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Driver’s Seat
BY CLIFF LEPPKE *leppke.cliff@gmail.com

It’s high time for this new SU-VW  

T
he folks at Volks introduced the Taos compact 
SUV this spring. By the time you read this, your 

dealer should have some. It’s about 10 inches shorter 
than the current Tiguan, making it slightly larger 
than the first-generation Tiguan. Unlike that first 
Tiggy, the Taos’ base front-drive version — sort of re-
places the Golf — has a rear twist-beam axle (proba-
bly similar to the Jetta’s) rather than a multi-link 
setup. Also, the name is different — it’s not a tongue 
twisting portmanteau.  

And early reports say it has cost-cutting interior 
bits. In contrast, elec-
tronic gadgetry is up to 
date. VW’s IQ.Drive 
driver assist is extra 
($895/$995) on S and 
SE trims — an MSRP-re-
duction strategy. It’s 
$24,190 for starters.  

The Taos uses a re-
vamped EA211 turbo 
four-cylinder mill. It dis-
places 1.5 liters and has 
158 hp. Due to several efficiency tricks, it should get 
good fuel economy. Expect VW to place this engine 
under the Jetta’s hood, replacing its 1.4-liter, 147-hp 
turbo. Taos’ transmissions are either an automated 
an eight-speed conventional automatic (FWD mod-
els) or VW’s direct-shift gearbox (AWD).  

Styling continues the themes seen on other SU-
VWs. It’s got the de rigueur Tuff Stuff exterior plastic 
cladding. The drooping grille appears like a cliche to 
me. You see this motif on Honda cars and Chevy 
trucks. Heck, the 1969 AMC Ambassador had it. 
Headlights sit up high, flanking a grille that appears 
to drop below bumper height. As such, the new look 

departs from VW’s Golf. It plays it straight up front 
with the roundel punctuating the center of the hood’s 
front lip.  

Overall, I’d say it’s high time VW dealers offered a 
smaller SUV. I’m still lamenting the fact VW axed the 
Golf Alltrack/SportWagen. 

 
Pickups  

VW fans likely spied Ford’s Maverick and Hyundai 
Santa Cruz front-drive pickups. Ford’s Mexican-built 
Mav shares a car-like Escape platform. Ford, with its 
longtime success in trucks, wants to transfer this 

built-tough mojo to an 
affordable unibody 
truck. So far, VW’s Rab-
bit Pickup (Caddy) or 
Subaru’s Baja/BRAT or 
even Honda’s Ridgeline 
haven’t scored paydirt.  

Ford introduced its 
Lightning electric-vehi-
cle F-series truck. It has 
a vintage VW-like 
“frunk.” I joined Ford’s 

media opportunity for a virtual walk-around the 
Lightning with engineer Linda Zhang and marketing 
manager Brian Bell. There’s a new independent rear 
suspension in the back and the standard range ver-
sion costs about $40,000; the extended range is more 
than $50,000. It’s rated 563 hp with one motor front 
and one motor rear.  

 
Cancel culture 

Remember slogans like “A Different Kind of Car 
Company” or “What a Luxury Car Should Be?” There 
was a time when cars, sedans, wagons and coupes 

uTURN TO PAGE 29
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VW’s new Taos



Small Talk
VW + AUDI AT A GLANCE

 AWD ID.4:  As promised, VW has 
launched the ID.4 AWD Pro, the 
all-wheel-drive version of its new 
electric SUV, in the U.S., starting 
at $36,175 with incentives. The 
new model not only enables better 
traction, but also a faster accelera-
tion — 0 to 60 mph in 5.7 seconds 
— and more towing capacity. The 
extra new electric motor only re-
duces the range of the electric 
SUV to 240 miles on a single 
charge depending on the version. 

 VIRTUAL TEST DRIVE:  Pinterest is of-
fering its followers a chance to 
take an immersive virtual test 

drive of VW’s new ID.4 EV. The 
service, which debuted in June, 
enables Pinners to experience the 
ID.4 from every angle, 360 de-
grees, and Pinterest said the initia-
tive is a first for it, enabling the 
platform to make car shopping 
more convenient and sustainable. 
Pinterest says its users are 55% 
more likely than non-Pinners to be 
concerned about their personal 
carbon footprint. 
 BATTERY TALKS:  VW is negotiating 
with suppliers in an effort to gain 
direct access to raw materials for 
its EV production, Reuters re-
ported. The company is trying to 
exert more control over key com-

NEW & IMPROVED
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 AN EV GOLF R?:  VW has 
an idea for an EV succes-
sor to its hot-hatch Golf 
R. It’s the 328-hp ID.X 
concept based on the 
Golf-like ID.3, which is 
sold only in Europe. The 
ID.X was developed by 
VW engineers as an ex-
ploratory project and 
could potentially be 
given the production green light. VW CEO Ralf Brandstätter (pictured) 
said that even if production doesn’t happen, “many ideas” could be 
adopted for other products. The ID.X features an 82-kilowatt-hour bat-
tery and dual-motor all-wheel-drive system. Peak output is 328 hp, 
which is 13 hp more than the latest Golf R and 26 hp more than the 
most potent ID electric vehicle to date, in this case the ID.4 AWD Pro.

ponents in its supply chain such as 
semiconductors and lithium so it 
can overcome any potential bottle-
necks and keep its plants running 
at full capacity. 
 SLOW START:  Sales in May of VW’s 
two ID.4 models in China re-
mained sluggish — just 1,213 
combined after launching two 
months earlier and 200 fewer 
than in April. Sources told Reuters 
that the sales fell far short of ini-
tial estimates. By comparison, 
Tesla sold 6,612 of its Model Y in 
the first two months after its 
launch.  

 STICKER SHOCK:  With VW leading 
the way, the average price for a 
new vehicle in the U.S. reached 
$40,768 in April, up 2.2% from 
April 2020, according to Kelley 
Blue Book. VW prices rose 9% 
over a year ago to $45,649, the 
largest increase of any automaker, 
followed by Honda, with average 
sale prices up 8.8% to $32,035. 
The average transaction price for 
a new vehicle rose 2.2% year-
over-year in April to $40,768. 

 SUV PLAUDITS:  Parents magazine 
has named the 2021 Atlas to its 
list of Best Family Cars 2021 as 
the best three-row SUV.

EV NEWS
AWARDS

MONEY MATTERS



Retro Autoist
FROM THE VWCA ARCHIVES 
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 JULY/AUGUST 2011:  VW has developed a system, moni-
tored by the driver, in which the car can drive semi- 
automatically up to a speed of 80 mph. It represents a 
link between today’s assistance systems and the vision 
of fully automatic driving.  
 JULY/AUGUST 2011:  Public radio’s “Marketplace” reports 
that the New Beetle is a drug-trafficker’s delight. Cops 
says VW’s “Dare to Be Happy” car camouflages contra-
band. It’s ideal for clandestine California trips on Inter-
state 15; the car’s expansive dashboard provides a 
plethora of hiding places. Some things never change. 
The original Bug’s stash spots include the clandestine 
ara ahead of the instruments and the niche below the 
rear seat.    

 JULY/AUGUST 2001:  VW has dropped the Colorado badge 
from its forthcoming off-roader 
— because Gen-
eral Motors is to 
unveil a pickup 
with the same 
name. VW 
bosses were referring 
to their first-ever 4x4 as the Colorado soon after it was 
unveiled as the Advanced Activity Concept at last year’s 
International Auto Show in Detroit. But as GM is push-
ing ahead with plans for its Chevrolet Colorado, due 
later this year, it means the Germans must search for a 
new name for their mud-plugger. This is plenty of time 
to think of something different though, as the car isn’t 
set to arrive until 2003. Postscript: It was never built.  

 JULY/AUGUST 1991:  VW’s electric Jetta, called Jetta City-
STROMer, was on display at the Greater New York Inter-

national Auto Show, 
which carried the 
theme “Responsible 
Motoring.” Where 
the gasoline engine 
is normally situated, 
this Voltswagen has 
a drive control unit that acts as a generator to charge bat-
teries when the car is coasting. VW says the CitySTROMer 
will run as fast as 65 mph with a range of 75 miles.    

 JULY/AUGUST 1981:  May 15, 1981, marked the comple-
tion of the 20 millionth Beetle with celebrations in three 
Volkswagen plants scattered around the world. Offi-
cially, Beetle No. 20 million rolled off the line in VW’s 
factory in Mexico. Beetle No. 19,999,999 was com-
pleted at the VW plant in Brazil and the 20,000,001st 
“arrived” at VW’s assembly and manufacturing facility in 
Nigeria.  

 JULY 1971:  In this day of air-conditioned cars, VW 
is still in the development stage on simple venti-

lation. Sure, the 1971 models all have a few fresh air 
vents, and they all point at the chest and face of the 
driver. But it seems to be an insurmountable problem 
for VW designers to create legroom ventilation.  

 AUGUST 1961:  Volkswagen racked up top honors in 
British Petroleum’s recent 2,000-mile Australian Rally, 
this continent’s major car trial. The course covered hun-
dreds of miles of rough road and led entries through se-
vere rainfall, floods and seas of mud. VWs crossed the 
finish line well ahead of all other competitors, taking 
first overall plus first, second and third in their class. 

10 YEARS AGO

40 YEARS AGO

50 YEARS AGO

60 YEARS AGO

30 YEARS AGO

20 YEARS AGO
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By Cliff Leppke *leppke.cliff@gmail.com

Farm relic reveals 

built-in disasters

Y
ou’ve seen the glamorous collec-
tor car magazines. In their glossy 
photo spreads, fabulous 1950s 

Detroit dishpans sparkle like flawless 
gems. Editors gush with unchecked 
enthusiasm for these Eisenhower-era 
driveway dinosaurs. Their outrageous 
styling, excessive length and dubious 
handling strike collectors as desirable 
because they are, say, distinctive. The 
truth is many of these insolent chari-
ots appeared awfully alike — the 
same finned cantilevers in back and 
chrome dripping on the sides.  

