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Notes.
The Rational Racer.
Last week we gave some intimation of the proposi

tions of the Automobile Club with regard to establish
ing limitations which would make the use of racing 
monsters in sporting contests impossible. The first 
proposition was to place limitations upon cylinder 
capacity and the minimum weight of cars, but we 
understand that it has now been decided to limit fuel 
instead of engine dimensions. It may be thought off
hand that this is a mistake, and that the original idea 
of restricting cylinder capacity would have been prefer
able. Now, there is no doubt that limited cylinder 
capacity per se is preferable from many points of view, 
but we do not see how it will be possible to enforce 
the limitation without imposing a large number of other 
conditions which would be more or less complicated, 
and yet open to abuse.

We also mentioned the probability of the engine of 
limited dimensions being raced at very high speeds. If 
this were the only objection to the specified maximum 
dimensions, we think it could easily be overcome, but 
there are other matters to be considered, such as a 
two-cycle engine or a monstrous single-cylinder engine 
which might be exceedingly fast, though hopelessly 
uncomfortable. There is also the steam engine to be 
considered. On the other hand, by leaving engine 
dimensions to the designers, and setting up a fuel 
limit, efficiency is encouraged in every possible way, 
and at the same time the use of unduly powerful 
engines is apparently rendered impossible. By per
mitting only a moderate supply of fuel for a given dis
tance, moderation is ensured in the engine dimensions. 
A monstrous engine would consume so much fuel that it 
would be quite impossible with the least chance of 
success to embody such an engine in a rational racing 
car, even if there were no weight limit, as the motor 
would be stalled for want of fuel before it had covered 
a fifth of the distance.

It must not be assumed that these propositions are 
the last that are likely to be made, even at the moment, 
as they will be very carefully discussed from every 
point of view. It will also doubtless be found that 
with time and experience they will require modification, 
not only because developments will be made from the 
mechanical side—that is, real engineering advances 
which will enable the motor constructor to do what is 
now regarded as impossible—but it is also more than 
likely that some ingenious minds will discover in the 
new rules loopholes which will have to be stepped as 
soon as possible after the methods of evasion are 
found out.

Voiturette Reliability Trials.
A 600 miles reliability trial of small cars not exceed

ing in price £200 will be held by the Automobile Club 
from August 29th to September 3rd. The trials will 
consist of twelve non-stop runs of approximately fifty 
miles each—two daily, one in the morning and the 
other in the afternoon, all to be made from the same 
centre, and to be continued for six days. There will 
be four sub-divisions, Class A for machines not exceed
ing ^,125, Class B for those costing more than ^125 
but not over ^150, Class C from ^150 t0 XI75> and 
Class D from ,£175 to ^200. More than two cars of 
one make will not be allowed unless there is more than 
twenty per cent, difference in the volume swept by the 
piston, and then the machines will have to be run as 
a team. That is to say, each car will be awarded 
marks equal to the average gained by the two cars. 
This is a very good rule, as it will prevent any maker 
from swamping the trials by entering a large number 
of practically sister vehicles. All involuntary stops 
will be recorded against the car, and if possible there 
will be a timed hill climb every day. Any machines 
carrying more than two passengers throughout the 
trials will be credited with an increase in speed over 
that actually shown on the hills of twelve and a half
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per cent, for each additional passenger carried. Any 
car which drops a passenger will not be considered to 
have made a non-stop run for that particular journey. 
Proper time will be allowed for replenishing with 
petrol and oil, and any vehicle which cannot complete 
the journey without refilling will be regarded as not 
having made a non-stop run. At the end of the first 
fifty miles on any day nothing must be done to the car 
except turning off the fuel and lubricating oil and 
switching off the current. If any repairs or adjust
ments are required, twenty minutes are allowed before 
each run as a maximum for the purpose. When the 
day’s work is concluded, nothing may be done except 
the washing of the car. This will keep the machines 
from getting dirty looking during the trials.

The first award in each class will be given to the car 
which makes the greatest number of non-stop runs. If 
one or more cars dead heat in this respect the award 
will go to the machine which made the highest average 
speed in the hill trials. In addition to the non-stop 
certificates, medals will be awarded by the judges to 
cars which strike them as being specially meritorious 
in any particular direction. Every machine will carry 
an official observer, either selected or approved by the 
club. No machine which averages more than eighteen 
or less than twelve miles an hour will receive an award 
except in the ^125 class, when an average of ten 
miles an hour will be permitted. Probably the centre 
from which the runs will be made will be in the Mid

lands and not from London, as this will give a greater 
choice of routes, and will also absolve the drivers from 
the necessity of running continually over the same 
streets for miles as they have had to do in the reliability
trials which have started from the Crystal Palace. 
As washing and a reasonable amount of adjustment 
will be allowed after every run, it will be seen that the 
conditions approximate as nearly as possible to those 
of ordinary touring; the main object of the trials is to 
show which cars will run most reliably under normal 
conditions.

The trials will no doubt be very interesting, and we 
are pleased that our suggestion made some months ago 
of a series of voiturette trials has been adopted; in fact, 
the trial regulations embody many other suggestions 
which we and others who have carefully followed the 
reliability trials from the beginning have made. The 
rules, while necessarily somewhat complex, are far less 
so than those obtaining in the thousand miles trials last 
year, when it was generally admitted that in the attempt 
to eliminate all second-rate vehicles, the complication 
of the system resulted somewhat unsatisfactorily, and 
was the cause of more than one good machine being 
omitted from the awards. We hope this year that the 
competitors, instead of grumbling at the regulations 
after the trials have started, will consider them before
hand as now presented by the club. If they see any 
objections to them, they should at once place them 
before the Organising Committee.

A VENERABLE CAR. This car was built by the Germain Company in 1896 Tor M. M. Gillard, President of /the Liege ’Automobile Club. The owner 
states that he has run the car 60,000 miles and still uses it daily.
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USEFUL HINTS AND TIPS.
Pitting of Trembler Contacts.

An annoying trouble, which in many cases is only a 
too frequent occurrence, is the pitting of the platinum 
contact on the trembler blade on high-speed trembler 
coils. The coil will sometimes work fairly well at slow 
speeds, but gives frequent missing when the engine is 
run at its normal rate or accelerated. On examination 
of the platinum points mentioned, it is found that the 
screw appears to have its end melted in the form of 
a rough cone, like the carbon of an arc lamp, whilst

An exaggerated sketch showing the formation at the contact points.
A, top of the coil box. B C, contact points. D, bridge piece.

the platinum on the blade is eaten out cup-shaped 
similar to the second carbon. It would therefore 
appear that the metal was volatilised on one point and 
deposited on the other. The probable reason for 
this may be the use of an inferior platinum alloy, 
which has a comparatively low melting point, and is, 
therefore, more readily volatilised than pure platinum. 
Pure platinum does not stand the rapid knocking at 
the high speeds the trembler works at, and hence an 
alloy of platinum and iridium is largely used, and this 
probably follows the rule that the melting point of an 
alloy is lower than that of either of its constituents.

In many of the cases we have met, frequent adjust
ments of the trembler screw and trimming up of the 
points only cured the trouble for a time, and led us 
to the conclusion that there was also some inherent 
fault in the coil itself. There is a tendency to cut 
down the winding both of the primary and secondary 
coils, and also to reduce the condenser capacity, so 
as to produce a cheaper and smaller coil, but the 
practice is not to be commended. If the primary wire 
turns are reduced, more current must be passed through 
them to give the same sparking effect as a coil with 
more turns; there is thus a tendency to overheat, and 
tit the same time the secondary is less effective, and 
the condenser also fails to completely smother the 
extra current at break, so that more heat at the con
tacts is the result, and probably the pitting is largely 
produced by the combination of these defects. The 
better class coil makers realise that it is false economy 
to cut cost in the respect named, and it is better for 
the maker and user to understand that a coil cannot 
work well and give the least amount of trouble if the 
necessary parts and quality of material are not there 
to' do the work required.

Glass Driving Screens.—A Tip for Wet Weather.
I observe that many drivers of cars consider a glass 

screen in front of the driving seat to be objectionable 
because, although it is useful as a wind screen, it 
rapidly becomes obscured by rain or snow, and con
stitutes an obvious danger in driving. It may interest 
some of your readers to know of a very simple means 
of obviating this disadvantage to' a great extent. I 
happened to see a notice of a mixture which is used 

in the United States for preventing the formation of 
frost crystals on house and shop windows. I deter
mined to try it on my glass wind screen, and did so 
with great success during the past winter. I found it 
useful both in rain and snow. If it were a very heavy 
fall of snow it would, of course, not be effective. The 
mixture is glycerine fifty-five grams, alcohol one litre. 
I had a small bottle of this made in these proportions. 
In bad weather it was rubbed over the glass in the 
morning and allowed to dry. Rain or snow quickly 
slid down the glass, leaving it very fairly clear. On 
one occasion one-half of the glass was treated, the 
other half left in its usual state. The difference when 
it came on to rain was very striking.—N. B.

A Useful Roadside Repair.
We have received the following communication from 

a correspondent, who also sent a photograph illustrat
ing the repair. This, however, was hardly good enough 
for reproduction purposes, but the sketch depicts the 
method employed, which is a regular procedure in 
engineering shops. This application will no doubt 
interest many of our readers, 
but we can only hope that 
they will never have to resort 
to it: “I enclose a photo of 
an interesting roadside re
pair to a 9 h.p. De Dion 
engine. The inlet valve dome 
burst, and the repair was 
effected by borrowing two 
pieces of bar iron, placing 
one on top of the inlet valve, A A, pieces of bar iron. BB,bolts, 
and the other piece underneath the cylinder, bolting 
both together with two long bolts as shown. Some 
pieces of copper wire prevented the iron bars from 
slipping forward by being bound around the cylinder. 
With this temporary repair the car was run a distance 
of six miles to the garage.—Ernest Gould.”

ANCIENT AND?,[MODERN. Some tourists on a White steam car on an 
ancient bridge a few miles from Rome.
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MOTOR CAR HOUSES.
By B. Wyand, C.E.

THE OBJECT OF THIS ARTICLE IS TO PLACE BEFORE THE READERS OF “THE 
AUTOCAR” SOME SUGGESTIONS FOR THE GUIDANCE OF THOSE WHO CONTEM
PLATE ERECTING A SPECIAL BUILDING FOR THE PROTECTION OF THEIR CARS. 
BUILDINGS SUITABLE FOR SMALL AND LARGE VEHICLES ARE DEALT WITH, AND AN 
EXTENSION OF THESE IS ALSO GIVEN, AS A CAR HOUSE DE LUXE. A

The Small Car House.
The sketches figs, i and 2 accompanying this article 

show a wooden building for stabling a light car, and 
a more pretentious brick building for a larger car 
is illustrated in fig. 3; while a building for two cars, 
with workshop, covered washing yard, and chauffeur’s 
rooms, is given in figs. 4, 5, and 6. The prices

Taking first the wood building (figs. 1 and 2). This 
is proposed to be weather or match-boarded outside, 
and match-lined inside, upon a framework of 4m. by 
3m. sills and plates, 4m. by 4m. angle posts, and 4m. 
by 2in. studs. Its internal dimensions are 16ft. by 
1 oft., with a height to the eaves of 8ft., and one end 
of the building is fitted with a bench, with cupboards

given are for their erection precisely as delineated, 
with pits, drainage, and fittings complete; and I have 
given, in addition, alternative prices for a brick build
ing for a light car and a wood building for a heavy 
car, the planning in each case remaining exactly the 
same.

under and shelves above. Ample light is afforded by 
six casement windows, opening outwards, and the 
entrance is by a sloped approach through a pair of 
stout-framed, ledged and braced coach-house doors, 
8ft. high and 7ft. wide. The building is erected upon 
brick sleeper walls, having Portland cement concrete

Fig. 3.—Design formascar house suitable for a single large car.
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foundations, and a damp course—to prevent the 
moisture absorbed by the brickwork from rising into 
the timbers—is laid over all the walls. The floor is 
of the same concrete, six inches thick, floated over 
with cement and sand, with a fall or slope in all 
directions to the channel pipes around the pit, and the 
sloped approach is similarly formed, the top end of 
the slope being level with the entrance sill and floor 
of the house. It is proposed to cover the roof in this

- GROUND PLAN-

scale 120 I 2 34 5 10 15 20 FEET
Uxd 1 1 1 1 1---------------- 1____________________I__________________I

Fig. 4.—A design for the ground floor of a large car house and rooms 
for mechanic.

case with sheet zinc or Canadian pattern galvanised 
iron, and to fill in the gables with rough-cast and half
timber work, as shown in fig. 2. Ruberoid and wire- 
wove roofing are both excellent roof coverings for 
temporary buildings, the latter having the added 
advantage of being semi-transparent.

