
VW’s own electric MEB platform.
So three electric models, two using shared
platforms or - in the case of this e-tron - a
cost-effective mixed platform. And what Audi
can do that Tesla can’t is to create an electric
car that enjoys the kind of super-accurate build
quality and luscious interior that the Germans
have been on top of for two decades and more.
The most striking thing about seeing the
e-tron for the first time is just how normal it
looks. A fashionably medium-rise SUV, only a
close look at the oversized grille - revealing that
is about 65% blanked off - would give you a clue
that the e-tron is not fossil-fuelled.
Inside, the Audi has the kind of richly detailed and beautifully constructed interior that
the majority of buyers in the price range will
associate with high quality and high design.
Tesla has been very clever in trying to be
as minimal as possible, because it is much less
expensive to develop and build but, when compared to the Audi interior, it just doesn’t reflect
116
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the price point of the company’s vehicles.
The digital rear view cameras - long promised by cars of the future - do work pretty well
and the fact the image is not reversed makes
it oddly more comprehensible. But, because
they are an option, the window and door are
designed to take conventional mirrors as well.
The upshot is that the OLED screens are
mounted rather low in the door trim itself and
not at the base of the window.
The looks, the interior and the reliability of
a premium brand with an extensive dealer network are a very big part of the logic behind the
commissioning of the e-tron. This looks and
feels like a car for the last of the early-adopters.
The fresh motorways of Abu Dhabi are unbeatable for experiencing the best of electric
drive. The e-tron has a single motor driving
the front wheels and twin motors on the rear
wheels. The combined power of the motors
is a punchy 408bhp and the time needed for
the standardised 0-62mph run is a very brisk
5.7sec. That’s especially impressive for a car
that weighs just over 2.5 tonnes. Batteries (in
this case a 95kWh pack), aside from having
very, very, poor energy density compared to
fossil fuels, are also very heavy.

One advantage of the twin rear motors is
that the substantial torque they produce can
be extremely finely metered. That meant when
driving the car hard uphill on the very steep
mountain road at Al Ain, it remained remarkably level and resisted understeer, much of
which was thanks to the rear motors being able
to so precisely and rapidly divide the torque
between the rear wheels, tweaking the car’s
nose away from the kerb.
This ability makes the e-tron surprisingly
handy for moderate off-roading. Again, rapidly
switching torque levels across the rear wheels,
as well the drivetrain’s ability to detect and
counter wheel slip in milliseconds, makes this
boulevardier surprisingly agile and sure-footed
on loose surfaces. Indeed I drove the car across
a few miles of desert, where it ran straight and
true even at a decent clip.
The e-tron makes the very best of what
EV offers, especially in the extremely refined
cabin which is one of the most useful benefits
of electric drive. Audi even went to the extent
of designing some clever wheelarch liners to try
and reduce the amount of tyre roar that gets
into the otherwise very hushed cabin.
But the electric car debate is all about »
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Clockwise from top:
A cut-through of one
of the e-tron’s motors.
Infographics under
the charge socket flap.
E-tron’s optional digital
wing mirrors and OLED
screen. The battery pack
forms the structural floor
of the vehicle. Closeup of the aluminium
reinforcing ring that
runs around the battery
pack. Traditional Audi
premium interior
ignores the trend for
hyper-minimalism

range. The e-tron’s aerodynamicist said he had
spent ‘years’ in the wind tunnel honing the
car’s skin to eke out every mile from the battery
pack. Audi says over 1000 hours of testing were
accumulated. Time equals miles in this case.
For example, fitting the electronic rearview mirrors brings the drag coefficient to
0.27 from 0.28 and an extra three miles of
range. The car’s air suspension drops the ride
height by 26mm at speeds above 74mph. Then
the openings in the grille face are controlled
by electronic louvres which only open as and
when cooling is needed.
The effort needed to make the most of every
Watt is huge. In reality, a 70mph motorway test
run on a coldish day in Germany gave a range
of 170 miles. A better day, expect a maximum of
230 miles or so. I asked Audi’s battery engineer
what he could do to increase the e-tron’s range.
His answer was remarkably simple: ‘Build a
longer car’.
At the moment, battery prices may be
projected to fall over the next few years, but
power density remains a big issue. EVs will
continue to be a niche choice, requiring home
charging as well as flexibility and time when
considering longer journeys.
Manufacturers know most car journeys
and commutes are well under 50 miles. Will
the desire for unplanned, long distance driving
override everything for mainstream new car
buyers? That remains to be seen.
But the bigger picture behind the launch
of the e-tron is that it represents the essential dilemma for carmakers. The regulators’
drive towards electrification is going to be
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I asked Audi’s battery
engineer what he could
do to increase the e-tron’s
range. His answer was
remarkably simple:
‘Build a longer car’.