Sure, some zigged and other 
zagged but within a corporation’s 
lineup the basic body shape, green-
house and the like were monoto-
nously similar. Just feast your eyes on 
the 1959 Flat-Top GM jet-age fetishes 
— the sameness is there from top to 
bottom. A bag of M&M’s has more 
variation. For something completely 
different in its celebrated year-to-year 
sameness, postwar Americans flocked 
to the anti-styling VW Beetle.  

At a distance, Detroit’s cantilevered autos shocked 
sensible eyes. What happens when you get a closer 
look? Do you find good ergonomics and careful build 

quality? The answer requires one to put down the 
magazines and actually inspect survivors — un-
touched examples from the conformist Age of Anxi-
ety. I headed to the Leppke farm for that closer look. 

51964 VW BEETLE

6 1958 FORD TUDOR

QUALITY 
CHECK
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Behind one barn door you’ll find a 1958 Ford 
Custom 300, Bali Bronze over bright vinyl 
triple-tone emerald green with color keyed 
box-striped nylon. This untouched survivor 
has several built-in disasters due to styling for 
style’s sake and slipshod assembly.  

My grandparents bought the 1958 Ford 
Tudor, opting for the less costly Custom 300 
series rather than the flossier, longer Fairlane 
500. The latter had two inches more wheel-
base and more expressive rear quarter panel 
swag lines. My grandfather made two appar-
ently contradictory deviations from the stan-
dard car: He bought the optional four-barrel 
carb, 332-cubic inch, 265-hp Interceptor V-8 
and mated it to a three-speed manual trans-
mission with electric overdrive. Chances are 
he wanted reduced engine wear due to over-
drive’s taller top gear rather than fuel-sip-
ping transport. He later added an air 
conditioner and covered windows with Ve-
netian blinds — all meant to cope with 
scorching North Dakota summers.  

My grandfather, according to local leg-
end, wanted to make a serious headway 
against North Dakota’s headwinds. He 
eventually retired this ride in favor of a 
1969 Caddy. Then, he ditched that monster 
for a diesel Olds — after the 1970s fuel cri-
sis. The double nickel federal speed limit 
cramped my grandpa — my grandma en-
forced the law. She’d crain her neck, spy 
the speedo and say, “Arnold you’re driving 
too fast.” You’d think the nagging checked 
marital bliss — but I noticed my grandpa 
often turned down his hearing aid — 
clever.  

My 1964 VW Beetle, in contrast, has just 
40 ponies and a leisurely top speed of 72 
mph —headwinds really cut its progress. But 
it’s thrifty. And it’s also a survivor. The cars differ in 
design, assembly quality, mechanicals and ease of 
use. One thing they both share is a shift toward 
bright insides due to vinyl upholstery and door card 
treatments. 

The Ford’s more flamboyant; the Beetle more busi-
ness-like. There’s more rug in the Beetle as the Ford 
uses faux carpet molded rubber-like flooring, 
whereas the Bug has grooved rubber mats with 
bound charcoal carpet trimming on the kick panels. 

Sloppy  

welding

Grind marks on 

the dogleg

Sharp edges 

can cut  

fingers

Rough work on 

the roof at the 

“A” pillar

The worse-for-wear 1958 Ford Tudor Custom 300, the less costlier version of the 

Fairlane 500. Samples below show poor workmanship. 
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VW VS. FORD
The Ford’s got card-
board-like materials 
under the dash. The 
Beetle is very tidy 
under the metal 
dashboard, whereas 
the Ford is a festival 
of uncovered nasty 
bits but has a 
padded dash cover 
and plenty of instru-
ments.  

Entering the cars is 
an exercise in differ-
ence. The Ford’s wrap-
around windshield 
apes a fiberglass 
Glastron Seaflite 
speed boat with the 
steering wheel on 
the left but results in 
a nasty dogleg for an 
“A” pillar. Ford did 
lots of trick stuff to 
compensate for this 
nautical affectation 
— troughs and 
weather-stripping 
routed water from the windshield to holes in the 
doors for drainage. Egress is just plain awful as the 
protruding glass requires a gymnast’s limber body in 
order to slide into the front seat without punching 
yourself in the gut. Happily, Ford’s front seat has a 
height adjuster. The Beetle’s front seats have three 
different back rakes. For 1960, Ford crowed about its 
latest invention for automotive egress — no doglegs. 
Surely, Detroit discovered its obsession with wrapped 
glass but like some film franchises, went too far.  

The Beetle in contrast requires deft footwork, as 
space between the front seat and the door pillar is 
tight. The Beetle’s upholstery didn’t hold up very 
well, it came apart at the seams — stitching failed — 
and the vinyl split. The covered Ford seats — 

Grandma never let us ride on the car’s nude fabrics 
— fared better. VW later rectified the short-life up-
holstery with a durable basketweave design. 

Uneven dash stampings

Finish flaws

Normal wear

Rocker to door pillar is 

mostly smooth; note 

the carpet binding

“A” pillar quarter is mostly smooth but 

with a blob of filler
The roof to the “A”  

pillar is clean, but the 

paint didn’t last

Lower dash 

looks clean

HOW THE BUG FARED
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Bodywork reveals a big gulf between the two cars. 

The Ford’s got a legion of sloppy body prep and sag-
ging paint. The Beetle in contrast is a smooth opera-
tor except for the area under the dash, where you see 
paint flaws.  

Don’t look too closely at the Ford or dare to caress 
it without split-leather work gloves. There are lots of 
grinder gouges and filing hashes plus plenty of sharp 
spot welds or spatter surrounding the front doors 
from top to bottom. And the body wavers where pil-
lars attach or on the catwalks. It appears they rushed 
this one out of the factory with little thought that 
length alone didn’t make a quality car. Ford’s fine 
family of vehicles wasn’t for discerning families. 

Photos reveal the gaffs. Notice the weld spatter, 
buckled panels and unsightly grinding or file marks. 
Let's look at that rakish windshield from the backside 
at the top. Notice the unlovely marriage of roof to 
pillar. The mess doesn’t stop there. Check the area 
near the B pillar — a similar mess. Sagging paint 
flows down the dogleg. Don’t touch the spot welds as 
they’re very sharp. At the windshield’s base, grinding 
and filing didn’t smooth out the panel. Notice the 
ugly assortment of welds where the dogleg transi-
tions to the lower door cutout. And can you justify 
the wrinkled metal on the rocker panels or rear quar-
ter panels? It appears as if the styling department 
stretched metal sculpture beyond the capacity of the 
stamping outfit to make these shapes. Sometimes 
there are large gaps between adjoining body sec-
tions. 

This pictorial essay shows the mistakes collector-
car photo spreads never reveal. At fancy car shows, 
these machines are so well prepped, there’s no evi-

dence of these known eyesores on wheels. And 1958 
proved particularly difficult for Dearborn, as its Edsel 
variation of what you see here was an onslaught on 
consumer senses. Don’t let anyone fool you into be-
lieving only the Edsel came off assembly lines rife 
with defects — this Custom 300 is proof. Yet, this car 
racked up lots of miles as a useful if blemished ser-
vant. 

The VW in contrast has fewer obvious mistakes. 
Yet, it’s not as perfect as those famous ads promised. 
The “A” pillar is smoothly shaped and richly coated. 
Rocker panels are likewise smooth. Most welds are 
neatly completed, although you’ll see some un-
wanted crud under the paint near the door pillar. 
And the door’s weather-stripping abraded the transi-
tion from roof panel to pillar. The biggest gaff is 
ahead of the ignition switch. There is a bubbled area 
where the dashboard meets the abutting panel. 
Clearly all those inspectors who signed off on that 
Beetle’s exterior in the famous ad, where blindfolded 
— not pegging an obvious blemish. The transition 
from front quarter panel to “A” pillar isn’t blotch free 
either. 

In sum, VW wins this contest of mass-produced au-
tomotive aesthetics. Its body design is better suited 
to rapid metal crafting. It’s finished with greater care, 
too. Yet, it’s not perfect — just far fewer flubs than 
the fabulous ’50s Ford. VWCA 

VWClub.org
Add value to your VWCA membership by registering at VWClub.org to 
take advantage of discounts on exclusive Club Store merchandise and 
to renew your membership, using either PayPal or your credit card.

uDON’T MOVE!  Without telling us. Unlike first-class mail, 
the AUTOIST will not be     forwarded to your new address by 
the post office. Please help us out — send changes to 
VWCA, P.O. Box 154, North Aurora, IL 60542, or by email to 
VWClub@aol.com.
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By Cliff Leppke *leppke.cliff@gmail.com

Eclectic automotive artifacts litter a century-old property

T
he Leppke farm is like the Smithsonian of the 
Dakotas; it has a collection, no make that collec-
tions, of material artifacts dating to the arrival 

of pioneering Leppkes in Carrington during the 
1920s. While some blue-blood types trace their roots 
to the long-gone Mayflower, my family turns to 
wheels: a 1927 Essex Coach (retailed for about 
$695) — produced by Hudson Motor Co. Apparently, 
my grandfather, his brother and their parents piled 
themselves into this two-door sedan and trekked 
from Kansas to North Dakota, where they applied 
what we might call dry farming — and we’re not 
talking Prohibition. 

Here’s where we should engage “Finding Your 
Roots,” Henry Louis Gates. As I’ve heard the story 

A COMPELLING DETOUR

TOP: A 1966 Beetle in the Leppke barn. ABOVE: What’s left of a 1927 Buick 

wheel.
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(North Dakota State University’s web-
site is useful), my German speaking an-
cestors — perhaps Mennonites — were 
enticed by Catherine the Great and 
later Alexander I to colonize the 
Ukraine (Black Sea Germans). When 
political and other conditions shifted 
during the 1870s, these people mi-
grated to America’s Great Plains. My 
father’s side of the family chose 
Kansas, where its winter or red-wheat 
crop technology worked.  