The Inspection Pit.

The pit, as being the most important feature in a 
motor house, merits a special paragraph to itself. It 
is in this case 8ft. long, 3ft. wide, and 4ft. 6in. deep, 
formed of 4j4in. brickwork in cement upon a 6in. bed 
of cement concrete. The inner faces of the walls and 
the floor are all rendered with a good coating of cement 
and sand, the latter falling to a pipe drain leading to 
a gulley outside the building. Around the pit is run 
an oak kerb, yin. by sin., securely fixed to the brick
work and projecting four inches above the floor level, 
in order to prevent the car from “ mounting ” and 
falling into the pit. Outside this kerb, flush with the 
floor, is laid a 4m. channel pipe, discharging outside 
the house over a trapped gulley. The longer sides

Motor Car Houses. 
of the kerbing are rebated—as shown in section, fig. 1 
—to receive the pit covers, which would be of wood 
in light sections, although this question of covers is 
one entirely for individual taste, there being no need 
for their provision at all.

The cost of this building as planned would be 
about ^65.

The Larger Car House.
Fig. 3 shows a plan and section of a brick building, 

with slated or tiled roof, for stabling a full-sized car. 
Its internal dimensions are 20ft. by 12ft. 6in., and the 
pit in this case is 10ft. long. There are six casement 
windows, three on either side of the building, and a 
large additional one to give light to the bench at the 
end. The doors are sliding, and, when fully back, leave 
an opening 8ft. wide and 8ft. 6in. high. Bench, shelv
ing, and cupboards are provided as in the case of the 
timber building, but there is an addition in the way 
of a fitted lavatory basin. In other respects the 
building is practically the same. Its cost would be 
about ^140.

Reversing the Methods.
Reversing the buildings now, one of brickwork of 

the dimensions and general features of that shown in 
figs. 1 and 2 would cost about A 7 5 j whilst that for 
a full-sized car exemplified in fig. 3, erected as a 
timber building, but otherwise the same, would cost 
about ^120. All these prices, it is to be remembered, 
are absolutely inclusive, and allow a fair profit to the 
builder. By building one’s self, this profit may of 
course be saved; but the cost would in the end pan 
out probably at considerably more.

-UPPER PLAN —

SCALE 12 0 12 3 4 5 10 15 20 fEET

Fig. 5.—The residential portion of the large car house.
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Motor Car Hous

The Car House de Luxe.
Figs. 4, 5, and 6 are almost self-explanatory. The 

building is substantially built of brickwork, with

the cost of labour and materials varying consider
ably with the district in which a building may be 
erected.

upper portion rough-cast and the 
gables rough-cast and half-timbered. 
At the rear is a workshop, fitted 
with bench, cupboards, lavatory, etc., 
a door from this leading into the 
washing yard. The size of the motor 
house is 24ft. by 18ft., and it is 
approached by the usual paved slope, 
and entered through sliding doors, 
leaving a clear space of 15ft. by 8ft. 6in. 
Other sliding doors lead into the glass- 
covered washing yard at the rear, which 
is provided with a 10ft. pit. Another 
pit might with advantage be sunk in the 
motor house -where shown by dotted 
lines. The accommodation for the 
chauffeur, on the upper floor, comprises 
sitting-room, two bedrooms, bathroom, 
kitchen, and offices. The cost of such a 
building would run from ^,'520 to 
^600, according to finish and fitting, 
the latter price allowing for everything 
of the very best.

All the prices given here must be 
allowed a ten to fifteen per cent, varia
tion either way, increase or decrease, pig. g.—a perspective view of the car house de luxe.

A RESILIENT WHEEL
The field of the heavy motor lorry has in certain 

directions been somewhat constricted by the inability 
hitherto found to provide wheels or tyres for them 
which would combine the wearing properties necessary 
with the freedom from noise and vibration which is

equally desirable, and hitherto has appeared almost 
insurmountable.

A new departure in wheel manufacture, known as 
the Gare, however, is giving most excellent results, 
both as regards reduction of vibration and noise, and 
also in the direction of durability and elimination of 
side-slip. This wheel embodies some very novel con
structional detail, and is illustrated herewith.

FOR HEAVY VEHICLES.
The wheel is made up of wooden blocks, set 

tangentially to the hub, being retained in the usual 
fashion by means of bolts between the opposed faces 
of the block, where they fit into the hub flanges. 
These blocks are cut away at their outside ends to 
wedge-shaped spokes, almost equal in their outside 
diameter to the diameter of the finished wheel. Thus 
the wheel at this stage is like a ratchet with very 
acute angled teeth. On both faces of these wedges 
are large flat rubber pads, and between them a pair 
of oblique V-shaped wooden blocks are inserted back 
to back, so that the circumference is filled up solid. 
Thus between each pair of spokes there is a composite 
block of wood insulated from direct contact with the 
wedge-ended spoke by a large surface of soft rubber. 
The wood insertion is, however, also specially treated, 
being impregnated with rubber solution so that it 
obtains to a certain extent the elastic resilient nature 
of the impregnating substance. The V blocks are held 
in position by means of the two steel rings seen in 
the illustration.

It seems to us that this is quite the most practical 
and scientific resilient wheel yet produced, and from 
a study of its construction we should think that the 
advantages of durability, reduction of noise, and 
strength claimed by its makers, the Revolver Patent 
Truck Co., of Liverpool, are fair claims likely to be 
substantiated by trial.

As a proof of its efficacy, we may say that the 
Bootle Corporation some time ago were debarred from 
running their motors at night owing to complaints made 
by residents with regard to the noise made bv the dust 
waggons, etc. However, by the adoption of the Gare 
wheel, they have been enabled to recommence their 
working of the motor waggons during the night as 
usual.
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A NON-FREEZING LIQUID FOR COOLING 
PETROL ENGINES.

By S. F. Walker.THE VERY MILD WINTER WHICH WE HAVE PASSED THROUGH HAS RENDERED THE AUTOMOBILIST PRACTICALLY INDEPENDENT OF NON-FREEZING COOLING LIQUIDS FOR HIS ENGINE, BUT NEXT WINTER, OR ANY SUCCEEDING WINTER, MAY BE QUITE DIFFERENT. THEREFORE THE PROBLEM IS NOT ONE THAT CAN BE PUT ASIDE FOR A MORE CONVENIENT TIME. THE CONVENIENT TIME IS WHEN THE REMEDY IS NOT REQUIRED FOR IMMEDIATE APPLICATION-WHEN THERE IS TIME TO WORK OUT ANY UNFORESEEN DIFFICULTIES THAT MAY OCCUR.
The Problem.

At first sight the problem looks a remarkably simple 
one in the light of what has been done in cold storage 
work. Stated shortly, the problem is, first, to provide 
a liquid which can be kept in circulation, and can by 
so doing transfer the heat which is delivered to the 
engine cylinders, from them to the atmospheric air, 
the liquid alternately receiving heat from the cylinders 
and delivering it to the air through the radiator. The 
problem is precisely similar to that which is deal with 
in cold storage, where an evaporative condenser is 
used, and where brine coils are employed. As the 
temperature of the cold chamber must be kept, at a 
temperature many degrees below freezing point, the 
liquid which is the agent employed to convey the heat 
from the chamber to the water, or the air which is 
the ultimate source of cold, must itself be so arranged 
that it will not freeze at the lowest temperature dealt 
with. And it would look as if all that was necessary 
was to provide a cooling liquid that would not freeze, 
and there the matter would end. But, unfortunately, 
the problem of cooling the engine of an autocar is by 
no means so simple as that involved in cooling the 
air in a cold chamber by means of brine. In the cold 
chamber problem the brine circuit contains only one 
metal, usually, and though the temperature of the 
brine, and therefore of the pipes in which it circulates, 
is necessaril}’ different at different points of the brine 
circuit, the difference is very trifling. The tempera
tures are all low. On the other hand, in the motor car 
the cooling circuit often contains two or three metals, 
and the differences of temperature are very serious. 
In addition, the temperature at one part of the cooline 
circuit is very high, and everyone who has studied 
chemistry knows the effect of heat upon many salts. 
The salts we are familiar with in chemistrv are held 
together by their chemical affinity, and this bond is 
very often ruptured by the agency of heat and of 
electricity.

In the cooling circuit of a motor car we have the 
liquid subject to the disruptive force of a high tem
perature. and of the equally disruptive force, in certain 
cases, of an electric pressure. Copper and iron, with 
a liquid between them, such as is used in cold storage 
work, for cooling purposes, form a galvanic battery, 
whose presence will lead to the gradual eating awav 
of the iron. Chloride of sodium and chloride of 
calcium are the two liquids employed for brine in cold 
storage work, and both of these are decomposed by 
electric currents, especially when aided by heat, liberat
ing chlorine gas, the liberated gas acting upon the 
iron. Chloride of sodium has been practically given 
up in cold storage work, on account of its greater 
liability to attack the metal of the pipes carrying it, 
and, as mentioned, there is not the difference of tem
perature nor the electric pressure present in cold 

' orage. Glycerine also has been used with success by 

some automobilists, but has the troublesome property 
that it is also decomposed at high temperatures, such 
as are met with at times on the outside of the engine 
cylinders. Grease has also a troublesome effect upon 
indiarubber, as those who have had much to do with 
it know, hence, though glycerine may answer in special 
cases, it is not reliable. There is also1 another trouble
some quality possessed by some of the cooling agents 
employed. Evaporation is constantly going on from 
the cooling liquid, and in some cases, notably that of 
glycerine, some of the substance which is used to 
lower the freezing point of the water in which it is 
dissolved is carried off with the watery vapour. This 
would hardly be the case with sodium and calcium 
chlorides, as they have such a capacity for absorbing 
moisture. Calcium chloride, in fact, is used, in the 
latest arrangement of cold storage, to dry the air which 
is circulating in the cold chamber, and if calcium 
chloride can be used, notwithstanding the other objec
tions which have been mentioned, this quality would 
be much in its favour. The complaint made with 
glycerine and liquids which evaporate is that the per
centage of the substance upon which the non-freezing 
property depends becomes smaller and smaller, and 
the effect is gradually lost unless more of the substance 
is added, while it is not easy to tell when it is needed.