extremely expensive, but looks unavoidable.
In early 2019, the EU set future regulations
for fuel economy. The average Co2 of a maker’s
2025 range will have to be 15% lower than the
2020 target and a massive 35% lower by 2030.
The average for 2020 is just 95g/km Co2, so
the target looks to be around 65g/km.
The 2030 limit is clearly intended to force
many more EVs into - and hopefully out of - the
showroom. A mass adoption of EVs is also seen
as an indivisible part of the move to renewable
energy. For example, millions of cars can be recharged overnight with wind power that might
otherwise go to waste.
But while a cost-controlled three-car e-tron
range was conceived under Audi boss Rupert
Stadler (who was arrested in June 2018 as part
of the Dieselgate investigation and stepped
down in October that year) Audi’s new boss
Bram Schot has a more radical view.
He told the German press that the extent of
the electrification that needed to be developed
over the next decade was such that Audi was
going through a vast cost-saving exercise, with

a 10% cut in management, a reduction in
engine choice and specifications as well as a
cut to small-selling technologies and models.
He has floated the idea of a new family of
pure Audi EVs because he believes that ‘the
demand for electric driving will rise much
faster than expected’. Equally, he expects the
costs of electrification and ever more frugal
combustion engines to be significant, to the
extent that he ‘worries about the affordability
of mobility’ for less expensive vehicles.
Schot says Audi’s existing future model
plans were too broad and too niche and that
€14bn would be invested in ‘green’ technology,
including hydrogen fuel cells (the latter a very
important indicator that the faith in radically
better battery technology is fading).
That a company with the success and huge
financial heft of Audi finds itself in this position
shows just how massive the coming disruption
will be for the car industry. As you can see on
the next page, carmakers are being forced to
invest unprecedented sums in new ‘flex’ architectures that can accommodate all types
of drivetrain. Come the next recession, these
makers could be forced to downsize and may
even struggle for survival such are the demands
of these investments.
No doubt, this EU-led ‘Grand Projet’ is all
beautifully worked out, with investment in
low-carbon transport and back-up for renewable energy placed in the lap of carmakers. All
that needs to happen is that car buyers play
their part by buying EVs in huge numbers. If
they don’t, the car industry may have found
itself pushed beyond its limits. »
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BMW future?
All is CLAR

Honda CR-V
Hybrid

BMW revealed its plans to electrify all of its
future cars in December 2017. Engineers had
to start with a clean sheet of paper in order to
accommodate all types of combustion.
Senior BMW engineering boss Lutz Meyer
said that the company could not predict future
demand for the three main powertrain types,
so had to develop a new platform that would
allow complete flexibility.
The CLAR architecture, which will first
appear in 2021 under the so-called iNext
‘Sports Activity Vehicle’ (above) can be configured using a conventional internal combustion
engine driving the rear wheels or as a plug-in
hybrid with batteries under the floor with a
compact electric motor driving the rear wheels.
CLAR can also be built as as a pure EV, with
a single electric motor on the rear axle, or as an
AWD electric vehicle with a second motor on
the front axle.
The new floorpan structure is also designed
to house the large battery packs in two ways.
Low-roof saloon cars will have the rectangular
batteries placed on their long side so the driver
position is not raised, as it is in many electrified
cars. Fine in an SUV, not in a low-roof saloon.
BMW SUVs will have the battery packs
upright on their short side, which allows more
of them to be packed into the same space. The
taller profile of SUVs, however, demands more
battery capacity for the same range because of
an SUV’s greater air resistance.

Japanese carmakers - Toyota, Mazda and
Honda - have long been the most sceptical
about pure battery cars.
They have been forced by local legislation
in places such as China to consider building
battery-powered cars, but are, philosophically,
much more in favour of hybrids with extremely
efficient petrol engines and (in the longer term)
hydrogen fuel cell technology.
The new Honda CR-V Hybrid is a fine
example of a new-generation hybrid and one
with a satisfying simplicity. It doesn’t even have
a traditionally complex hybrid-drive gearbox.
It uses a 2.0-litre petrol engine, running
on the extra-efficient Atkinson Cycle. In most
driving circumstances the engine is used to
drive a generator, which provides electricity to
drive the car’s electric motor, as well as charging the battery pack.
When the battery pack is sufficiently
charged the CR-V can then be run as a pure
electric vehicle, but only for around a mile. The
weight, cost and size of a bigger battery pack
would make the CRV rather more expensive
and less fuel efficient.
Like the ground-breaking 2010 Chevrolet
Volt, the CR-V uses the engine to directly drive
the front wheels but only at motorway speeds,
using a lock-up clutch with the motor at its
most efficient speed. Early reports praise the
extreme refinement and diesel-level economy,
with extremely low tailpipe pollution.