Eventually, some Leppkes departed 
Kansas and headed to North Dakota. 
Like Dorothy in the “Wizard of Oz,” 
this vast space was just like home. Why 
they picked Carrington isn’t clear. Local 
histories place my grandfather at the 
vanguard of a significant change in 
farm machinery — fossil-fuel powered 
tractors. He invested in a local oil dis-
tributor — a WWI doughboy who 
formed a successful gas company. In 
turn, my grandfather, who had a technical college ed-
ucation in internal combustion engines, employed 
some purpose-built ICE tractors and even converted 
cars such as a 1927 Buick into an agricultural ma-
chine.  

Carrington was a railroad depot, too. Thus, you 
could engage in several agricultural practices, such 
as dairy farming, because you could transport milk to 
markets distant from this rural outpost. On the 
roughly 1,000-acre tract my grandparents acquired, 
they grew various crops, flax was popular. They also 
raised cattle.  

 
Behind the closed barn doors 

Let’s go back to the farm. It’s like the “Let’s Make a 
Deal” TV game show — you never know what you 
might find behind a barn door, curtain of cobwebs or 
between the shelterbelt’s shrubs. There are at least 
two reasons why the Essex is still on the farm. One, 
the farmstead itself was its own dump and recycling 
operation. There was plenty of space to park a side-
lined machine and let nature reclaim it. Two, the 

Essex’s body has lots of 
metal. Unlike the Chevro-

lets of that era, which used wood-framed bodies and 
doors with metal tacked over them, the Essex was 
mostly, but not, all steel. 

The “solid” Essex, however, wasn’t durable. It 
might have worked in city environs or at low speeds. 
Its Super Six engine with splash oiling and ther-
mosiphon cooling was poorly conceived for high-mph 
driving. As Tad Burness, (Auto Album) told me, the 
Essex “Six” was undersized and hampered by an ex-
cessively low gear ratio often fighting a 5.60-to-1 in 
high. It was overworked at higher speeds.  

The 55-hp engine specs themselves tell the story: 
The three-main-bearing block had small 2 11/15-
inch bores and 4¼ inch strokes. Examine the alu-
minum piston. It’s a sophisticated casting — even has 
a built-in crack to prevent expansion disasters, but 
the upper ring groove is quite large, the piston itself 
rather delicate and the connecting rod where it 
mates to the crankshaft just didn’t cut it. This engine 
simply couldn’t run at high rpm without problems. 
And the vehicle’s gear ratios pushed the engine speed 
quite high. It had one of the lowest final drives of » 

The 1927 Essex makes for an im-

pressive piece of “yard art.” At left, 

one of its pistons and connecting 

rod.
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BARN FINDS
all popular cars.  

Sidebar: A 1200cc 40-hp 
VW Beetle had a three-
inch bore, 2.5-inch stroke 
and pressurized lubrica-
tion. The overall ratio in 
fourth gear was 3.89. 
Thus, the VW could cruise 
all day on the highway 
without the Essex’s issues 
— a major advance in mo-
toring technology. 

The Essex was popular 
— 210,380 sold in 1927. 
Historians peg it as the ve-
hicle that ushered in the 
affordable closed car, mak-
ing motoring the nearly 
all-weather proposition we 
know today. A careful ex-
amination of this Essex re-
veals my grandfather likely tried affixing a Ford 
engine in front or attached a different drive line. 
These makeshift efforts likely kept the family rolling 
during the Depression. 

Move one barn door and you’ll discover a VW-re-
lated motoring disaster: a 1966 VW Beetle. Some-
one dropped its original 1300cc mill and subbed a 
1200cc engine — and then didn’t hook up a thermo-
stat! It’s from my great-uncle’s side of the family. It’s 
repainted robin’s egg blue — not its original color. 
The left front is crumpled and the vehicle is rusty. 
The frontal impact crunched the left quarter section 
back to the door. The gas tank buckled. Because its 
filler neck is toward the vehicle’s front — it’s de-
signed for a fiery crash. This one leaked but didn’t ig-
nite. It appears as if someone tried pounding the car 
back into shape and then put it on the road, but 
never replaced the gas tank! 

Under the hood is a tidy VW of America-approved 
Stewart Warner South Wind gas heater. Mice built a 
nest around it. It works by taking gas from the tank 
— the line routes through the right wheel well to a 

“T” at the bottom of the tank. Combustion air comes 
from that well. Plus, the exhaust exits there, too. 
There’s a spark-like device with what looks like an 
impeller. This burns fuel and heats air pulled through 
it much like a forced-air furnace. 

An outlet under the dash routes heat into the inte-
rior. A dashboard knob controls it. You twist or pull it 
to turn it on or adjust temp. This one has a common 

The Leppke barn, home to cobwebs and much more. 

A South Wind gas heater in the 1966 Beetle. 
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failure. The exhaust pipe rusted out. And the re-
sulting hole is inside the vehicle’s trunk, which 
means the heated air could pull in deadly fumes.  

Behind two other doors you’ll discover prewar 
flathead V-8 Fords: a 1941 Deluxe and a 1938 
Deluxe. I spied the former car on my great-
uncle’s nearby farm and got my father to help 
me drag that one from its outdoor grave. My 
grandparents bought the other Deluxe Ford 
Tudor in 1938. It provided licensed transport 
until the early 1960s, when that car became a 
utility vehicle. They removed the rear seat and 
rear body brace, and then installed a large drum-
like tank. This contraption moved fuel to tractors 
in the field — a task it performed until the early 
’70s when the water pump failed. Those in » 

Simple fix for a wonky AC relay
 

 
In late April, the marathon 1983 VW Scirocco carried me to 

Carrington, North Dakota, to visit my folks, Dolores and Elton 
Leppke. The odometer rolled past 343,000 miles, and the car 
had one electrical hiccup — the air conditioner relay went 
south. It clicked but no electrical energy flowed through it to 
the radiator fan or compressor 
clutch.  

The glitch was a wobbly set of 
electrical contacts within that black-
box device. They shifted due to the 
way it’s designed: a metal stake or 
rivet pressed through a printed cir-
cuit board — a brown slab made with wood/paper fiber and 
phenolic polymers or resin. It has etched copper circuit 
traces. These boards are the backbones of lots of electrical 
devices and permit low-cost, high-volume reliable “wiring.”  

This ubiquitous PCB type can be problematic. As noted by 
my father, a retired professional electrical engineer, it expands 
and contracts like an electronic earthquake. Items affixed to it, 
such as the employment of a metal stake to hold metal relay 
contacts, eventually wiggle loose. These PCBs were a 
headache, when first employed in mid-1950s vacuum-tube TV 
receivers — heat led to failures. Additionally, most technicians 
weren’t trained to service them, plus early boards didn’t pro-
vide servicing aids such as component identification.  

In my car, there’s a problematic PCB sandwich: the metal 
tab on the back of the PCB, which plugs into the fuse box’s 
socket, is pressed onto a metal strip on the board’s top. Thus, 
this relay was doomed from day one. The top side’s contact 
strip shifted, preventing the energized relay from making an 
electrical connection. I simply used my fingernail to bend the 
out-of-alignment piece.  

Presto! Instant 
cool air. For an ex-
ample of proper use 
of printed circuits 
note this photo of a 
maze-like board my 
father designed for 
a submarine’s 
power supply. It’s 
an abstract work of 
art.  — Cliff Leppke  

A leaky fuel tank on the 1966 Beetle.

The 1941 Ford, last licensed in 1962.
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charge decided to just let it sink into the 
mud.  

I had great plans for this machine. 
With my dad’s help, I dug it out — got it 
before soil/moisture induced floor rot — 
and moved it into the barn. The clutch is 
stuck to the flywheel, though. And divots 
below the rear window are the remains 
of a spat between my father and his 
brother. The crumpled trunk and busted 
door pillar were a farmhand’s modifica-
tion.  

My grand idea was its restoration — I 
wanted to reclaim this car and use it as 
my first collector vehicle. Well, things 
didn’t go as planned. The vehicle needs 
lots of work and I don’t get much time 
away from my job. So, the Ford, with a 
postwar flathead engine, resides in a 
dusty barn. My father found many of the 
vehicle’s original pieces including, the 
rear seat, the engine block (which has 
faulty sleeved cylinders), cable-type 
brakes and at least one headlight lens.  

For closing shots I’ll share items spotted in the 
barn’s hayloft. In one section, there’s a sampling of 
antique car radiators or radiator shells. In another, 
you’ll see a Ford Model T door hanging next to a late 
1960s Beetle door. 

While the Leppke barn and its contents aren’t 
staged for cable TV show makeovers, it offers a com-
pelling detour into generations of motoring devices 
operated by clearly clever people who made things 
move. In a sense, it’s a lot like finding your family’s 
routes. VWCA 

BARN FINDS

Where in the world would you find doors from a Model T and a Beetle? In the Leppke 

barn, of course. 

Radiator wall art. 

The 1938 Ford.



VW AUTOIST       15

☯

I
  once bought a 1968 Volkswagen Microbus from a 
hippie in a tie-dyed dress. As I was about to drive 
off, the previous owner suddenly choked up, 

wiped away a tear and said, “By the way, her name is 
Basil.” 

Basil? I didn’t ask. And I was never sure why it was 
female. But that bus was Basil for as long as I owned 
it. 

Cars are machines. They don’t think or have per-
sonalities or souls. But, if that’s true, why do so many 
drivers give their cars names? 

“We share the milestones of our lives with our 
cars,” says David Bennett, AAA manager of repair 
systems. “Maybe you drive it to your wedding, or to 
the birth of your child. There are so many things that 
connect us to the cars we drive.” 