The Remedy.
It is hardly possible to give a remedy that will be 

certain in all cases, but it is possible to indicate in 
what direction the remedy is to be found, so that those 
who have the time, and the needful, may be able to fol
low the matter up. As mentioned in a former article on 
this subject, cooling or freezing mixtures depend for 
their cooling effect upon the fact—which has only 
recently been worked out by the new school of 
chemical-physicists—that when a solid is dissolved in 
a liquid the process is equivalent to raising the solid 
to the liquid condition, and demands that the heat 
which would have been required for liquefying the 
solid in the ordinary way shall, be delivered to the 
solid, just as it would be if it was being raised to the 
liquid condition by the direct application of heat. 
As the solvent is the substance nearest to the solid 
that is in process of solution, the necessary heat is 
taken from it in the first place, and by it from the 
surrounding bodies, hence the cooling effect produced. 
But the effect of dissolving a solid in any liquid is 
also1 to lower the freezing point of the liquid. The 
process of the solution of any non-volatile substance 
in a liquid is closely connected with the osmotic or 
vapour pressure, and this again is so directly con
nected with the freezing point that the measurement 
of the freezing point of a solution is one method of 
determining the vapour pressure. It had perhaps better 
be explained what is meant bv osmotic or vapour 
pressure. It is also called surface tension, As is well
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known, water and other liquids evaporate at all tem
peratures. That is to say, vapour is always coming 
away from the surface of any liquid except under 
special conditions. This vapour exerts a certain pres
sure upon the atmosphere, or whatever mav be above 
it—a pressure which can be measured by suitable 
appliances, one of which is the ability to force its way 
through a porous division. The vapour pressure, or 
the tension upon the surface of the liquid, is lowered 
by the addition to the liquid, by solution, of a non
volatile solid, and in a definite proportion. And with 
the depression of the vapour tension of the liquid its 
freezing point is also lowered under similar conditions. 
Hence the problem resolves itself into the compara
tively simple, though probably tedious, one of testing 
different substances, which when added to water will 
lower the vapour pressure and the freezing point, and 
selecting one which has not the properties mentioned 
above—that is to say, which does not, when operated 
upon bv heat, evolve substances which will act pre
judicially upon the cooling circuit, and that has little 
or no' electro-chemical action under the conditions. 
It is one of these cases, so well known to the practical 
chemist, where every known substance of certain groups 
have to be tested for certain properties, the list being 
gradually brought lower and lower, the number of 
substances possible smaller and smaller, till a certain 
small number remain, all of which will probably be 
suitable under certain conditions, but some of which 
will be more suitable for certain conditions than for 
others. There will be a large number of substances 
which will fulfil some of the conditions, and a careful 
examination of their known properties will save much 
time. One thing must be borne in mind—the final test 
must be actual practice on a motor car, under all con

ditions. There is a formula, which the writer gives 
for the benefit of those who have time to follow the 
matter up, which shows the number of degrees the 
freezing point should be lowered by the addition of a 
given quantity of any substance to water by solution. 
The formula is:

m 
t = E —

M1
Where t is the number of degrees the freezing point 

is lowered; m is the number of grammes of the dis
solved substance; and M1 is the molecular weight 
of the dissolved substance. E is calculated from 
another formula, as follows :

.ozT2ra
E = —------

W
Where E is the difference in the freezing points of 

the solvent and a solution therein, the solution con
taining n gramme-molecules of the dissolved substance 
in 100 grammes of the solvent, T is the absolute 
temperature, and W is the latent heat of fusion of one 
gramme of the solvent.

The writer has found one substance which he believes 
will fulfil the conditions—caustic soda. It is not a 
very nice substance to handle, but as it would only 
have to be used in cold weather, and then only handled 
very little, he believes that it will be found to answer 
the purpose while other substances are being looked 
into. A ten per cent, solution of caustic soda, the 
writer calculates, will not freeze under the conditions 
met with in this country. It also presents favourable 
conditions in the matter of galvanic and chemical 
action. One thing, however, must be mentioned—ii 
must not be used where aluminium is employed.

A part of the Gordon-Bennett course. The descent into Weilberg. The steepnessPof the declivity is well shown by the horizontal lines of the buildings
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RANELAGH AUTOMOBILE GYMKHANA.
The grounds of Ranelagh were on Saturday looking 

more lovely than ever. The rain which had threatened 
in the morning cleared off, and by half-past three there 
was a large and gay throng assembled to watch the 
gymkhana which had been organised by Dr. George 
Hastings, chairman, and George Williams, secretary of 
Ranelagh, Mr. “ Toby ” Rawlinson, Mr. Hercules 
Langrishe, Captain Skeffington Smyth, D.S.O., and 
Mr. Claude Johnson.

Coach House Race.—The competing cars were 
placed in pens formed by hurdles to represent coach 
houses. On the word being given to go, the drivers 
had to make their cars “ back and fill,” with a view to 
get out of the coach house door, race up to a gate, dis
mount, open it, drive through it, shut it, race to the 
turning point, turn within a pen, return to the gate, 
repeat the operation, drive into the coach house, turn 

Langrishe on his light io h.p. Panhard a start of 3s. 
Mr. Langrishe’s engine was running on three cylinders 
only, and Captain Skeffington Smyth stopped his 
engine at the start, so that Mr. Johnson had it all his 
own way. The pump of his car was not working, how
ever, and not suspecting the accumulation of steam 
which there was in the water tank, he unscrewed the 
cap, with the result that a column of hot water was 
blown into the air and fell on several ladies, who took 
the warm shower most good naturedly. In the second 
heat, Mr. Rawlinson (30 h.p. Darracq), scratch, gave 
ns. to Mr. Newnes (24 h.p. Darracq) and Mr. Knowles 
(24 h.p. De Dietrich); also 28s. to the Hon. E. A. 
Stonor (14 h.p. Kellner Renault Cabriolet). Mr. 
Rawlinson drove hard, and over the very bumpy por
tions of the course was bounding about in his car, with 
cushions flying overboard and every thing adrift. He

Ladies’ passenger race. Picking up passengers.
3. The bending race. J

the car inside it, dismount, and walk out of the door; 
the first man out to be the winner. The result was: 
(1.) Mr. J. D. Restler on a 7 h.p. Panhard. (2.) Mr. H. 
Langrishe on a 10 h.p. Panhard.

Bending Race in and out of posts, the posts being 
placed at varying distances of eight, twelve, and sixteen 
yards apart. Mr. Langrishe and Mr. Rawlinson had 
a splendid and most exciting race. Mr. Langrishe 
led well at the top, but through a mistake in the 
measurement of the turning pens Mr. Rawlinson turned 
more quickly, and the result was: (1.) Mr. Rawlinson 
on a 30 h.p. Darracq. (2.) Mr. Langrishe on a 10 h.p. 
Panhard.

Ladies’ Race.—Mrs. George Thrupp was the only 
starter out of four entries, and she drove her 10 h.p. 
Renault over the course alone.

One Mile Handicap.—In the first heat, Captain 
Skeffington Smyth and Mr. Claude Johnson, both on 
12 h.p. New Orleans cars, had to give Mr. “ Herky ” 

2. Ladies’ passenger race. Setting down the passengers.
4. Stopping at a line in front of a dummy brick wall.

passed the Renault on completing the first round, 
skidded broadside on after taking the corner at the end 
of the straight, recovered, and finished easily first. In 
the final, Mr. Rawlinson gave Mr. Johnson 28s., which 
might have been a fair handicap taking into considera
tion the engines (130 x 120 at 1,000 revolutions and 
85 x no at 800 revolutions respectively) if the course 
had allowed Mr. Rawlinson to use his full power. As it 
was, both drivers appeared to be more out of their 
seats than in them. Mr. Johnson won. He evidently 
still had pump trouble, as the hot water was spurting on 
to his legs on his arrival at the finishing point.

Ladies’ Passenger Race.—The course was divided 
into three, and was two hundred yards long. At the 
hundred yards mark ladies were seated on chairs, one 
on each side of each course. At the far end a lady 
was seated on a chair in each turning-pen. A driver 
had to drive his car for a hundred yards, get out. lead 
the lady by the hand to the car, and place her on the
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driving seat, drive to the turning point, get out, and 
hand the lady into the tonneau, turn, return to the 
third lady, hand her into the tonneau, and race back to 
the starting point. Mr. Rawlinson arrived home first, 
but Mr. Torrey protested on the ground that Mr. 
Rawlinson had handed the first lady into the tonneau 
instead of to the front seat, and thus had secured freer 
access for himself to the driving seat. This protest 
was upheld, and the result was: (i.) Mr. Torrey 
(10 h.p. Wilson-Pilcher). (2.) Mr. Rawlinson (15 h.p. 
Darracq). Mr. Rawlinson had to give Mr. Torrey 
12 s. start.

Starting and Stopping.—The cars had to be 
raced one hundred yards, and then stop with their front 
wheels over a line without touching a wall erected four 

feet beyond it. Mr. Rawlinson (30 h.p. Parracq), 
who had given Mr. Knowles’s 24 h.p. De Dietrich and 
Mr. Langrishe’s 10 h.p. Panhard 3s. and 4s. start 
respectively, won. Mr. Langrishe, who had the 
Duchess of Sutherland on board, knocked over his 
wall. Mr. Knowles was only about half a second 
behind Mr. Rawlinson, and made a good stop.

The first prize in the appearance competition was 
awarded by the Duchess of Sutherland to Miss May’s 
18 h.p. Brouhot, the second prize going to Mr. W. 
Foster’s 24 h.p. Georges-Richard, while the four other 
cars selected for the final choice were Mr. Johnson’s 
12 h.p. Orleans, Mrs. Rawlinson’s Darracq brougham, 
Mr. Stonor’s Renault Cabriolet, and Sir George 
Newnes’s Victoria.

GLASGOW TO LONDON ON A GOLD MEDAL CAR.
By the Irresponsible Passenger.

We are four—the amateur driver, the driver’s pro
fessional mate, the honorary observer, and the irre
sponsible passenger—and we foregathered, with our 
luggage and many other people and cars, in a wet 
Glasgow street at five in the morning—an unpromising 
morning at that. We were bound for London on the 
reliability run for touring cars.

Punctually to the second No. 1 car is started at 5.30, 
and we follow in order at intervals of half a minute. 
We are No. 25, and presently the starter comes along
side. “You have ten seconds,” then “Five, four, three 
two, one,” and he nods to 
the observer, who gives us 
the word to move along: 
round this corner and then 
that, our road well marked 
bv police and a very con
siderable crowd — what 
early risers they are in 
Glasgow 1—over wet setts 
and wetter tramlines (for it 
had rained hard during 
the night) we go on our 
top (third) speed at some 
seven or eight miles an 
hour. The observer and 
passenger note that the 
four-cylinder engine is 
hardly audible, and the 
car runs as quietly and 
smoothly as a chronometer, and our speed remains the 
same up hill and down dale; the governor is a good 
one. So we settle down and stow ourselves comfortably 
among the various bags, spare parts, oilcans, cameras, 
etc., that fill up the tonneau; and what a blessing a 
roomy tonneau is on a long trip like this, where you 
can stretch your legs and yet have room enough for 
some baggage. We only lose a minute on minimum 
time all day, and are sixth into Leeds.

Light and Shade of Motoring.
Clear of Glasgow and its suburbs, our driver gives 

us a spin uphill for a mile or two, and pleasant it is 
to feel the engine “ take hold ” and push us along with 
no change of gear. Lots of spare power seems to be 
the tendency nowadays, and truly the Thornycroft has 
got it; add to this silence of running, and ease and 
comfort of springs and body, and we conclude, before 

The gold medalp20jh.p. ^Thornycroft, with Mr. Tom Thornycroft at the wheel.

we reach the first control, that given reliability (and 
that we shall find out before to-morrow night) there 
is no1 necessity to go abroad to look for a good com
fortable touring car. All along the road the villages 
are full of people, who have turned out to see. the 
procession go by, and they all seem glad to see us, 
even our friends the police, up here, though further 
south we shall have a tale to tell of the trap that 
failed. And so on we go, with never a skip in the 
firing of the engine, never a moment’s anxiety about 
anything. “ Here’s trouble,” and we pass a big car 

with a hot big-end bearing, 
and presently another, 
whose driver sadjy holds 
up two fingers for two 
punctured hind wheels at 
the same time. Hard 
luck! But we must not 
stop, as we should under 
ordi nary scjrcumstances, 
for we are after that non
stop run, and, we hope, 
the gold medal in our 
class.