BMW could not predict
future demand for the
three main powertrain
types, so had to develop a
new platform that would
allow complete flexibility.

Internal combustion engine (ICE) driving rear wheels

Electric motor and small battery pack drive rear wheels,
ICE drives front wheels

At higher speeds, petrol engine both drives generator
and directly drives front wheels
Generator

Petrol Engine

Electric motor and large battery pack drive rear wheels,
electric motor driving front wheels optional.

Lithium-ion Battery Pack

Electric
Propulsion Motor
Engine drives generator, produces electricity to
drive wheels through electric motor and top-up battery.

Generator

Petrol Engine
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In most circumstances the
engine is used to drive a
generator, which provides
electricity to drive the car’s
electric motor, as well as
charging the battery pack.

Lock-up
clutch

Lock-up
clutch

Lithium-ion Battery Pack

Electric
Propulsion Motor
[orange] Battery powers electric motor, driving front wheels
Generator

Lock-up
clutch
Lithium-ion Battery Pack

Petrol Engine

Electric
Propulsion Motor
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FUTURE BLOG

5054

W R O NG TU RN
Why London is about to head in the wrong direction with new laws
to curb car pollution. We had the answer 25 years ago
Words by Hilton Holloway

MOT I VE CULTURE

You may have already noticed the date at the
top of the computer monitor in the picture. 1
November 1993. As I write this in early 2019,
that’s over 25 years ago.
I took the pictures (on Fuji film) just off
Blackfriars Bridge, on the north bank of the
River Thames for a news feature. I’d been in
motoring journalism for just a few months.
It’s hard to remember any of the details of
the event, other than the RAC were demonstrating a new technology which could detect
and measure the four main pollutants being
emitted from the exhausts of passing cars.
As I remember it, some kind of laser beam
was shot across the road at exhaust height,
reading the exhaust gases, and the images of
the passing cars were then recorded by a (big
and clunky) video camera.
This was also the beginning of the era of
number detection technology, so the next step
on from what was demonstrated would be for
the computing equipment to flag up a passing
vehicle breaking at least one of the pollution
limits, make a video grab of the picture and
then automatically read the numberplate. A
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fine or warning letter could then be sent to the
owner of the offending car.
Back then, the issue of roadside pollution
was not really at the top of the automotive news
agenda. It was on mine, though, because I had
just spent three summers in California, where
the strict auto pollution regulations had been
a big issue since the-then Governor Ronald
Began signed the first laws through towards
the end of the 1960s.
Anybody with an interest in 1970s sports
cars will know that the super-strict California
regulations signed in for the 1975 model year
were a huge problem for European carmakers.
Engines had to be seriously detuned to get
them through the still-famous ‘smog’ tests.
Today London is about to embark on a
plan to ban all but EU6 diesel and EU4 petrol vehicles from the central congestion area.
In another couple of years, the Mayor has a
remarkable - possibly ruinous - plan to ring
Greater London with hundreds of numberplate cameras to enforce the EU6 diesel and
petrol pre-EU4 access laws. Other cities are
not very far behind.

After the foolishness of the last 20 years encouraging diesel uptake when EU pollution
laws were notoriously lax compared to those in
California - I think British politicians are about
to get it wrong again.
Instead of guessing at a car’s real-world
pollution via the EU rating given to the engine
when it was new, why are we not using a new
version of a concept shown over 25 years ago?
With engine performance so dependent on
servicing, driving style over the years and the
functionality of all the engine components,
trapping motorists - or giving them a free pass
- based on theoretical rather than real-world
pollution is another massive miscalculation.
There are hundreds of thousands of diesel
vehicles on the streets of London and the rest
of the UK, all getting older and dirtier as key
components (especially the injectors) wear. So
surely live pollution testing is the only way to
get polluters off the road?
Still, if the authorities were happy to ignore
the warnings on diesel from California and
Japan (two places that really understand clean
air) what hope of doing it right this time?
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