 
A rear-view mirror for life 

Cars take us to work each morning, keep us warm 
in the winter and maybe even thrill us when we step 

on the gas. In many ways our cars tell the world who 
we are. 

So it’s not surprising that we give them names and 
vanity plates and fake pine tree air fresheners. We 
give them premium gas as a treat (it’s not) and 
change the oil early as a reward (don’t). Some peo-
ple even owe their life to a car that protected them in 
a collision. 

“People name their car because of the emotional 
connections they have with it,” Bennett says. “For the 
majority of people, the purchase of their first car is a 
rite of passage. They become akin to a parent to the 
car — cleaning, maintaining and repairing it.” 

My son recently went through this rite of passage 
and bought his first car, a 2016 Mazda3. When I 
asked if he'd named it, he didn’t hesitate for a mo-
ment: “Cheetah,” he said. “Because it’s really 
quick.” 

Like the people we meet in our lives, cars often 
have personalities, quirks and moods that might sug-

By Philip Reed 

WHY WE 
NAME  

OUR CARS
When the right one comes 

along, it sticks like glue Here’s Vernon, Lois Grace’s 1959 Transporter who proudly wears his 

name front and back. 
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VWCAers 
who play 
the game 

BOB FLOCKE: The ’67 Beetle is Der Käfer, 
German for beetle or bug.  We lived in Ger-
many for several years, and that’s what Ger-
mans called their beetles. The ’70 Ghia is 
Lorelei (apparently, “Loreley” is the German 
spelling because I had the plate made 
there), after the siren who lured sailors onto 

the rocks along the middle Rhine. 
LOIS GRACE: Vernon (previous page) got 
his name from a friend of my older brother. 
Bill Hullett thought Vernon’s face looked a 
lot like his dad, who was Thomas Vernon 
Hullett, but Bill didn’t think he looked like a 
Thomas so he became Vernon. That was in 

gest a name choice. Growing up in New England, we 
performed elaborate rituals to get cars to start on 
cold winter mornings, all the while begging it — by 
name, of course — to come to life. 

When my brother’s car’s starter motor failed to 
turn over, he’d pull a 6-iron out of the trunk and give 
it a whack. Whether it was to show dominance or jolt 
it awake he never knew. All that mattered was that it 
worked. 

But much of the unpredictability has been engi-
neered out of cars. And along with it, we’ve lost the 
individuality of cars. That’s why Bernard Swiecki, 
from the Center for Automotive Research, thinks 
fewer car owners name their steeds today. 

“I’m the most car-crazed person in our office,” he 
says. “But I’ve never named my cars.” 

Maybe that’s because, as Swiecki puts it, “people 
now interact with a huge variety of devices and the 
car is just one more machine — it doesn't have that 
unique identity that it used to have.” 

Even though they were nameless, “there were cars 
I had a strong bond with,” he admits. “The first car 
that I had was a '72 VW Beetle. I have a ton of fond-
ness for that car.” 

 
A good nickname is earned 

If you’ve decided you need a name for your car but 
nothing comes to mind, you’re not alone. 

Thousands of people search Google every month 
for the same thing. Among the results are a bunch of 
car name generators, often hosted by auto- and auto-
insurance-related sites. One of them decided the 
name of my gray 2014 VW Jetta SportWagen TDI 
should be Pinky. Interesting — but I doubt it will 
stick. 

Classic car site Hagerty invited its members to sub-
mit their car names and found that many owners are 
inspired by the car’s paint color. My experience bears 
that out. A friend of mine, driving a battered but reli-
able mid-’60s Chevy Nova, fondly called it Old Blue. 

After my father died, I was going through his pa-
pers and found a list of all the cars he had owned. 
His first car was a 1923 Oakland that he named 
Maryanne. He liked that car so much his next one 
was Maryanne II. 

Just like nicknames for people, car names are often 
a riff on the given name from the manufacturer or on 
a model’s peculiar styling. I had a 1962 Plymouth 
Fury with horizontal fins and a gaping grill that I 
sold to my brother. One day we started calling it The 
Mouth and the name remained for years. 

When the right name comes along, it sticks like 
glue. VWCA 

 
Philip Reed is an automotive expert who writes a 

syndicated column for NerdWallet.
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the mid to late ’60s. 

My family has always named their cars, starting with an 
old Chevy my mom bought used right after they were first 
married and living in Maine. That’s the one where Dad tried 
to go into a parking structure and the steering wheel came 
off in his hands! His name was Mortimer. Dad’s ’68 Bay 
Window Bus was named Barnabus. The soap opera “Dark 
Shadows” was popular then and Barnabus was the vam-
pire. Then my brother Bruce had a ’59 panel van and we 
named that Mr. Veedle — for Lily Tomlin’s sketch on 
“Laugh-In” where she calls Gore Vidal and asks for “Mr. 
Veedle.”   
 
SHELL TOMLIN: You might ask now many Beetles were 
named Herbie, regardless of paint scheme.  That’s got to 
be the favorite by far.  Meanwhile, I’ll give you mine. My 
first car of any kind was a ’56 Beetle, which my mother 
named Otto, adding "and he eats sausages."  I never got an 
explanation for that.   

I never named any other cars until I met Lynida who, I 
learned, always named her cars — Betsy being a favorite. 
And I think there was a Bippie in there somewhere. The 
first car we owned together was a ’76 Chevy Chevelle 
named Stanley, as in Stanley Steamer; it was the first 
water-cooled car either of us had owned but is disqualified 
here due to it not being a VW. The 1970 Brown Bus, as it 
was officially known, was sometimes referred to as Turd for 
his color, but mostly for its lack of power and inability to 
keep an engine intact. Turd was also applied to a ’71 Model 
411, due to its chronic electronic failures and eventual 
blown engine.   

Our blue ‘88 Vanagon was named Vinson by our kids (for 
unknown reasons), and our artistic daughter made me a T-
shirt with the Vanagon silhouette in a Starry Night pattern 
with the lettering “Van Go” across the bottom.  The current 
Sun Bug was named Auggie by me, who forgot his high 
school Latin class.  I thought (his color) gold was augum in 
Latin; it was actually aurum, but by then it was too late. 

NAMES



 

CALIFORNIA 
BURLINGAME: AUDI BURLINGAME, 1010 CADILLAC WAY, 650-
348-0111 
ELK GROVE: ELK GROVE VOLKSWAGEN, 9776 W STOCKTON BLVD, 
916-405-2650, P-10 A-10 

COLORADO 
FORT COLLINS: ED CARROLL MOTOR CO., 3003 S. COLLEGE AVE., 
970-226-3000, P-10 A-10 L-10 AC 

FLORIDA 
JACKSONVILLE: VOLKSWAGEN OF ORANGE PARK, 7220 BLAND-
ING BLVD., 904-269-2603 

MICHIGAN 
KALAMAZOO: MAPLE HILL VOLKSWAGEN, 5622 W. MAIN ST., 
269-342-6600 
MUSKEGON: AUDI MUSKEGON, 1860 E STERNBERG RD, 888-
724-3942 

MISSOURI 
KANSAS CITY: MOLLE VW, 808 W. 103RD ST., 816-941-9500 

WASHINGTON 
SEATTLE: UNIVERSITY VOLKSWAGEN, 4724 ROOSEVELT WAY NE, 
206-634-3322, P-10 A-10 L-10 

ARIZONA 
KINGMAN: TNT AUTO CENTER, 535 E. ANDY DEVINE AVE., 928-
753-1477, P-10 A-10 L-10 AC 
PRESCOTT: PRESCOTT IMPORT CAR SERVICE, 710 RUTH ST., 928-
778-9305, P-10, VW SERVICE POINT 

CALIFORNIA 
SANTA BARBARA: TOP SHOP AUTOMOTIVE, 177 S. PATTERSON 
AVE., 805-964-6554, topshopautosb.com, AC, VW REPAIR SHOP 

COLORADO 
COLORADO SPRINGS: MOTORWORKS RESTORATIONS, 2633 DU-
RANGO DR, 719-648-2280, motorworksrestorations.com, AC, 
RESTORATION & REPAIR SHOP 

CONNECTICUT 
OLD SAYBROOK: CARDONE AND DAUGHTER AUTOMOTIVE, 4 CUS-
TOM DRIVE, 860-664-0727, cardoneanddaughter.com, AC, SERV-
ICE & REPAIR SHOP 

ILLINOIS 
DOWNERS GROVE: SPAROMOBILE, 503 OGDEN AVE., 630-963-
8410, IMPORT PARTS 
EFFINGHAM: MID AMERICA MOTORWORKS, 17082 N. US HIGH-
WAY 45, 866-867-0540, AC, AIR-COOLED VW PARTS & ACCES-
SORIES 
OAK LAWN: G&H IMPORT AUTO PARTS, 9734 S. CICERO AVE., 

708-422-9272, PARTS & ACCESSORIES 
INDIANA 

FORT WAYNE: WERNER'S GARAGE, 7804 FRITZ ROAD, 260-489-
9783, ALL EUROPEAN VEHICLE REPAIR 

KENTUCKY 
LOUISVILLE: IMPORTDOKTOR, 1387 LEXINGTON RD., 502-584-
3511, importdoktor.com, IMPORT REPAIR & BODY SHOP 

MICHIGAN 
WATERFORD TOWNSHIP: MUNK'S MOTORS, 3080 W. HURON ST., 
248-681-8081, munks.com, P-20 AC, INDEPENDENT REPAIR 

NEW YORK 
MASSAPEQUA: GT PRECISION IMPORTS, 190A MARGARETTA AVE., 
516-799-1100, gtprecision.com, P-10 L-10 AC, VW & AUDI INDE-
PENDENT REPAIR SHOP 
WATERLOO: SELECT EUROCARS, 0685 WATERLOO-GENEVA RD., 
315-789-2200, P-10 A-10 L-10 AC, VW & AUDI SPECIALIST 

OREGON 
BEAVERTON: HM MOTORSPORTS, 3920 SW 141ST AV, 503-619-
3361, P-15 A-15 L-15 AC, AIR-COOLED VW PARTS 

RHODE ISLAND 
SOUTH KINGSTOWN: M & T MANUFACTURING, 30 HOPKINS 
LANE, 401-789-7720, AC 

WISCONSIN 
GLENDALE: MOFOCO ENTERPRISES, 4170 N. LYDEL AV., 800-558-
8955, IMPORT PARTS
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A Jetta for all ages, even a 77-year-old 
I’ve owned, leased, or had business furnished over 

100 automobiles since I was 12 years old. I come 
from an auto dealer family of old. My 30,000-mile-
a-year days are over, as I’m retired in Florida and 
drive only about 7,500 miles annually. I’ve not had 
any exotics but have had numerous high-perfor-
mance variants of BMW M cars and Ford ST’s. From 
VW I’ve had a Beetle, two New Beetles and a 
beater GLI from the ’80s. 