“How’s the time, Mr. 
Observer ? ” “ Ye’ve five 
minutes, and but half a 
mile to go.” So we slow 
down, and presently we 
see the red control flag, 

and now we must crawl till our observer says “ All 
right,” and there’s another stage finished in minimum 
time. Presently we get to work on some lunch we have 
brought with us, for we breakfasted at 4.30, and are not 
due in Penrith till about 12.30. The further south we 
get, the drier are the roads, and by the time we reach 
Gretna Green the car is as dusty as was ever the old- 
fashioned post-chaise. Carlisle has another crowd 
waiting to look at us, and then on we go for Penrith. 
We arrive on time, and have forty minutes to get clean 
and eat, and ten minutes for the driver and the mate 
to fill up with water and petrol and lubricate the car.

Over Shap.
“ Time to start,” and once more we are off, with a 

little over a hundred miles to do before we get to 
Leeds. Our first stage is over Shap Fell, and the 
committee have ordained that we shall be at least an
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hour and twenty minutes over the sixteen miles, and 
so we have to crawl along, and even the smaller cars 
have to mark time. We are told afterwards that this 
was done of malice prepense to test the radiators and 
cooling arrangements. It may have done that, but 
it certainly tried all our tempers, too, for uphill is the 
playground of a good car, and the place where we 
calculate to make time. The general conclusion is 
that fifty, or at most sixty, minutes would be ample 
for this stage.

The Trap that Failed-
We go on by Kendal, and then bear away left, 

through Kirkbv Lonsdale, Long Preston, and Skipton. 
to Leeds. Nothing happens to us in the way of 
mechanical excitement, though we see more of our 
friends in trouble by the way. and at one point meet a 
real good Samaritan, who has posted himself and his 
car at the top of a steep hill and shows us a card. “ Police 
trap five miles on.” “Many thanks.” and we make a 
note of it. and try and warn a passing automobilist 
(not one of our band), but he heeds not. and when we 
get to the top of the hill we see him in the clutches 
of the police. We pass word , back by blowing our 
horn to our friends behind, and we all come down the 
hill at a slow crawl. We chaff the police, but they 
don’t seem in merry mood. The big drive has gone 
wrong, and but for the hasty stranger whom the police 
trapped the day would have been quite blank. And 
this is Yorkshire hospitality!

As we near Leeds we get the tail end of a rain
storm, which half-drowns some of the other cars. 
There is an attempt on the part of one of the inlet 
valves to stick up. The driver is ready for such things, 
and by means of libations of paraffin the recalcitrant 
valve is induced to resume work.

In a Fog.
Leeds, too, has a good many people about to see 

us in, so- the garage is easy to find, and. once there, we 
are not long in getting away to the hotel for a wash 
and dinner. We ought to have gone to bed earlv, but 
didn’t, and getting-up time (four a.m.) seemed to come 
altogether too soon. However, needs must, and we 
are at the garage about 5.30. The start is at six, and, 
as before, there are ten minutes to fill up and lubricate 
under the eagle eye of the observer. We are sixth 
to-day, and are off to the second; but as we get clear 
of Leeds we run into a thick fog, and have to> grope 
our way along—a weird feeling it is, too, with the 

sound of motors apparently all round us. When it gets 
a bit clearer there is a bunch of twelve or fifteen cars 
all within a few feet of one another. Presently we run 
clear of fog, but there is a lot of dust to-dav, and we 
get greyer and greyer as the morning goes on. 
Nothing happens to mar our steady progress, and we 
keep to- our practice of minimum time at one control 
after another. We go through Pontefract, Doncaster. 
Newark, Grantham, and so to Stamford, where we 
stop for lunch, and we have one stop en route at a 
level crossing, where eight or ten cars collected before 
the gates were open again. The first stage south of 
Stamford was the longest of the lot (over forty miles), 
and for that reason one of the pleasantest, as we did 
not have to worry the observer or ourselves about 
time for over thirty miles. Our objective was Biggles
wade. and our road flat and somewhat uninteresting, 
but there was a lot of dust.

The Hill-climb.
At Hatfield we make a detour by St. Albans to 

Elstree, where we are to climb Woodcock Hill 
against the watch from a. standing start—a nasty little 
steep- hill, but one which under ordinary touring cir
cumstances would not be difficult, as there is a fair 
run at it. We climbed it without a falter, and most 
of it on our second speed (the Thornycroft has only 
three speeds), and our time—39/4s.—was only beaten 
by two- other cars, each of which had four speeds. 
From this on we had to run slow to London vi& Barnet, 
partly on account of traffic, and partly because, as 
usual, we were ahead of time. However, eventually 
we came to the Automobile Club soon after six o’clock, 
and at the earliest moment at which we could arrive 
without loss of marks. So ended an entirely success
ful run, and one in which neither engine nor any other 
part of the car gave the least trouble. Four hundred 
and thirteen miles in two dav-s is more than ordinary 
touring, and when it is remembered that absolutely 
nothing was done to the car beyond the replenishing of 
petrol and water, it is clear that the aoh.p. Thorny
croft came through the ordeal as successfully as anv 
car could. This, added to the silence and ease of 
running which so impressed the writer at the start, 
goes to prove that among modern English cars the 
Thornycroft stands very' high for all the qualities which 
a good touring car should possess.

At the time this account was written the result of the 
trials had not been made known. It afterwards trans
pired that this car obtained a gold medal in its class.

An American regatta. The start of a motor launch race in Manhasset ’Bay.
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GORDON-BENNETT NOTES.
BEFORE THE RACE.

THE RACE WAS INSTITUTED BY MR. JAMES GORDON-BENNETT, OF NEW YORK, IN 1900, 
AND WON BY M. CHARRON (FRANCE), ON A 24 H.P. PANHARD. IN 1901 THE CUP WENT 
FOR THE SECOND TIME TO FRANCE, THE WINNER ON THIS OCCASION BEING M. 
GIRARDOT DRIVING A 24 H.P. PANHARD. ENGLAND WON THE CONTEST IN 1902, MR. 
S. F. EDGE DRIVING A 40 H.P. NAPIER TO VICTORY. LAST YEAR THE RACE WAS 
RUN IN IRELAND AND THE CUP WENT TO GERMANY, M. JENATZY PROVING THE 
WINNER ON A 60 H.P. MERCEDES.

The Race from an Historical Point of View.
1900.

It was in the year 1900 that the Gordon-Bennett Cup 
was first competed for on the road from Paris to Lyons. 
The first race was not only confined exclusively to 
French cars, but also exclusively to those of the make 
of Panhard and Levassor, for this firm was the only one 
to come up to scratch. Charron was first at Lyons, and 
Girardot second. The winner had accomplished the 
distance of 351% miles in 9I1. 9m., and as there were 
no controls the speed attained averaged about thirty
eight miles per hour—a very respectable speed for the 
year 1900. But when it is taken into consideration that

The 24 h.p. Panhard-Levassor car which won the first Gordon-Bennett 
race in 1900.

Charron had bent his axle on a dos d’ane and broken 
his pump in a collision with a dog, it must be admitted 
that the race teas a record.

1901.
The second race was run on the Paris-Bordeaux road 

in 1901. Mr. S. F. Edge had challenged the cup, but 
not being able to find English tyres which would stand 
the trial cried forfeit, and left the cup to be disputed by 
French cars alone, Charron running as holder o" the 
cup. and Girardot challenging it, both of them being on 
40 h.p. Panhards, and Levegh challenging both on a 
50 h.p. Mors. Both Charron and Levegh broke down, 
and Girardot won the race after also being the victim of 
a serious breakdown. He covered the distance from Paris 
co Bordeaux in 8h. 51m. 59%s.—that is to say, after 
deducting the times in controls, at an average speed of 
thirtv-seven and a quarter miles an hour. As will be 
seen, he did not even achieve Charron’s average speed 
of the year before.

1902.
The third Gordon-Bennett event was run under great 

difficulties. The rules provided that it must be run 
continuously over a distance of 343 to 375 miles, or on 
a circuit of at least ninetv-three and a half miles. In 
the Paris-Vienna race there was not the required dis
tance without a stop, because Switzerland was 
neutralised, and the cars had to stop at Belfort the first 
night—a distance from Paris of 237 miles. It was 

decided, therefore, that 343 miles should be counted 
on the French and Austrian roads, with an intervening

Mr. S. F. Edge^entering Vienna on the 1902 winning car.

day in Switzerland. At Belfort, De Knyff arrived first 
on a Panhard. The two other French cars, namely, a 
Panhard driven by Girardot and a Mors driven by 
Fournier, broke down. The distance from Paris to 
Belfort was covered by De Knyff in 4b. 16m. On the 
following day Switzerland was traversed, and the next 
day the race began again, with the result that about 
twelve and a half miles from the end De Knyff broke 
down, and S. F. Edge, who covered the 368 m'les in 
roh. 41m. 58%$., on a Napier, won, and did an average 
speed of thirty- and a quarter miles an hour, and was 
judged winner of the cup.

1903.
Last year, as is well known, the cup was raced for 

in Ireland on a circuit which totalled up at 351 miles,

Jenatzy pulling up at the finish of the 1903 race.
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three times round. There were twelve drivers in the 
race, namely: England—Edge, Jarrott, and Stocks; 
France—De Knyff, Henry Farman, and Gabriel; Ger
many—De Caters, Jenatzy, and Foxall-Keene; and 
America—Winton, Percy Owen, and Mooers. Jenatzy 
won on a 60 h.p. Mercedes, followed by De Knyff, 
Farman, and Gabriel. He covered the distance in 
6h. 39m.—that is, an average speed equal to nearly 
fifty-six miles an hour.

The Napier Disappointment.
Homburg, June ioth.

Mr. S. F. Edge, with Macdonald his first engineer, 
arrived in Homburg at midday on Wednesday last, 
having driven from Rotterdam by road, and having 
been delayed some twelve hours or so on the outgoing 
Dutch frontier owing to the obstinacy of a Dutch 
Customs official. Mr. Edge had before leaving London 
kindly offered us a seat on his car for a trip round the 
course, and upon his arrival at Homburg we arranged 
to be ready to start at nine o’clock the next day. Turn
ing up at that hour at the garage where the 90 h.p. 
Napier had been bestowed for the night, we found 
the 1902 Gordon-Bennett winner awaiting us with 
Macdonald and two fitters in attendance from Acton. 
The report of the run from Rotterdam was most 
gratifying. The car had run most satisfactorily and 
seemed everything it ought to be. Certainly, the beat 
as soon as the engine was started up was most rhythmi
cal and regular, presaging nothing of the incident 
which was to prove so disappointing to us all almost 
within the next hour.

The shortest road out of Homburg was taken, and 
the actual course was joined a kilometre or so down the 
hill from Saalburg. Topping the long rise and swing
ing to the right brought us to the grand stand, the

Gordon-Bennett Notes. 
finest erection of its kind yet set up in connection with 
any Gordon-Bennett race. Passing carefully between 
the stands and under the bridge spanning the road at 
the farther end we dropped down fast towards Wehr- 
heim, the first village met with, finding the roads very 
fast and remarkably smooth, so smooth, indeed, that 
coupled with the delightful ease and sweet running of 
the car, they were somewhat deceptive as to the pace 
at which we were progressing. An actual fifty-seven 
miles per hour as clocked on the kilo stones felt hardly 
more than thirty, save for the impingement of the riven 
air on all the face that was left exposed. It was not 
intended to drive at anything like top speed, the throttle 
being very nearly closed, except for clear rises, when 
Edge now and again let the car out a bit to give us a 
taste of its speed quality. That was a bit surprising, 
but hardly realisable until one felt the back rim of the 
seat getting well into the small of one’s back, and 
seemingly hurling one forward. At such moments the 
road seems to rise up before one like a wall and swirl 
away under the car as through drawn by giant hands.