My last car was a leased base 
Mustang automatic, a decent, 
but not exciting car. It was a 
good value and reliable with a 
V6 engine, but not exciting to 
drive. In March of 2020 as 
covid-19 was becoming an issue and 
dealer inventories were substantial, I decided to go 
for something a bit less expensive with better 
mileage and a stick shift, which I still enjoy. So I 
leased a 2020 Jetta base car with manual transmis-
sion. 

At first I perceived the steering ratio much 
quicker than my Mustang. Brakes were excellent.  
Noise levels and ride quality were equivalent to a 
much more expensive car. Although soft, the sus-
pension seemed to allow decent handling up to 
about 8/10s, even with the solid, old-school rear 
axle. The interior materials were borderline-cheap 
in appearance but have held up well.  

I’m short, but the ergonomics are as good as any-

thing I’ve driven recently. Mirror visibility is excel-
lent. The body structure is as solid as anything I’ve 
driven. The back seat width, backrest angle and 
footwell room are amazing and compare with larger 
vehicles. 

The styling is me-too, but looks a bit more inte-
grated and mature than the Asian and remaining 
American sedans. When first viewing this model, I 
thought the wheels were shod with hubcaps. So 
even though I liked some of the Euro-centric colors 
better, I chose Silver paint, which blends with the 
wheels — actually alloys of a rather solid design.  

The trunk is huge, unencumbered, 
and has a flat floor. And lastly, the 

1.4 turbo engine is the most so-
phisticated four-cylinder I’ve 
ever driven. Ultra smooth, big 
torque, gas mileage nearly as ad-

vertised, even driven aggres-
sively. The manual tranny gets lots 

of use in from second to fourth gears. Both 
fifth and sixth are overdrive ratios for quiet cruis-
ing. My only issue is that the car wants to cruise at 
over 90 mph in 75 to 80 mph interstate traffic. This 
Jetta has been a zero-defect car. 

I’m 77 years of age and would recommend this 
car to almost anyone. I find it somewhat unusual 
that the car was designed in Germany, made in 
Mexico and is sold only in the U.S.A.  On a scale of 
1 to 10, this car is a solid 8 or better in most re-
spects. 

Greg Tibbits 

Boca Raton, Florida

Letters

uHOW TO REACH US:  Send email to VWAutoist@icloud.com or by 
mail to 621 E. Essex Ave., St. Louis, MO 63122.

VW’s ID.4 is one of 13 vehicles to earn 
Popular Mechanics’ 2021 Automotive Excel-
lence Award. Part of its assessment: 

“Volkswagen’s ID.4 is an admirable show 
of restraint from the German automaker. 
While the small SUV lacks some of the 
awe-inspiring tech and driving capabilities 
of others in its class, it’s because of that 

that it feels more approachable, especially 
to first-time EV drivers. ... It has its down-
sides, but in the ID.4, VW has made an EV 
that could draw more drivers into the elec-
tric fold, welcoming them with a familiar 
feel and features while opening them up to 
the ever-growing potential of the cate-
gory.” VWCA

ID.4 earns  
Popular 
Mechanics’ 
annual  
award
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I
s it an expensive 4WD LED flashlight, power bank, 
yardstick or super-sized vehicle description? It’s all 
of the above and more.  
Ford claims you can use its power generating 

equipment (20-amp/120-volt outlets on the test vehi-
cle) to run all the gear needed to erect a garage for it 
and keep the suds cool for the post-building toast. 
Plus, this Ford has a power rear tailgate with a built-
in ruler, lots of LED lighting (enough for a high 
school’s stadium), seating for five with front thrones 
flanking a fold-down shifter that lets you open a 
desk-like workspace. 

During the 1960s, Ford, GM and others touted car-
like properties of their flashy pickups. A 1967 Chevy 
ad, for example, argued “it’s about time 
trucks stopped looking so ‘trucky.’” It 
described the fresh 
C10 Action Line 
pickup as “lower and 
sleeker,” because 
Chevy “got tired of 
looking like a truck.”  

Things change. 

And not for the better when it comes to vehicle-to-ve-
hicle crashes or pedestrian protection. Now, the stan-
dard pickup’s elevation dwarfs an antique 
International D-50 — you’d expect dual rear wheels 
and amber rooftop lamps. Ford’s 2021 SuperCrew’s 
wheelbase spans 145.4 inches, length 231.7, width 
79.9 and height 77.2. Some pickup truck hoods crest 
55 inches above the road — the height of some cars. 
And the tested hybrid Ford truck weighs nearly three 
tons. This and its super-sized styling pose roadway 
hazards, although the tested vehicle included several 
useful crash abatement systems. 

Thus, Ford’s hybrid truck isn’t the tiny titan of Toy-
ota Prius-style eco-driving pods. PowerBoost nomen-

clature means there’s something substantial 
under the hood: a twin-turbo 3.5-liter V-6 cou-

pled to a 10-speed automatic gear swapper. 
Sandwiched between them is a 

47-hp electric motor motivated 
by 1.5 kWh lithium ion battery. 
The total output is 430 hp and 
a whopping 570 lb-ft of torque. 

Wham, bam. The result is the 5,794-

By Cliff Leppke *leppke.cliff@gmail.com

FORD F-150 LARIAT POWERBOOST HYBRID

DOES IT  
MEASURE  

UP?
Yes, and then some

The “less trucky” Chevy. 
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pound 4WD SuperCrew cab monster 
truck. And it’s rated at a 2,120-
pound payload and can tow 12,700 
pounds.  

With these figures, PowerBoost 
betters Ford’s Power Stroke turbo 
diesel V6. And it’s a full hybrid — 
the Ram’s eTorque is a mild assist-
only setup. So, you can “motor” by 
tapping the battery as your energy 
source. Under ideal conditions, the 
EPA rates it at 24-mpg combo. My 
figure was 19.9 mpg, surprisingly 
thrifty for this vehicle class.  

Ford’s rep says that checking the hybrid option box 
bumps the MSRP to about $4,495 — the tab is lower 
if you start with a higher trim. I mention this because 
Ford didn’t provide pricing info for my Lariat — an 
early sample. Ford’s PR dept says it asks about 
$43,000 for starters. The unbridled tab rises to 
$78,000. Because Ford’s F-150 lineup has a smorgas-
bord of vehicle trims and builds, I’ll ferret out the list 
price for the model I drove later. I must add there’s 
an onboard generator. The basic setup is a 120-volt 
setup with 2.4 kWh of AC power. Mine had the $750, 
7.2 kWh upgrade.  

Inside this machine is a mammoth 12-inch touch-
screen infotainment display and its surrounding terri-
tory. It resembles an antique cathedral/tombstone 
table radio size and profile. Ford echoes this shape 
throughout the vehicle. Its visual interface apes Win-
dows 10 tiles, but touch points lack contrast. The dis-
play’s square shape means there’s a lot of useful 
vertical area for mapping via its cooperative SYNC4. 
Unlike a decade ago or so when Ford’s SYNC was a 
hot mess, this one’s driver/vehicle interface worked 
without a glitch. 

Compared with the Ford trucks I’ve driven as hose-
it-out work vehicles, the revamped 2021 F150 seems 
better fitted and finished than older ones. Yet, there 
are obvious screw heads on exterior trim, exposed 
floorboard insulation in the footwells and unhemmed 
carpeting strands under the otherwise neatly covered 
heated rear folding bench seat. And despite Ford’s 
employment of a bulky console-mounted shift lever, 

the wiper control isn’t a right-side steering column 
stalk. Instead there’s a twist switch on the turn signal 
lever, which requires you to take your hand off the 
wheel to operate. Some F-150s have column-
mounted shift levers.  

 
Rubbery rough rider 

If you’re buying this Ford for ride comfort or 
smooth power delivery, you’re looking in the wrong 
place. This mastodon punches you with lots of rub-
bery kicks and jolts. Think “SmackDown” on Fox. The 
jutters were strong enough to pull my hands off the 
steering wheel. As delivered, there was much steer-
ing and rear-axle fight with easy-spin rear tires. Plus 
the hybrid has tremorous transitions from auto-stop-
hold to launch either with or without electric assist 
and then the first three gears. After that, it’s clear 
sailing with EV treks for several blocks at a time. 

After fiddling with a rotary control flanked by 
pushbuttons, spin for drive modes such as haul and 
press for which wheels get power, I pacified Ford’s 
anger with maneuvers. So it’s likely the driveline 
fighting and spin-happy rear wheels were due an en-
gaged differential lock or throttle mapping. Ford’s big 
rig’s digital instrument panel shifts its color theme 
such as green for eco and blue for normal. It looked 
normal to me.  

The trip info panel spits out your regenerative 
braking score — I scored 95-to-100. According to 
Ford, I went 20% farther on a gallon of fuel than a 
non-hybrid F-150. More aggressive braking results in 
non-linear speed reduction. One quibble: the »  
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instrument display’s hieroglyphics — a long string of 
icons plus the full list of 10 speeds — there’s too 
much info stashed in the lower left panel. To the 
right, there’s an arc-like graph instead of a digitized 
needle for mph with the posted speed limit sign 
graphic in it. This helps you visualize whether you’re 
ticket bait.  