The Napier in Full Flight.
The village streets of Wehrheim, cobble-stoned and 

narrow, had to be carefully negotiated, as had the 
passage of Usingen—the first control, where the 
Wolseley contingent were located. Some very fair 
running was found after Wehrheim, but the streets of 
Gravenwiesbach with its turns in and out will necessi
tate careful steering. The road falls, and is fast 
towards this village, the inner sweeps of all curves 
being most carefully indicated by whitewashing the 
lines of trees edging the route on those sides. Once 
clear of the village some good uphill straights are 
found, and here Edge gave the Napier its head, the 
road being absolutely devoid of traffic. Nothing more

Salleron mak.ng a tour of the course. This illustration shows the connecting bridge between the two grandstands.
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wildly exhilarating than these streaming up hill flights 
—for flights they really seem to be—can be imagined. 
There is absolutely no sense of danger, no road shock, 
no vibration, no unpleasantness of any sort. It is as 
near fierce tearing flight as humans have got as yet, and

M. Thery making the acquaintance of the course on a touring Georges- 
Richard, under the guidance of a policeman.

could not be more enjoyable. If qualms for a 
moment assailed one, a glance at the keen, dark set, 
resolveful features of the famous driver at one’s side 
was sufficient to set all at rest, and though spurning 
space at over sixty miles an hour one felt as comfort
able as could be, and thoroughly enjoyed the ride.

Tyre Troubles.
At the bottom of the swinging run down from the 

hill above Gravenwiesbach, a slight bumping was felt, 
and with a muttered “ Tyre down ” Edge outclutched 
and throttled the engine. The tyre was quite flat, but 
all hands getting promptly to work, the tube, showing 
a curious jagged tear with nothing corresponding 
through the cover, was quickly taken out, and a fresh 
one inserted and inflated. Again we were under 
way for Weilberg, but the fates ordained that our 
pleasure should not be long sustained. As the car 
ran sweetly up an easy grade at about fifty an hour, 
without previous falter or warning of any kind, a 
snap, as though someone had broken off the neck of a 
soda water bottle was heard, and the engine ceased to 
drive. Edge and Macdonald looked at each other for 
an instant as the way gradually came off the car, the 
former saying quietly, “ That is something serious! ”

A typical customs house,. official. NoteJ the G.B. plaque on the si e 
of the car-

“Piston, I think,” ventured Macdonald, and piston we 
still fancied it was, until, taking off the second 
cylinder head, we found that now those pistons did not 
rise, and that the crankshaft—by the way, a very light 
tubular one—had indeed gone. “ Very annoying,” 
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remarked the imperturbable one at an incident which 
cannot fail to cost him some >£300 to ^£400, and pro
ceeded at once to devise means for getting the car 
back to Homburg and another engine or cars from 
London. A horse towed the disabled machine as far 
as Weilmunster, some four kilometres away, while we 
sought to establish telephonic communication with 
Homburg from a village named Mottau off the road. 
This we failed to do, though we succeeded in setting up 
a scare far and wide, which reached Jarrott’s ears at 
Usingen and Mr. Browning (the Dunlop agent) at 
Hanau, with the result that both set out to scour the 
country in search of our presumably crushed and 
damaged bodies.

After the Accident.
From Weilmunster we travelled in the Post Office 

omnibus, driven by a joviality in a shiny round hat 
and a pom-pom stuck jauntily in the ribbon, who had 
a large beer capacity, and was immensely astonished to 
find we would walk up the hills. During this slow and 
solemn transit, terribly contrasting with our previous 
rate of travel, and while we were all on the ’bus, 
Browning and Jarrott sped past in a cloud of dust, 
little dreaming that those they so fearfully sought were 
packed in the little yellow caravan they sped unwit-

Limburg Cathedral from the bridge.

tingly by. Homburg was reached by train from 
Usingen at ten o’clock, to find that rumour bruiting 
death to all and the roosting of the car in a tree had 
been abroad for many hours. Wires were already to 
from London advising the instant dispatch of a new 
engine and two spare cars.

The next day the engine of the Napier car was 
taken down, the lower portion of the crank chamber 
detached, and the crankshaft laid bare. The trouble 
was then apparent, but inspection proved the truth of 
the saying that nothing is so bad but it might be 
worse, for it was found that the crankshaft and the 
crankshaft only was damaged. This, which is two 
inches in diameter and hollow, had broken cleanly, and 
all round just inside the forward end of the centre bear
ing, which was not scratched or scored in the slightest 
degree. Nothing was required to be done but to fit the 
new crankshaft as soon as it arrived. Everything else 
was as perfect as it could be, and though the chagrin 
of the occurrence was intense, yet there was a feeling 
of relief that it was no worse.

Round the Course on a Mercedes.
Having failed to get round on the Napier, we were 

pleased to accept later the kind offer of Mr. Willie
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Tischbein, an erstwhile amateur tricycle champion of 
England (1892), who is connected with the Continental 
Caoutchouc and Rubber Co., of Hanover, and who, 
arriving at Homburg on a 6oh.p. Mercedes, most 
kindly offered us a seat in his car on the tour of official 
inspection of the route by Count Sierstorpff, the presi
dent of the Gordon-Bennett Commission, Herr Fischer, 
a director of the Austrian Daimler Co., being also on 
another 60 h.p. Mercedes, which was driven by Herr 
Daimler, a son of the world-renowned Gottlieb of that 
ilk. The route is delightful as to scenery and surface, 
but save for about nine miles north-east of Limburg 
(where the cheese comes from), six miles south of 
Mereof, and some four miles south of Kirberg, there 
is really not a speed piece on the route. On the short 
lengths of straights, one or two of which run to over 
a mile or so, the clutch and brake feet will have to be 
at work all the time, for the surface being so good and 
smooth the pace will mount up rapidly, and must be as
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Warnings to the Drivers.
From what we have observed of the route from the 

point where the Napier stopped on Thursday, the 9th, 
the same care has been taken everywhere to make 
it as safe as possible, and give the drivers every 
warning of what is immediately before them. Mr. 
Tischbein informs us that the course is to be Westru- 
mited throughout, and not in the controls and villages 
only, and taking into regard the short bending sweeps 
in which the route abounds, we think that, with the 
prospect of dry weather, this is a most advisable 
and commendable step. To those Englishmen who 
have cycled and motored in France, we may say that 
but for a very small portion the road from start to 
finish is as good as the best routes nationales, which is 
saying a good deal.

French Opinions of the Course.
It will be well understood that an exhaustive study 

has been made of the Taunus course during the last few

Photograph by The grandstand at Saalburg a few days before the race.

rapidly reduced. Except for the stretches before and 
after Limburg, which are really magnificent, the course 
is quite as trying as that of the Isle of Man, but 
riskier, owing to the roads being so much faster. 
Some of the uncontrolled villages, such as Gravenwies
bach and Neuhof, will be most difficult to pass 
through at any speed. At the latter place, where the 
route turns north-east for Esch there is an acute 
turn round a house, which will require the utmost 
dexterity at anything beyond a crawl. After leaving 
this, too, some twc miles on there is a sweeping 
right elbow down hill bend, which is approached by a 
fast mile, and which, descending to Eschenhahn, will 
cause most to steer all they know. Between Konig
stein and Oberursel there is a stretch of about three 
miles of fast road, but thereafter, until leaving the 
Homburg control for the Saalburg, the throttle cannot 
be opened, so that the course here is anything but fast. 

Argent Archer t

weeks by the competitors in the Gordon-Bennett race. 
French competitors find the course excessively severe, 
fiom the point of view of hill-climbing, and, above 
all, from its constant turns and bends. There is only 
one good straight road, and that is from Weilberg 
to Limburg. All the rest of the time the drivers will 
have to give their constant attention to the steering, 
for there are so many turns that it is impossible for 
anyone to remember them all. On the other hand, 
the hills are very numerous and very stiff, such as the 
hills of Weilburg and Esch, where it will always be 
necessary to take the low speed. Thery. the winner 
of the French eliminating trials, on being asked his 
opinion of the road, declared quite frankly that he 
rather liked it, and that it was impossible for a badly- 
made car to win, or to be able to complete the course 
in the required time. Therv thinks there will be a 
great manv cars that will not finish the race.
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The broken crankshaft of the four-cylinder Napier racer. The arrow indicates the point of fracture.

Brasier, on the other hand, interviewed on the 
subject of his chances of winning the cup, replied, “ It 
is quite certain that we have got terrible adversaries, i 
sincerely think that if I had three of my cars in the 
Gordon-Bennett race against three Mercedes, we should 
win, but I have only one car, and France has only 
three in all, and against a crew of five Mercedes cars it 
is difficult to say who will win the cup; but, notwith
standing that, I am confident of success.”

Napier Repairs.
No time was lost in England evidently, for a new 

crankshaft arrived in Homburg on Sunday night, and 
work was at once started upon it by Macdonald and 
three fitters, two of whom had travelled over with it. 
At the moment of writing (Monday), it does not look 
as if Edge can get on to the road on his own car 
before Tuesday morning, and up to now every effort 
he has made to get round the course has failed. On 
Friday Jarrott essayed to convey him on his Wolseley, 
and the pump spindle fired; on Saturday he set out 
on Mr. Browning’s Adler, and the clutch gearshaft joint 
went; and on Sunday a F.I.A.T., kindly put at his 
disposal, went woefully wrong, and never got him 
farther than the Saalburg. The six-cylindered Napier 
is now on its way from Rotterdam, driven by Earp, 
and may arrive some time to-night. Whether Edge 
will drive this or his own rehabilitated car remains to 
be seen.

Jenatzy’s Trial Runs.
Jenatzy has made no less than forty-nine circuits of 

the course, which he now knows like a book, and which 
knowledge should make for his success to-day. In the 
early morning of the 8th inst., he made the entire 
circuit in rh. 50m., which at eighty-seven miles for the 
full round, including controls, for which, of course, he 
did not stop, is equal to an average speed throughout 
of 47.45 miles per hour. He has been heard to say 
that he expects to average sixty-six miles per hour 
to-day, but by the time he arrives here again we shall 
have some notion of how correct his estimate is. From 
what we have seen of the course, we should fancy that 
his expectation runs some ten miles per hour too high.

Girling's Car going well.
Mr. Wild, who is acting as mechanician to Girling in 

this race on the 72 h.p. Wolseley, reports: “We have 
been round the course several times, and the car is 
going well. The road surface is good, and there are 
two long straights in the circuit where one can attain 
high speed. In other respects, it is not a bit better 
than the Isle of Man course, some of the corners being 
very sharp.”

President Loubet was invited by the Duke of Ratibor 
in the name of the Automobile Club to assist at the 
Gordon-Bennett race in the Taunus, but he has been 
obliged to decline. On the other hand, the Emperor 
of Germany and the King of Italv will be present at 
the race.

The s’x-cylinder racing Napier. The great length of the bonnet is a particularly noticeable feature of this car, while the position of the seats with 
the petrol tank is likewise a subject for comment, for it places as much useful weight as possible on to the driving wheels, thus preventing slip 
between the tyres and the road surface. Pressure feed to the carburetter is employed together with the Napier hydraulic air regulator.
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CONTINENTAL NOTES AND NEWS.
The Circuit des Ardennes.

After the Gordon-Bennett Cup, the Circuit des 
Ardennes, run in July next, is without doubt one of the 
most important and most interesting automobile events 
of the year. Numerous competitors have already 
entered for this trial, a special feature of which is that 
it will be run over a distance of 600 kilometres (about 
373 miles) without a single stop, and thus it will be a 
real race without any controls. The Circuit des 
Ardennes has the form of a pentagon, the median sector 
of which is the old route from Bastogne to Langlier. 
The new circuit comprises a total of 59 kilometres 
500 metres (about thirty-seven miles), which, added to 
the 85 kilometres 500 metres (about fifty-three miles) 
of the old circuit, gives for each lap a course of about 
ninety miles without any stop or neutralisation. The 
route of the old circuit has been almost entirely 
repaired, especially in the following places: The 
turning at Langlier, rounded off last year as far as the 
top of the hill; a short but rather stiff road leading to 
Leglise; the whole of the forest of Aulier as far as 
Habay-la-Neuve; further on the rapid descent in the 
turning of the route from Martelange to Bastogne. The 
last part of the road leading to Neufchateau has like
wise been put in good condition. The bad turning at 
Recogne has entirely disappeared. Thus the road is in 
the best condition, and is the longest course over 
which a race has ever been run.

The following are the names of the competitors:
Heavy Cars.—Heath (Panhard and Levassor), 

Guders (Clement-Bayard), Clement-Bayard II., G. 
Coppee (Panhard), Hautvast (Pipe), Pipe II., 
Clement-Bayard III., Pipe III., Mors I., Mors II., 
Wolseley I., Wolseley II., Panhard-Levassor I., 
Panhard-Levassor II., Panhard-Levassor III., Panhard- 
Levassor IV., Gobron-Brillie I., Gobron-Brillie IL, 
Baron P. de Crawhez, Baron P. de Caters, Edge 
(Napier), Jarrott. Darracq I., Darracq IL, Darracq III., 
Baudouin I., Baudouin II., Rolls, De Dietrich I., 
De Dietrich IL, Gobron-Brillie III., De Dietrich III., 
and Thery (Mercedes).

Light Cars.—Chenu (Chenu), Albert Madoux, 
Darracq I., and Darracq II.

Voiturettes.—Darracq I. and Darracq II.
The voiturettes and the motor bicycles will race the 

day before the heavy cars.
The International Motor Launch Race 

from .[Calais to Dover.
We are now able to give some further details about 

the great International automobile boat race which will 
be organised by the Automobile Club de France on 
August 8th next between Calais and Dover—a distance 
of twenty-two nautical miles. This race is open to 
boats of all nationalities, of all dimensions, and employ
ing all kinds of systems of mechanical propulsion. 
The boats taking part in the Calais-Dover competition 
can at the same time take part in the Recope Cup race 
for boats using petroleum as a fuel, and in the 
Quinones de L6on Cup race for boats using alcohol 
as a fuel.

The boats will be classed in series as follows:
Racers.—The racing boats are divided into five 

classes according to their length, and without limita
tion of power. The five classes are the following: 
(1.) Yacht launches not exceeding 21.3 feet in length. 
(2.) Boats not exceeding 26 feet in length. (3.) Boats 

of more than 26 feet, but not exceeding 39 feet in 
length; boats of a length of 40 English feet are 
admitted in this class. (4.) Boats of more than 
39 feet, but not exceeding 59 feet in length. (5.) Boats 
of more than 59 feet, but not exceeding 82 feet in 
length.

Cruisers.—Pleasure boats or cruisers are also 
divided into five classes according to their length, 
their total cylinder capacity, and the width of 
their beam.

Fishing Boats.—There will also be a supple
mentary series of fishing boats of all dimensions.

Boats wishing to take part in the race must be in 
Calais at the latest on Thursday, August 4th. They 
must be fitted up with the regulation buoys, lifebelts, 
fire extinguishing apparatus, oars, chains, anchors, 
etc. On the day of the race the boats must have fixed 
lights, green and red, and a fixed white light. Every 
boat must also be furnished with a compass. On 
Sunday, August 7th, the boats will be on exhibition in 
Calais, and all competitors will start on Monday, 
August 8th, at ten o’clock in the morning.

The Vanderbilt Cup.
It has been decided that the entries for the Vander

bilt Cup—a race open to all countries—shall be limited 
to ten for each nation. All the entries, except the 
American, must be addressed to the A.C.F., which 
club will also be requested to take charge of the 
organisation of the race if it takes place anywhere but 
in America. In America the race will be run under 
American rules, which are very similar to the French 
rules. The entrance fee will be fixed at and
half this fee will be returned to the starters. The 
first two races will be run in America—the first on the 
8th of October, 1904, and the second between the 
15th of August and the 15th of October, 1905. In 
1905 the winning club will choose its own course, which 
must in any case be at least 250 miles, and not more 
than 300 miles long. It will be seen the rules are prac
tically similar to those of the Gordon-Bennett Cup. The 
question whether the race will be a success or not, or 
whether it will replace the Gordon-Bennett Cup, is very 
doubtful.

The Rochet-Schneider Cup.
Under the auspices of the Automobile Club du 

Rhone, the Rochet-Schneider Cup has just been suc
cessfully competed for. It was a touring competition 
and a trial of reliability, consumption, and hill-climbing 
capabilities. The first trial over a course of 212 miles 
took place on the following roads: Saint Clair, 
Meximieux, Serrieres, St. Claude, Mijoux, Faucille, 
Gex, and Amb6rieu. The following was the order in 
which the cars arrived: 1, Pilain (20 h.p. Pilain);
2, Chamiot (20 h.p. Mors); 3, Weitz (20 h.p. Pilain); 
4, Martini (16 h.p. Martini); 5, Gabriel (45 h.p. De 
Dietrich); 6, Renaux (18 h.p. Peugeot); 7, Briennon 
(24 h.p. Berliet); 8, Charbin (25 h.p. Peugeot); 9, 
Glenard (24 h.p. Berliet); 10, Dumont (35 h.p. De 
Dietrich).

For the climbing tests, two hills were chosen, the 
total length being about four and a half miles, with an 
average climb of 1 in 6.6 for the one and 1 in 4.5 for 
the other. The results in the hill-climbing trials were 
the following: 1, Dumont (24 h.p. De Dietrich), 
15m. 46s.; 2, Chalan<?on (24 h.p. Berliet), 15m. 48s.;
3, X------(14 h.p. Buire), 17m. 2s.; 4, Pilain (20 h.p.
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Pilain), 17m. 14s.; 5, Martini (16 h.p. Martini), 17m. 
28s.; 6, Weitz (20 h.p. Pilain), 18m. 57s.; 7, Cottin 
(24 h.p. Berliet), 19m. 25s.; 8, Cote (20 h.p. Pilain), 
20m. 37s.; 9, Godinet (16 h.p. Rochet-Schneider), 22m. 
19s.; 10, Renaux (18 h.p. Peugeot), 22m. 37s.; 11, 
Tavernier (20 h.p. Pilain), 23m. 31s.; 12, Perret 
(18 h.p. Peugeot), 24m. 57s.; 13, Chamiot (24 h.p. 
Mors), 25m. ios. ; 14, Briennon (40 h.p. Berliet), 25m. 
27s.; 15, Mottard (24 h.p. Rochet-Schneider), 26m. 
18s.; 16, Daravy (16 h.p. Rochet-Schneider), 26m. 
42s.; 17, Joliot (16 h.p. Rochet-Schneider), 27m. 35s.; 
18, Charbin (25 h.p. Peugeot), 36m. 21s.; 19, Boissy 
(12 h.p. Peugeot), 39m. 2s.; 20, Joltrois (25 h.p. 
Peugeot), 46m. 59s.

The general classification for the Rochet-Schneider 
Cup has given the following results : 1, Martini (16 h.p. 
Martini), 1,086 marks; 2, Weitz (20 h.p. Pilain), 1,077 
marks; 3, Chalan<;on (24 h.p. Berliet), 1,073 marks; 
4, Dumont (24 h.p. De Dietrich), 1,057 marks; 5, 
Pilain (20 h.p. Pilain), 1,047 marks; 6, Tavernier 
(20 h.p. Pilain), 1,045 marks; 7, Perret (18 h.p. 
Peugeot), 979 marks; 8, Godinet (16 h.p. Rochet- 
Schneider), 977 marks; 9, Mottard (24 h.p. Rochet- 
Schneider), 974 marks; 10, Renaux (18 h.p. Peugeot), 
969 marks; 11, Chemiot (24 h.p. Mors), 965 marks; 
12, Gobalcool (14 h.p. La Buire), 964 marks; 13, 

Cottin (24 h.p. Berliet); 14, Daravy (16 h.p. Rochet- 
Schneider), 933 marks; 15, Boissy (12 h.p. Peugeot), 
917 marks; 16, Briennon (24 h.p. Berliet), 874 marks; 
17, Joltrois (25 h.p. Peugeot), 825 marks; 18, Cherbin 
(25 h.p. Peugeot), 801 marks; 19, Joliot (16 h.p. 
Rochet-Schneider), 792 marks; 20, Cote (20 h.p. 
Pilain), 656 marks.

The Hill-climbing' Trial at St. Etienne.
The Automobile Club Forezien held last week its 

usual yearly hill-climbing trial for cars and motor 
cycles. The meeting was most successful, and the 
results are as follows: 1, Collomb (30-40 h.p. Mors), 
8m. 25s.; 2, Platier (40 h.p. Berliet), 12m. 25s.; 3, 
Claude Verpilleux (24 h.p. Rochet-Schneider), 12m. 
40s.; 4, Luc Court (16 h.p. Luc Court), 14m. 40s.; 
5, Chaiandon (24 h.p. De Dietrich), 16m. 25s.; 6, Cote, 
(20 h.p. Pilain), 16m. 40s.; 7, Dumond (24 h.p. De 
Dietrich), 16m. 50s.; 8, Michot (16 h.p. Luc Court), 
17m. 30s.; 9, Perret (18 h.p. Peugeot), 17m. 30s.; 
10, Marrel (16 h.p. Rochet-Schneider), 20m.; 11, De 
Mans (14 h.p. Dechamps), 21m. 40s.; 12, Teste 
(12 h.p. Darracq), 31m.; 13, Bastide (6 h.p. Peugeot), 
33m. 20s.; 14, Fillion (7 h.p. Panhard), 36m.; 15, 
Ledin (16 h.p. Rochet-Schneider), 38m. The perform
ances of the motor cycles are recorded in The Motor 
Cycle.

Photograph by The Berlin Illustration Gesellschaft.
Mr. Charles Jarrott in racing trim was an object of much interest to the natives.

Last week we mentioned that the car referred to in 
the Hon. Leopold Canning’s account of his ramble 
abroad was not one of the Clement cars sold by
Messrs. Lancaster in this country. We are now in
formed by the British Automobile Commercial Syndi
cate that the machine is not one of their Clement- 
Talbot cars.

A Dunlop tyre is being exhibited at the company’s 
place in Regent Street, with a framed affidavit from a 
motor engineer who has used the tyre for over 15,000 
miles on the front wheel of his car. During the whole 
period, it appears from the affidavit, the tyre has never 
even been taken off the wheel. It is a 34m. x 3%in. 
tvre.
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CORRESPONDENCE,
EDITORIAL NOTICES.

No letters from members of the motor industry will be published when they deal with subjects which 
may be regarded as advertisements for the writers’ or their business interests. At the same time 
as many of the most practical suggestions come from those engaged in the motor industry, their 
letters will be inserted when possible, though the names of the firms they represent may be 
expunged, and the initials of the writers substituted.

Letters of a personal nature will be withheld.
The Editor, although accepting no responsibility for the opinions expressed by correspondents, reserves 

the right to publish a portion of a letter, and to omit any part which he does not consider 
interesting or essential.

AU communications under a nom de plume should be accompanied by the name and address of the 
writer, not necessarily for publication, but to assure the Editor as to good faith.

Enquirers who ask for the experiences of private owners with specified cars, parts, or accessories, are 
requested to enclose a stamped addressed envelope so that replies which space will not permit us to 
publish may be forwarded to them. Circulars or letters from interested parties will not be forwarded.

ROUTE WANTED IN SCOTLAND.
[8830.]—II “Sigma” could give me a description of the 

inlet throttle he finds so useful ou his old De Dion 1 should be 
glad. I want to take, a car to Brora in Sutherlandshire in 
August next. If any of your readers would kindly recom
mend me a route, hotels, etc., I should be very much helped, 
i propose running 150 to 175 miles a day.

54, Brook Street, W. ROBT. C. ACKLAND.

IMPROVING OLD DE DIONS.
[8o31.]—It would interest those of us who drive De Dion 

cars if your correspondent “Sigma” p8817j would give us 
some details oi how he fixed up a throttle in the inlet.

"Sigma” does not say whether his car is two or three 
speeds. The 1903 engine is a much better one than the 19o2.

R. BECK.

[8832.]—“ Sigma ” in his letter in last week’s issue gave 
some valuable information to users of De Dions cars, whether 
old or new.