Obviously, this Ford rides/drives like a truck: the 
massive rear axle rests on leaf springs. Thus, my un-
loaded use of it didn’t tax its work capacity. Yet, the 
cabin is acoustically calm. Plus the Ford goes where 
you point it and your perch rivals good office furni-
ture. This big brick breaks through the wind with the 
isolation expected from a 
fancy hotel’s penthouse. 
Grille shutters manage air 
flow. In sum, unlike trucks of 
old, this one doesn’t fatigue 
the driver who takes long 
trips. 

Steering is much improved 
over the old I-Beam Fords, 
but effort doesn’t build up 
properly in corners. Instead, 
it washes out, imparting a 
loose, ponderous feel. This 
alerts drivers to moderate speed before the rest of 
this rig’s weight behind the axle acts like a pendu-
lum. It never swung. Lane keep assist is helpful. 

You must step up into the Ford as the cabin’s floor 
rides atop the frame — so you’re up high and mighty. 
It’s as if the Big Three and their top three sellers (all 
pickups) were aiming for the stars in an elevation 
competition to see who can claim the highest densely 
padded, heated and chilled chairs with too much 
lumbar support. Because Ford’s V-6 nestles down low, 
it’s certainly possible to lower the power-bulge 
hood’s height and a better forward view. Ford’s 
dipped front side windows assist sight, though.  

Front or rear riders find plenty of headroom. And 
the rear cushion, although flat and short, offers bun 
padding for three. It folds stadium style opening up a 
flimsy stowage bin below. Legroom, likewise, is gen-

erous, as if this were a 1927 Buick in which you sit in 
the back atop the rear axle and put your luggage in 
front of you.  

Some might think this Ford has luxury trimmings. 
Creature features include useful front-seat back pock-
ets, a self-parking system and a self-guided setup for 
hitching up and even does the trailer backing for 
you. Trick. But the plastic chrome embellishments 
look pasted on rather than built in. There’s a similar 
issue the front console’s overlays. For example, a 
glossy gray panel breaks from monotony, but you can 
see sharp edges. Yet the big metal-garnished knobs 
offer a pleasing tactile experience. Buttons for seat 

heat, etc., are tiny and diffi-
cult to select in motion due to 
body shakes. Door cards are 
clad in faux leather — likely 
urethane. This soft touch re-
sists scuffs and is easy to 
clean.  

Ford’s got a few unex-
pected bright ideas to keep 
you out of trouble. The shift 
lever, for example, motors it-
self into park should you for-
get to do that — possible if 

you’ve just pulled in under battery/motor power and 
then let the auto-hold brakes do their thing. Yet, it’s 
sort of cool watching it in action. The power-oper-
ated tailgate with step ladder takes the angst out of 
hauling hay. Yet, must I need a physical therapist’s 
advice on how to lift something so high? Kneeling 
suspension please. 

A reversing beep alarm sounds from the front 
rather than the rear. A disservice to those behind 
you. You can add PowerBoost to nearly any F-150 Su-
perCrew. The Lariat’s entry price is $52,050 for 
starters. Options make this 4WD/AWD rig a pricey 
proposition. As delivered, the figure, says the Ford 
rep, is $64,760. Some yardstick! But you won’t have 
to buy a bulky portable generator. Instead you get a 
pickup, flashlight, power station, ruler and reason-
able fuel economy for your hard-earned bucks. VWCA

FORD

The truck offers multiple power outlets. 
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The Frontdriver
BY RICHARD G. VANTREUREN *rgvant@juno.com

An electrical solution in a bottle   

W
orking inside the space shuttle for the first time 
in 1979, I was told about our “Polish Lights,” 

odd-looking homemade units built as a solution and 
hung with ty-wraps to help workers escape the or-
biter’s convoluted inards when power failed. The 
lights were so named not because they were contrary 
to popular logic — they came on when unplugged — 
but rather for their builder, Bill Skufka, who was of 
Polish descent.  

I was familiar with the concept. Aboard my old 
ship, the USS Kitty Hawk (CV-63) it was my collat-
eral duty to check the “battle lanterns,” simple water-
proof floodlights equipped with a relay that closed to 
connect their internal battery when no longer receiv-
ing ship’s power. (Their lead-acid batteries usually 
ate through their cases in time, making their replace-
ment an experience in 
cleaning up acidic goo.) 
Such things are now 
common OSHA-require-
ments in ordinary build-
ings to aid in escape 
when the power goes 
out, thankfully with 
more leak-resistant bat-
teries. You’ve probably 
seen inspectors going 
around with long poles 
pressing the test button 
on overhead light units. 

My 1975 Rabbit, Ol’ 
Blue, carried me from 
the Navy to early years’ 
work on the shuttle, 
even surviving repairs 
after I’d fallen asleep 

and rolled him. After a few years in the Florida envi-
ronment, Rabbits would irate their owners with a 
rapid tick-tick-tick sound when trying to signal a 
turn. The creators had built in this safety to alert 
drivers something was amiss. Investigating, one 
would hope for a burned-out bulb, but would all too 
often find the entire directional assembly so cor-
roded, the bulb was fused to the socket.  

Replacing the complete assembly was usually the 
outcome after hours of unsuccessfully trying to WD-
40 and steel brush the original back to life.  

In contrast to Ol’ Blue, in newer VWs there are no 
annoying clicking sounds as warnings. As we’ve 
sometimes seen as our Touareg, Mr. T, ages (he is 
anything but retired in Florida), an instrument panel 
LED warns that something is not as it should be. 
Ironically, not unlike those “Polish Lights,” when the 

“light” light lights, it 
means a light is failing to 
light. Last year we 
learned how to replace 
one of the steerable light 
assembly’s Zenon $100 
blubs. Happily this time 
it was a much less ex-
pensive directional bulb. 
While this entailed the 
same removal of the en-
tire headlight cluster as-
sembly to gain access, 
the directionals are sim-
ple wire-lead bulbs that 
don’t even twist — they 
just press-fit into their 
sockets.  

Sadly, popping out the 
socket for replacement 
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(bulb in stock at O’Riley’s) it was 
shades of Ol’ Blue: not corrosion, 
but rather the high heat of the 
nearby Xenon bulb had vaporized 
the wire’s PVC insulation. Given the 
right vibration, the two would touch 
each other, or at least the “hot” lead 
could touch ground. Would that 
carry enough current to blow a 
fuse? One experience told us it 
would instead simply glow red hot 
until the energy melted the conduc-
tor.  

Black electrical tape wrap was out 
of the question because it could not 
be wound tightly enough to survive 
reinstallation. Heat-shrink tubing 
would be ideal, but one does not 
have access, because one needs a 
free end to slip it onto the conduc-

tor. Heat-shrink wrap tape would 
have the worst of both worlds in 
this application.   

The answer? I may have men-
tioned this before —liquid electrical 
tape. About the viscosity of rubber 
cement, this product can be 
brushed on to replace missing sec-
tions of insulation. In this case the 
short distance between the wires 
meant application with a smaller 
brush and two coats, but reassem-
bly brought a smile to the face — 
the directional light would again 
light, meaning the “light” light went 
out. If you still follow me. VWCA

This calls for electric tape. 

uGOT A STORY?  Or a quip, a point of 
view, a problem, a solution? Let us 
know! Email VWAutoist@icloud.com

Facebook.com/VWClubofAmerica
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Fix It Safely
BY GEORGE LAMBESIS *vwcruzin3rdgeo@gmail.com

Taking a spin in a ’57 Transporter   

T
he 1957 single cab Transporter started life on 
Acorn Farms, a commercial business in British Co-

lumbia, Canada. In the process of a sale of the busi-
ness, a metal recycler was removing old farm 
machinery and noticed a few VW single cabs. One 
was in better shape, so the recycler got in touch with 
a VW collector who knew some-
one looking only for trucks. It 
was put up for sale on the Samba 
site, I saw it and grabbed it right 
away and it was shipped to my 
Wisconsin shop.  

The vehicle was driven for nine 
years on the farm and as a li-
censed vehicle in nearby Langley, 
British Columbia. After 1966, it 
was only used on the farm until 
the mid-1990s, when it was left 
to rest next to a barn lean-to, 
sheltered only by a tin roof. 
Weather conditions in the area in-
cluded hot summers and cool, but 
dry winters.  

When I got the vehicle earlier 
this year and began an overhaul, 
I put it on a lift to inspect its con-
dition. It had a lot of surface rust 
and small holes but still a solid 
frame and body. The odometer 
read 47,000 miles. Although the 
engine was missing, the trans was 
there, but I did not know its con-
dition. I really didn’t know if the 
odometer was accurate because 
the mileage could have been 
147,000. I happened to have a 

36-horse engine and installed it.  
It was no surprise that the gas tank smelled like 

varnish because the gas remained for at least 25 
years. To bypass the original tank, I hung a gas can 
from the tailgate to the fuel pump to get fresh fuel to 
the motor. Amazing but true, after sitting for more 
than 25 years, the motor started when I turned the 

key. It was hard to believe that 
the starter still worked, and 
with some minor rewiring, I got 
the single cab on its way.  

After a vehicle sits unused for 
a few years, the parking brake 
cable assembly tends to rust, so 
I was expecting to do some 
work. However, a unique feature 
of VWs of the ’50s is that they 
had grease fittings. When »  

The 1957 Transporter on a rotisserie, revealing a lot of caked-up, decades-old mud. 
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FIX IT SAFELY

I checked, the parking brake on the 
single cab held fast — hallelujah!  

Well, for an adventure, I took the 
pickup for a short ride. First gear and 
reverse were hard to find, but once 
first gear was engaged, the trans 
made a lot of noise and wanted to 
jump out of gear. Holding the gear 
lever in first, I got up some speed and 
shifted into second gear, which was smooth. Well, 
now I was thinking the mileage was closer to 
47,000.  

Next on the agenda were the front axle and rear 
trans and axles. Although they were in good condi-
tion, I wanted to upgrade, and they will be recycled 
or sold for installation into another VW. 

At this point, I attached the vehicle to the rotis-
serie, which allowed me to inspect the single cab 
from a much better and safer vantage point than 
from what a lift allows. But before I could do this, I 
had to bolt steel plates to the VW to hold it in 
place.  

This required drilling holes for Class 10 bolts into 
the quarter-inch steel plate. These plates are at-

tached to the mounting holes that hold the front axle 
and rear suspension. Even with the beam and rear 
drive train removed, this is still a heavy vehicle.  

Once attached to the rotisserie, I was able to rotate 
the VW 90 degrees and stand up while cleaning the 
underside, which had a lot of caked-up mud. But be-
cause the single cab, or any truck, is constructed with 
the front half taller that the back half, there are bal-
ance issues when attached to a rotisserie. As much as 
the rotisserie helps with safety, rotating an unbal-
anced vehicle is dangerous. I used another device, a 
boat winch, to help control the rotation.  

As you can imagine, there is more to do on this 
overhaul. I will update my progress in a future issue 
of Fix-it Safely. VWCA

ABOVE: Drilling one of the steel plates to attach 

the VW to the rotisserie. RIGHT: Removed axles 

and transmission. 
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were the building blocks of automobility. These days 
about the only time you hear about cars is when 
they’re canceled. Mazda, for instance, recently 
canned its midsize 6. Audi, however, has a new 
A3/S3 headed our way; VW freshened the GTI/Golf 
R. Thus, those who want a Teutonic compact sedan 
can still shop at stores sporting the four-ring logo. 
Potent hatch shoppers, head to your Dub outlet. 

 
Parts is parts 

Airhead Parts, which sold me front wheel cylinders 
for my 1964 Bug, likely changed its source for this 
part. I see they’re now selling German-make ones at 
a hefty $71.98 tab. The ones I bought had problem-
atic bleeder valves — too close to the brake hose. 
They’re a millimeter larger in diameter, and the hex 
to drive them is also one millimeter wider at eight. 
You cannot get a closed-end wrench around the 
bleeder to turn it.  

They sold me spendy ($17.50 each) 8mm X 35mm 
bleeder valves as the fix. They work. But not because 
they’re longer — same length as the problematic 
ones. The key difference is the hex for the wrench is 
smaller at 7mm. That provides enough clearance for 
a well-made combo wrench, but your vintage VW 
bleeder valve tool still won’t fit.  

 
The other  
Small Wonder 

Look mom, two cavi-
ties. Famous VW 
Squareback ad spoof-
ing the Crest tooth-
paste campaign — 
under a billboard’s 
headline. You see a 
picture of a tan VW 
wagon with the rear 
and front lids open. 
Underneath: a Volks-
wagen Squareback. 

Sixty years ago, VW 

staged a publicity coup for its 54-hp 1500cc sedan, 
wagon and later Karmann Ghia. This news caused 
much speculation in the States and years of disap-
pointments. Others got the Beetle’s bigger brother, 
and we didn’t. The official reason — people outside 
of the U.S. gobbled up all the 1500s it could produce. 
VW previewed the VW 1500 or Type 3 to the press 
months before its premiere at the Frankfurt show in 
late 1961.  

This staged rollout meant magazine articles about 
VW’s new car arrived in mailboxes and on news-
stands at roughly the same time as VW’s big kickoff 
for the car in Frankfurt. Photos from that show re-
veal an elaborate ramp and even a rotating platform 
with a Bug and Notchback poised some feet above it. 
Amazed crowds surrounded Squareback’s rear, where 
they could see its wagon-like cargo hold above a low-
profile flat air-cooled engine, an engineering feat VW 
mandated in order to make the wagon feasible.  

This first completely new postwar VW auto wasn’t 
just a flash in the pan. It was a step up in power and 
polish meant to (especially in wagon form) keep 
VW’s German Beetle owners from trading in their 
cars for Opels and Fords. Instead of simply taking the 
wider Karmann Ghia’s floor pan and placing a pon-
toon body on it, VW expanded the interior room by 
crafting an entirely different, yet similar VW back-
bone platform.  

One reason VW didn’t depart too far from the Bee-
tle’s concept was production. Wolfsburg’s highly au-
tomated body plant couldn’t crank out enough 
Beetles to meet export market demand (especially 
the USA). Yet, in Germany, VW needed the Type 3 to 
reclaim lost sales because consumers were tired of 
the same old Bug. So, the Beetle’s bigger brother 
shared the same wheelbase and body-on-platform 
construction. Therefore, it fit into existing assembly 
lines — two could live nearly cheaply as one.  

Demand for VW’s new small car largely exceeded 
expectations, leading VW to add an extra shift at the 
factory. Time magazine reported in 1963 that VW’s 
chairman Heinz Nordhoff placed more emphasis on 
the bigger “trade up,” with VW seeking to double » 

DRIVER’S SEAT
uFROM PAGE 3

Cliff Leppke, a regular AUTOIST contrib-

utor since 1993, has upgraded his 

wheels since getting his first car in 

the early ’60s. 
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output to 2,000 cars daily by slightly cutting the 
1200cc sedan’s production. VW also built the new 
Emden factory to produce export vehicles, including 
the Type 3. VW built Type 3s in Ireland, South Africa, 
Australia and Brazil. VW says it produced a total of 
slightly more than 3 million Type 3s during a 10-year 
span. Output climbed to 
311,693 units in 1966 — 
the first year VWoA offi-
cially offered it in the 
States.  

Up front, a new axle 
assembly housed angled 
solid (round) longitudi-
nal torsion bars for the 
lower control arms, and 
a built-in sway bar han-
dled the uppers. This en-
tire affair featured ball 
joints for the steering 
knuckles attached via 
rubber insulators to the front bulkhead. VW angled 
attachment points to absorb crash forces. Due to this 
new axle assembly’s geometry, VW’s engineers raised 
the front’s roll center, which improved the car’s han-
dling even though it used a Beetle-like rear swing-
axle suspension. The rear axle’s tread width 
increased 2.3 inches, another handling-improving 
measure. And Consumer Reports agreed, saying the 
Type 3 Squareback cornered at high speeds with rea-
sonable stability, holding the road well with little 
lean — none of the 1200cc Beetle’s oversteering sur-
prises. 

In the back, the air-cooled engine’s low height led 
people to call it “suitcase” or “pancake.” Many 
thought its compact form predicted the future. 
Today’s rear-motor EVs sort of pay homage to this  
concept. 

Engineers affixed the engine and rear suspension 
to the car via a newly designed rubber-isolated sub-
frame. Some engine mounts attached to the body. 
This reduced engine, transmission and road noise in-
side the car. While quieter for a VW, the racket espe-

cially above 65 mph was high by today’s standards. 
The car fared well in challenging off-road, rallies. 
And in California, it earned its keep as a beach-
comber, a surfer’s car — the right size for sleeping in-
side while transporting a short board. 

Inside, people noticed a better trimmed and 
equipped VW. Volks-
wagen, for example, 
wrapped a padded dash-
board through the front 
doors. And as with many 
German radios, it had 
pushbutton switches and 
thumbwheel rheostats. 
These controlled lighting 
and wipers. A now full-
width body increased 
hip, elbow and shoulder 
room both front and 
back. The more powerful 
heater and the cowl-in-

take fresh air ventilation were civil. While certainly 
an improvement for an air-cooled VW, the new cli-
mate control setup still came up short when com-
pared with its rivals.  

The Type 3, however, didn’t expand front toe-space 
much, as the foot pedals, awkwardly angled, skewed 
to the right because the wheel housing intruded. In 
contrast, early reviewers found the front seats com-
fortable. The front backrests locked in place when 
the doors closed — a complex safety feature. And the 
rear backrest automatically locked upright when you 
placed the bottom cushion in its people-riding posi-
tion. 

While the Type 3 was a modest success — about 
17% of VW’s German domestic output says historian 
Bernhard Rieger (Beetle was 70%). VW, nonetheless, 
further refined this model. On the exterior, it added 
bright-metal trim to broaden its appeal. In the back, 
VW introduced a 66-hp 1500S with two carburetors 
(1964 MY) and later a twin-carb 65-hp 1600cc en-
gine — seen first in a new body style — the Fastback 
(1966 MY). The Fastback’s rear side windows incor-

DRIVER’S SEAT

Cliff Leppke’s Texas Yellow Squareback, circa 1985. It’s traveled about 

260,000 miles. 



VW AUTOIST        31

☯
porated “flexiglass.” They swung without hinges due 
to bending glass. For 1968, VW offered Bosch’s D-
Jetronic electronic fuel injection — the first mass-
produced auto with EFI. These engines introduced 
the better breathing dual-port intake system later 
employed on the 1971 Bug. The 1970 Type 3, often 
called “long nose,” expanded the front trunk’s capac-
ity while improving the vehicle’s crash protection.  

In the USA, about 10,000 bootleg Type 3s arrived 
yearly — many through VW dealers. VW enthusiasts 
pleaded with VWoA and car magazine editors to help 
them acquire Type 3s. News periodicals claimed the 
insatiable U.S demand for the Type 3 led VWoA to 
start selling the 1600cc version in the fall of 1965. 
Within a year or so, Fastback and Squareback deliv-
eries totaled about 100,000 units annually in the 
States — making the Type 3 the second best-selling 
imported car. The bulk of these were wagons, which 
VW called Squareback 
sedans. The Microbus 
was, in VW-speak, a 
station wagon. 