He is quite correct in saying that it is impossible on the 
high gear to maintain a steady speed on the level at any
thing below ten to twelve miles an hour by use of the control 
on exhaust without risk of stopping the engine, and in the 
small cars which have only two speeds the lower is unsuited 
for steady running on the level, besides being too noisy and 
vibratory.

“ Sigma ” will' therefore be conferring a favour if he will 
slightly amplily the information he has already given. One 
or two points occur to me ;

1. Does fitting a throttle on the inlet involve doing away 
with, or in any way modifying, the existing mecnanical 
arrangements for the exhaust control?

2. Is the throttle on inlet so arranged that when not in 
operation the engine runs exactly as before the change?

3. As alteration to existing engines is always more or less
of an experimental nature, can he give the name of the 
engineer who fitted his inlet throttle, so that others may 
avail themselves of the experience gained in fitting “Sigma's’ 
engine? INQUIRER.

[8833.]—In reply to “Sigma’s” letter [8817] regarding 
"Improving old De Dions” (page 791), 1 would say that I 
am a fellow sufferer as regards the clutch of the
low gear not gripping on steep hills, and my having to have
recourse to the humiliating procedure of going up on the 
reverse. My car is a 1902 two-speed De Dion, and it used
to stick at nothing in the shape of steep pitches, till one
unlucky day recently I wanted the countershaft connection 
oiled where it enters the gear box. To do so I was under the 
car, and asked my groom to move the change-speed level 
slowly backwards and forwards “as far as it would go.” His 
interpretation of this request was to force the lever towards 
the back of the car (the low speed) beyond the engaging posi
tion, until, in fact, it pointed directly backwards. Since then 
the low speed clutch has never gripped strongly enough to 
drive the car up very steep hills. I have had the gear 
out and have examined the clutches, which appear to be all 
right, and are in excellent condition. My theory is that 
either the screwed axles of the pinions F and G (as illustrated 
in fig. 1 of your excellent illustration on page 786 in the last 
issue of The Autocar) or the screwed ends of these axes which 
work in the sleeves H and H1, or else the right or left hand 
thread of the rack E, have been unduly strained, so that 
sufficient power is not brought to bear in expanding the seg
ments C and C1 sufficiently to make them fit absolutely tight 
in the clutch box A. I only wish some correspondent could 
give us a remedy for the defect, as it is a most inconvenient 
one. I occasionally empty the oil from my gear box and swill 

it out with either paraffin or petrol. 
I let my high-speed clutch slip far more 
frequently tnan I do the low one, but it 
(the former) never troubles me by not 
gripping. Whilst on the subject of 
" iSigma s ” letter, 1 would much like 
to hear further as to how he went to 
work to have a throttle fitted to his 
inlet, as 1 quite agree with what he 
says as to the impossibility of bringing 
the pace on the high gear to anything 
below ten or twelve miles an hour.

FELLOW SUFFERER.

[8834.]—Your correspondent “Sigma” 
[8817] states he has improved bis De

Dion engine by altering the throttle from the exhaust to the 
inlet. 1 have a De Dion engine on my Argyll car, and 
should feel much obliged if you will instruct me how to make 
this alteration to my engine. A. A. JONES.

[8835.]—In The Autocar of the 11th inst. a correspondent 
who signs himself " Sigma ” [8817] lias improved the running 
of his 8h.p. De Dion by fitting a throttle on the inlet. I 
should be much obliged if “ Sigma ” would give me his 
method of fitting the same, and 1 should be only too pleased 
to help him clear up all clutch trouble, having experienced 
the same trouble myself, and have rectified it by a very 
simple and inexpensive device which has never failed me yet.

BERNARD SADLER.

EXPERIENCE WANTED.
[8836.]—I shall be glad if any correspondent of The Autocar 

will give his private experience of the Speedwell motors or the 
Bedford ones in an early impression, as the 10 h.p. new car of 
these makes just meets (apparently) my wants.

J. W. W. WARBURTON, M.D.

GUMMED-UP INLET VALVES.
[8837.]—I was much interested in a letter [8826] about 

gummed-up inlet valves in the correspondence of your last 
issue. My car has a two-cylinder horizontal engine with 
automatic induction valves. It runs very well when the 
inlet valves are clean, but I have lately had a lot of trouble 
with them, as a run of only ten miles or so, and often less, 
would suffice to gum them up completely, and on taking them 
out I find a thick charred deposit or scale (and slightly 
gummy on the surface) all over the inside of the valve and 
its casting. Outside—i.e., inside the combustion chamber— 
it is only slightly sooted, nothing more than usual, and 
nothing to speak of, as the ignition is perfect. I put it down 
to weak inlet valve springs allowing lubricating oil to pass, 
so tried stronger ones, with, if anything, worse results—cer
tainly no better. However, on reading the letter referred 
to I think it must be the petrol, as I use Pratt’s “A.” I tested 
it the other day with a densimeter, and found it to be 0.705. 
This was the average of five new two-gallon tins, and none 
lower than 0.700. 1 intend trying a different make, and will 
let you know the result. ENGINEER.

[8838.]—Your correspondent “Auto Vet.” [8826] asks 
whether any of your readers have had trouble lately with 
gummed-up inlet valves when using Pratt’s A, and relates 
his experience. My own experience until a fortnight ago has 
been precisely the same. I found the same thick deposit on 
plugs, valves, and valve castings which he describes, and for 
a considerable time was most puzzled by it, since, as in his 
case, there was no evidence of excessive lubricating oil. A 
fortnight ago I changed my petrol, and am now using 
Bowley’s. The trouble has entirely disappeared. J. K. G.

MOUNTAIN CLIMBING.
[8839.]—There is no finality in this world. I have no doubt 

but that if someone succeeded for the first time in climbing 
the Dome of St. Paul’s an imitator would be quickly found, 
but I seriously question if he (or she) would stoop to the 
unfair trick of carefully arranging for a time performance for 
the purpose of invidious comparison.

When I loaned my car to my friend, Mr. Harvey Ducros, 
jun., and accompanied him on his trip up Snowdon I stipulated 
that every reasonable care should be taken of my car. It is 
an ordinary heavy touring vehicle, weighing fully laden with 
passengers about a ton. The underframe is the usual ten 
inches from the ground, and I made it a special part of the
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bargain that it should not be driven over the numerous rack 
rail crossings. My friend informed me that there was no 
hurry, the only ambition he had was to be the first to drive 
a modern motor car to the summit of Snowdon; and in thank
ing me for the loan of the car, he said as far as possible the 
trip would be one for pleasure, and that as much time as 
possible would be spent in taking photographs and admiring 
the constantly-changing panorama of the Snowdon range.

Time, therefore, as far as he was concerned, was no object, 
and it was merely a question of studying the convenience of 
the Mountain Railway Co., and we actually enquired what time 
we had to spare beiore having to get out of the way for the 
next train, and we were informed that we had over four hours.

I enjoyed the trip so much that looking back I should be 
very sorry if we had taken a shorter time, and I recommend all 
fellow car owners to make a point of visiting North Wales. 
It is an ideal touring ground, and if in addition the car is 
left in the valleys and an occasional excursion paid in a 
leisurely and rational way to some of the summits the trip 
will be one hard to beat.

It will be within the recollection of your readers that Mr. 
H. J. Swmdley in his description stated that he ascertained 
that the average speed of my 15 h.p. Ariel car up the very 
steepest slopes was seven miles per horn with five passengers 
up. The distance from the station at the foot of the moun
tain right up to the summit is four and threequarter miles. 
More tnan half the distance could! be traversed at fifteen miles 
an hour. It therefore follows that if anyone cares to go to 
the expense of having the track suitably prepared, the various 
gullies and small culverts temporarily tilled up, it is quite 
within the bounds of possibility to drive up a car such as 
mine in twenty minutes or less.

I see no value in such a performance. It proves nothing; 
but seeing that the margin of safety in many places is ex
tremely small, though I am not interested in tne industry, 
I hope that for its sake no such foolhardy attempts will be 
made, because I am convinced that the risk of an irretrievable 
catastrophe, such as Mr. Letts says he narrowly averted, is 
very real.

As a private owner, I take this opportunity of emphatic
ally protesting against the craving of the motor trade for 
speed—speed, or record on record.

It is a matter of pride and satisfaction to me to have it 
demonstrated that I am the fortunate possessor of a car 
with which I can go anywhere and almost do anything, but 
there the satisfaction ends. I have no sympathy with “ record 
breaking” as such. F. DUN BAR WILSON.

MOTOR CARS FOR MEDICAL MEN.
[8840.]—I cannot consider that the medical number of 

The Autocar is a successful attempt to put before the medical 
public the advantages and disadvantages of using a motor car. 
I am afraid a large number of country practitioners, who, 
like myself, can ill afford it, will be induced thereby to sell 
their horses and traps at a sacrifice and buy a motor car 
at a large outlay. It is with a view to preventing them 
doing so, until they have considered the matter more 
thoroughly from all sides, that I now write this letter con
taining some of my experiences, hoping that you will give it 
as much publicity as you have given to Dr. Gilpin and others.

After a course of the “ Motor Manual,” and two or three 
months’ instruction on cycle engines, fortified by being sup
ported by two neighbours—one an electrical expert and one 
a very practical mechanic—I thought I would buy a car, 
hoping to save time and money. Oh, vain hope! Thirteen 
months ago—that is, early in May, 1903—I bought a 6 h.p. 
twin-cylinder belt-driven Pick car for £160, and £5 more 
for lamps and spare parts. I was actuated in my choice of 
car by an elegant and picturesque circular, headed “ The 
Doctor’s Car,” containing extracts from a letter of a medical 
man at Bridgend, Glamorgan. This letter had previously 
been published in the British Medical Jour not, I believe, 
and was most enthusiastic about this particular car. I received 
delivery on May 18th, and trouble began at once, and has 
been with me ever since. It performed its initial trip from 
the works here at the rate of seven miles an hour, and even 
then managed to collide with the police (oh, joyful liars! ) 
to the tune of £3 15s. and costs, which the makers paid, 
however, as their man was driving. I will not ask you to 
follow me through a detailed account of all my troubles, but 
I will name a few :

Broken timing-shaft.
Gearing giving way preventing use of brake, causing car 

to run away down very step hill.
Stripped differential gear.
Broken crankshaft (twice).
New coil—one supplied with car being defective.

Broken plugs and punctures without end; also contact 
blades.

I am now laid up with broken crankshaft, which, or 
rather why, no one can explain, and as the makers are no 
longer making (thank goodness ! ) I am waiting till one comes 
from Armstrong’s. I suppose that will mean at least a fort
night, and a nice long bill for crank, labour, and hiring of 
horseflesh in the meantime.

And oh! the annoyance of being “ hung up ” when going 
to an urgent call, or on a wet windy day or night. Again, as 
regards saving time, I believe you waste quite as much potter
ing with the car as you save, for at the best you have to 
be always after it. Now as regards finance, I should estimate 
my thirteen months’ motoring at about £100 more than
horseflesh would have cost me, as follows :

Upkeep of two horses and traps, harness, and 
stables .......... .............. at most £100

Man ..................................................................... 50

Total ... ... ... £150
The motor’s little bill is as follows:

New tyres (£21), coil, plugs, crankshafts, belt 
repairs, railway freight, repairs to gears, 
trembler blades ..........  £50

Cost of running ............................................... 36
Cost of man (same as horses) ........................ 50
Spoilt clothes ... .................................... 10
Depreciation of car (that is, difference between 

maker’s price May, 1903, and May, 1904) ... 100

Total ............. ...£246
or about £100 more. I doubt if this covers it, to say nothing 
of the intolerable worry and annoyance, and getting to good 
houses with dirty hands and clothes. My repair bill is less, 
also, because of the skill and interest of our local agent, Mr. 
Waterlow, who has put in many an hour he has not charged 
for. To sum up, I should advise any medical man who has 
not ample private means to think a good many times before 
he sells his horses and buys a car. If he wants to motor, 
and is strong and healthy, let him get a good motor cycle. 
It will do him well and very cheaply; but he must be strong 
and well, as they are a great strain on the heart. My opinion 
as to the best means of locomotion in a country practice yet 
is in the order given:

1. Motor bicycle (if young), plus one horse and trap for wet 
and hard weather.

2. If middle-aged or elderly the practitioner of moderate 
means had better stick to horses at present, plus a push-bike.