While the Type 3 
aroused much enthusi-
asm, its legacy is 
mixed. Both the Beetle 
and Bus stood out and 
each achieved iconic 
status. In contrast, the 
popular Squareback 
blended in. Its engine 
shared many of the 
same valve train issues 
that plagued Buses and 
Beetles because it used 
similar heads. Engine durability, however, improved 
dramatically. By the 1970s, Consumer Reports highly 
recommended the Type 3 as a sound vehicle choice 
— especially for those seeking relief from gas-price 
pains. The chief trouble spots were the front disc 
brakes, the air conditioner and fuel system. Avoid the 
fully automatic transmission (1968-1973), it ham-
pers the car’s modest acceleration. Type 3s earned a 
reputation for good initial quality and careful assem-
bly. 

In Germany one interesting Type 3 sidebar is the 
early Yellow Action campaign. Yellow and black 
graphics expressed the relationship between the 
Volkswagen (Beetle) and the VW 1500 (Notchback). 
Bright yellow posters with black images of cars and 
the sans-serif typography boldly told the marketing 
story — the Beetle was a Volkswagen; the additional 
model was the VW 1500. For images check vw-
plusvw1500.blogspot.com. No one could miss the 
message: the Type 3 was an addition, not a replace-
ment for the Beetle.  

 
The first Cliff-mobile 

I quickly shifted from Bugdom to Squareback. 
Within a year after buying my first used 1300cc Bee-
tle, I bought a Squareback. I worked at a bike shop 
and wanted an economical-to-operate used small sta-
tion wagon — something I could stuff with bike car-

tons (rear) and still 
have stowage in the 
frunk. There weren’t 
many choices where I 
lived in 1977. VW’s 
Squareback stood out 
because there were lots 
of them. Plus, parts 
and service were easy 
to find. So, I placed the 
Squareback on my 
shopping list. The first 
one I bought was a dud 
— a repainted, rusty 
and smashed bomb. 
This hurt because I 
couldn’t afford a lousy 

car. Even worse, I bought it from a VW dealer. Nei-
ther the car nor the dealer met VW’s highly pro-
moted quality. 

Later, I scored a much better sample — a 1972 
Texas Yellow Squareback, which I still drive. It’s a 
pleasure to operate. And thanks to tips from VW 
techs — such buy-and-install OEM Type 3 spark-plug 
wires — this vehicle provided inexpensive, trusty 
transportation. The idea was so compelling, my fa-
ther also upgraded from the Bug to a Squareback. » 

VWCA member Robert Fitch and his bootleg 1500cc VW Squareback.
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This detour into a largely forgotten 
VW model reclaims the enthusiasm 
people had for this more refined ex-
ample of the brand’s air-cooled, rear-
engine architecture. While it’s true 
VW harvested American goodwill for 
the company using the New Beetle as 
a comeback car; then and later 
shifted toward building the midsize 
Passat in the USA as yet another in-
ducement to think VW. But it’s the 
Squareback’s shape — a two-box 
wagon-like vehicle — that’s currently 
in vogue. The Taos/Tiguan/Atlas, in 
a sense, continue the Squareback 
idea into this century — with AWD, 
four doors and a taller stance.  

Autoweek’s Jay Ramey recently 
asked “What 40-year old European 
car would you daily drive? He says 
truly long-term reliability seldom 
gets mentioned these days, yet we’re 
living in an era when decades-old ve-
hicles are still in use. Ramey talks 
about places where road salt doesn’t 
accelerate the tin worm. Yet, I’m still 
driving a 1983 Wolfsburg Edition 
Scirocco. So, I nominate it as some-
thing I’d daily drive — because I do. 
And it’s nearly 40 years old. 

The funny thing is the RO doesn’t 
stand out — unless you’re into Mars 
Red door stops. Apparently, the soft 
wedge shape doesn’t say sexy sporty 
coupe. And maybe these days coupes 
take the backseat to Jeeps or pickups 
in motoring allure.  

Yes, I got one thumb up from a 
passing motorist during a recent 
highway trek. In contrast, my rusty 
1986 Scirocco attracts attention. Peo-
ple have lined up asking to buy it, as 
though it were a lemonade stand on 

a hot summer day. It’s the ugly car 
that people notice. And something of 
a babe magnet, as some women tell 
me they like it. Perhaps they consider 
its fashion statement: a bronze hood, 
golden fenders, golden doors, red 
roof and red quarter panels — a 
hodgepodge of make-do body parts. 
Heck, it could be mistaken for that 
famous VW ad with the multi-model 
year multi-hued Bug. 

 
Thrust, not rust 

Motorweek’s Pat Goss picked a 
VW’s rusty front fender to demon-
strate the virtues of power washers. 
He claims crud caused the car’s tell-
tale top-of-the-fender blight. Muck 
collects between the fender and its 
plastic inner liner. The solution, ac-
cording to Goss, is a pressure washer, 
which cleans the problematic area 
better than other methods. 

While he has a point, Goss didn’t 
fully explain why fourth- and fifth-
generation Golfs and Jettas rot at this 
particular spot. VW’s technical serv-
ice bulletin tells the whole, or is that 
hole story. There’s a foam insulator 
affixed behind the top of the fender. 
It saturates with dirt and salt. In 
turn, this abrades the fender, causing 
rust. If this car’s owner were fastidi-
ous, he or she would have filed a 
claim under its 12-year unlimited 
mileage transferable corrosion war-
ranty. You get a new fender, paint, 
modification of the foam part — it’s 
cut shorter — and undercoating. 

I’m not saying Motorweek told a 
whopper. The VW was a visual aid. 
Goss, however, only scratched the 
surface. VWCA
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FOR SALE: 1972 Ghia Coupe, new 2-liter 137 hp motor, transmis-
sion, gas tank, clutch, Gene Berg shifter, battery, tires, rear disc 
brakes, no rust, red color. $24,000 US. Car located in Greensboro, 
Georgia. E-mail: rzapletal@aluchem.com 
FOR SALE: Vehicles, parts, accessories, literature, toys. Over 50 
yrs. John’s Car Corner, Westminster, VT 05158. (802) 722-3180.  
johnsccorner@gmail.com 

FOR SALE: 1952-2009 VW Factory Shop Manuals: $29.95-$149.95. 
Aftermarket VW Shop Manuals (6 different publishers): $9.95-
$34.95. 1954-1979 VW Restoration Manual $37.95. Alex Voss, 4850 
37th Ave. So., Seattle WA 98118, (206) 721-3077 or toll free (888) 
380-9277. 
FOR SALE: Rebuild air-cooled VW 36 hp, 40 hp, 1600 single port, 
1600 dual port, custom 1835, 1915, Porsche 911 2.0, 2.2, 2.4, 2.7, 3.0, 
3.2 and custom 3108, 3.5, 3.6 liter engines by Wolfsburg and Zuf-
fenhausen trained builder. Call Volker Bruckmann, (760) 765-2149 
(CA). 
BACK AUTOIST ISSUES: Did you know that a limited number of 
copies of past AUTOIST issues are available from our Club Store? Get 
an extra copy of the one that featured your car in an article or just 
to complete your collection. Copies are $5 each including shipping 
and handling. Inquire about issues more than 20 years old. Order 
from Volkswagen Club of America, P.O. Box 154, North Aurora, IL 
60542-0154 or check for the most recent issues in our online Club 
Store at VWClub.org.
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Ways to recharge during a recharge
 

 

Across the United States, public fast-charging stations are 

rapidly appearing at shopping malls, grocery stores and gas 

stations — making it easier, quicker and more convenient than 

ever to charge your electric vehicle on the go. 

Electrify America is the nation’s largest open DC fast-

charging network, with more than 600 charging stations and 

more than 2,600 individual DC fast chargers, including the 

completion of two cross-country and two coastal routes in 

2020, and growing. The network plans to have 800 charging 

stations, about 3,500 DC fast chargers in development by De-

cember 2021. 

Some EV owners choose to install a Level 2 wallbox charger 

at home for easy overnight charging, but weekend road trips 

or long, scenic drives may require a refresh at a public charg-

ing station. So,  here are five ideas on how to pass the time 

while charging your ID.4 EV. 

Rest and relax: Recharge yourself at the same time as your 

vehicle with a quick self-care break. In the ID.4, drivers and 

front-seat passengers can retract the sunshade of the avail-

able panoramic fixed glass roof and use the available six-way 

adjustable seats with power recline to get comfortable. 

Move yourself: You can use the time to stretch your legs 

and go on a walk around the neighborhood. However, be 

mindful of EV charger etiquette and remember to not let your 

EV take up the charger once you’ve completed powering up. 

Enjoy in-car entertainment: Take advantage of the Car-Net 

Wi-Fi hotspot to stream your favorite television show on up to 

four compatible devices. Don’t worry about getting distracted 

— the Electrify America app will send you a notification once 

your vehicle has reached your desired charging level. 

Indulge in a massage: A premier available feature of the 

ID.4 are its front seats with built-in, four-way massage lumbar 

and memory. After several hours of driving, a massage might 

just what you need to get back in action. Take it a step further 

by activating the 30-color ambient lighting option for a fun 

and full sensory experience. 

Stop and shop: Most Electrify America charging stations 

are conveniently located at gas stations, grocery stores, outlet 

centers, hotels and large retailers, among other locations. 

While you wait for your vehicle to charge, step inside to buy 

groceries, grab a cup of coffee, shop for clothes or stock up on 

household goods. 



Parting Shot
Keeping up with the boys

Don’t miss an issue
uMoving is hectic, but so is missing an issue of the AUTOIST. Bulk mailing of the publication doesn’t 

allow for forwarding, so it’s important to let us know your new address promptly. Send a snail mail 

to the VWCA, P.O. Box 154, North Aurora, IL 60506. Or an email to VWClub@aol.com.
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Tin & Taco, a Florida restaurant chain, uses a nicely preserved Bus to get people’s attention near its New Smyrna Beach location. 
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