3. A motor car.
If he must have a car I should disagree entirely with Dr. 

Gilpin and get a single-cylinder with solid tyres, and should 
consider these two details absolutely essential. Finally, I 
must complain of the indifference and rudeness of the majority 
of motor component agents that I had to do with.

T. JANDERS WORBOYS.
[Our correspondent’s experience is certainly unique in that 

it does not agree with that of the overwhelming majority 
of doctors who have tried motoring. This may only be the 
proverbial exception that proves the rule. At any rate, 
we publish the letter in the hope that it may lead to an 
investigation of the causes of failure. It may be that the 
explanation lies in our correspondent not being of a 
mechanical turn of mind. If that be so he would 
unwittingly allow his car to get into a bad state instead 
of taking immediate steps to rectify any little looseness 
of nuts, screws, etc.—practically allowing his machine to fall 
to pieces.—Ed.]

OBTAINING OF LICENSES.
[8841.]—Regarding the trouble experienced by some of your 

correspondents in obtaining licenses from the London County 
Council, it may interest them to know that “things are done 
differently ” in Yorkshire..

Being about to leave for France to drive my car home I 
wished to obtain my license promptly, and wrote for applica
tion forms to the Clerk of the Council at Wakefield. Not 
hearing by next morning’s post I was rather in a difficulty, 
as I had to leave for France before post time next day. How
ever, at midday I had a long telegram from the Clerk, saying 
that the letter had miscarried and giving full instructions 
for the application, enabling me to write that evening and 
have the license forwarded direct to me in France.

I have received similarly prompt attention in regard to oar 
registration at the hands of the Chief Constable here.

D. H. ILLINGWORTH.
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INCONSIDERATE DRIVING AT MARGATE.
[8842.]-—I wish to heartily endorse the remarks in The 

Autocar of the 4th inst. (page 762) re furious driving at 
Margate. The front is nearly always in a greasy condition, 
and, as it has electric tramway standards in the centre of the 
roadway, is exceedingly dangerous. I have observed cars and 
motor cycles driven along there at a most furious rate. The 
principal offenders are motorists passing through the town. 
The consequence is the police receive complaints and com
mence to lay traps, with the result that local automobilists 
suffer for the sins of those who pass through. I would appeal 
to all motorists to have a little consideration whilst traversing 
the narrow streets of the town, as, if the reckless driving 
continues, I am afraid it will be exceedingly unpleasant for 
those who drive in Margate to any extent. D-13.

STEAM CARS.
[8843.]—As a non-motorist seeking information I have been, 

as no doubt many others have been, extremely interested in 
the various articles that have recently appeared in your valu
able paper, especially so with the excellent articles on “ Motor 
Cars for Medical Men.”

Now. if you could deal in the same way with steam cars in 
the hands of their owners, and give Us the details of their up
keep, tyres, repairs, solid v. inflated tyres, and also the average 
mileage per gallon of paraffin or petrol used, and their reli
ability. you would greatly assist some who, like mvself, are 
at present undecided whether to buy a steam or a petrol 
(internal combustion! car.

Of course, I do not refer to those little runabouts of which 
your correspondent (H C.L.) has given us such a hnmorou" 
and graphic description in his runs to Southampton and the 
Derby, but to such oars as the Turner-Miesse, Gardner- 
Serpollet. Relvante (English built), and especially the Keene- 
let, which I believe is of English design and construction 
throughout, and rather more moderate in price than the two 
first-named, and lastly of the White steam car. 36,970.
[So far as the White steam car is concerned this was very 

fully dealt with by users in our correspondence columns 
last September and October. Not all of them gave 
definite details as to upkeep, tyres, or the average mileage 
per gallon of fuel used. Anv private owners of steam cars 
who have these details bv them will nerhap" be good enough 
to give quite briefly the particulars under the headings 
mentioned.—-Ed.]

THE CAPACITY OF ACCUMULATORS.
18844."!—The experience of your correspondent “ Auto Vet ” 

188261 as to the canacitv of accumulators is. I am sorry to sav. 
a common one. In a short, article on the Electrical Exhibits 
at the Crystal Palace, published in The Autocar of March 5th. 
T drew attention to the freonent misstatement, of capacity. 
The old excuse given to “ Auto Vet” that it is “the custom of 
the trade.” and that the makers “would be very clad to adont 
a corrected list if only other maker" would do the same.” is. 
to mv mind, no excuse at all. Further, it contains an implied 
falsehood. There are makers who do not take advantage of 
this doubtfully hones* “trade custom.” I refrain from men
tioning names lest it mi-dit be supposed that T had some ulterior 
motive in doing so. If “Auto Vet” is interested in the 
matter. I should be pleased to communicate them to him 
privately. In the meanwhile, the following results of a few 
carefully conducted tests speak for themselves:
(1.) 30 a,h. accumulator. English make, discharge at two 

amperes. Result: 19 a h.
(2.) 15 e h. accumulator. English make, discharge at one and a 

half amperes. Result: 6 a.h.
(3.) 15 a.h. accumv'ator. made bv amateur of no experience, 

discharge at one and a half amperes Result: 8 5 a.h.
(4.) 30 a.h. accumulator. Paris make, discharge at three 

ampere". Result: 2 7 a.h.
(5.) 10 a.h. accumulator. English make, discharge at ore 

omnere. Result: 2.4 a.h
The majority of these cells came from well-known makers 

enjoying a high reputation. M.W.H.

1—[ ivish to correct one word in mv letter [88261. I 
wrote that the listed was more than the actual canacitv. but 
through a printer’s error I am made to say tested, which is 
jus* exactly the reverse.

Can any of your correspondents tell me where to get Car 
hnrinc m London in quantifies of four tins at a time? I hear 
it highly snoken of. but the makers seem unable to deliver 
small lots in London.

827
C orrespondence.

If the County Council do not object, I would not mind 
taking twenty gallons at a time, but the authorities seem 
rather anxious about storage in London, and quite rightly 
too. AUTO VET.

ADVANTAGES OF AN ADDITIONAL AIR INLET.
[8846.]—The following may be of interest to owners of small 

Wolseley cars: On the 4th inst. I left here (London, N.W.) 
for Bath on a 7] h.p. tonneau with a total of three passengers 
and luggage, the actual running time being six and three- 
quarter hours, and petrol consumed four gallons Pratt’s A 
for 110 miles.

I returned by same route on June 11th with one 
passenger and luggage ; actual running time six hours, and 
petrol consumption only three and a half gallons. On both 
occasions I was not stopped for more than three 
minutes, and that was to replenish lubricators. The low spirit 
consumption is entirely due to a mechanically operated air 
inlet a few inches from the jet (a rough experiment prior to 
fitting something better). The quietude of engine and smooth
ness of running are also most marked. Thirty miles to the 
gallon is, I think, good enough, as between Bath and Reading 
hills are long and stiff. I may say that I use eleven-tooth 
sprockets. S.L.C.

NON-SKIDS.
[8847.]—Having just ordered a new 8 h.p. car (weight of 

chassis ten and a half hundredweight) I am in some doubt as 
to the best best kind of non-skids to get. I am inclined to 
have L’Empereur. but cannot meet anyone who has given it 
a good trial. I shall be glad if any of vour reader, can give 
their experience, especially as to durability, efficiency, effect 
on tyres and pace of the car with the attachment.

WELSHMAN.

THE GORDON-BENNETT TRIALS.
[8848.]—Your correspondent “ G.L.B.” (letter No. 8796) 

state" that when two great English railways took to railway 
racing between London and Scotland. +he locomotives they 
used were first tried on goods trains and then on fast passenger 
trains, and when thus tested were used for the race.

First of all. five great companies were in these railway races, 
and two of them were Scottish ones. None of the five con
structed or used special engines for the. race work. None of 
the locomotives went through the process suggested. Most 
of them were old, but had always been used for fast passenger 
work, and all of them were inst taken from their every dav 
work. NORMAN D. MACDONALD.

BENZOLINE AS A MOTOR FUEL.
I8849-]—I beg to suggest that the writer of the letter No. 

8800. Mr. Edmund Herbert, might usefully state whether the 
surface carburetter in which he used benzoline with success 
was heated by the exhaust box or not. and how he altered it 
for so small a sum as one penny. Is the benzoline mentioned 
the oil that is known as “water-white kerosene”?

I a.m told that benzoline is no longer a trade term with 
shopkeepers. S 261.

DUNLOP TYRES IN THE ELIMINATING RACE.
[8850.1—It is really very difficult to discover what Air. 

Venables is driving at. The inference from his letter is that 
the races committee were interested in the success of the 
Dunlop tyres, and so only chose for the Gordon-BQnnett race 
cars that were fitted with those tvres. Surely this is a pre
posterous suggestion on Mr. Venables’s part, but if he does 
not mean this, what does he mean? Taken as it stands, the 
insinuation seems to me, as I have said, preposterous, for 
although I cannot pretend to place great value on the racing 
decisions of a races committee which is not allowed to con 
tain a single racing man, yet this committee is made up of 
gentlemen of unimpeachable honour, and whose impartiality 
and fairness could not for one moment be held in question.

As to Mr. Venables’s attack on the Dunlop tyre, surely 
this, too, is most unfair, and his assertion that this company 
can make neither a racing nor a touring tyre simply is not 
true. I have used these tyres pretty roughly both for racing 
and, touring, and find them compare very favourably with 
those made outside this country.

Tn the Paris-Bordeaux I had no tvre trouble, in my racing 
car (90 h.p.) ride from London to Nice T never took out my 
pump from its bag, in the Isle of Man I drove previously to 
the race over 500 miles at racing speed on detestable roads 
without even looking to my tyres, and in the three rounds I 
drove of the eliminating race I was also without the slightest
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trouble, although I drove forty miles with a huge nail em
bedded in one of my back covers.

These few instances do not look as if there was much wrong 
with Dunlops. True, Mr. Cecil Edge had bad luck on his 
2,000 miles, but this was most exceptional. Everyone, how
ever, who knows anvthing of the subject has always been 
perfectly aware that Mr. S. F. Edge’s troubles in the Gordon- 
Bennett race in Ireland were entirely due to his fitting tyres 
that were too small for the power and speed of the car. with 
the very natural result that they came off, as any other make 
(unless screwed on) would also have done.

I must apologise, sir, for this long letter, but fair play is 
a jewel, and I cannot stand by and see a company, which 
has certainly turned out an excellent article, unfairly treated 
by Mr. Venables without flatly contradicting him. Needless 
to say, I have no interest whatever in the Dunlop Co.

MARK MAYHEW.

CARELESS DRIVING ON THE BATH ROAD.
[8851.]—I venture to make through the columns of your 

journal an appeal to motor car drivers who use the Bath 
Road to drive with greater consideration and care when 
passing through villages, particularly those between Reading 
and Newbury. There have been several well-grounded com
plaints of excessive speed when passing through these villages, 
and quite recently several accidents have occurred. I also 
notice a growing tendency to an insufficient use of the born, 
the neglect of which is a source of great danger when 
approaching the many cross-roads and blind turnings in this 
section of the road. The practice of obscuring the back 
identification plate by hanging a spare tyre cover to the 
back of the car should be put a stop to by owners, being 
clearly emploved with the object of avoiding identification 
when committing offences against the Act. W. WARING.

RATIONAL RACERS.
[8852.]—I notice a leading article on racing, in which you 

suggest that simply limiting the cvlinder capacity of cars 
and having a minimum limit of weight will produce a car 
which will be a. reasonable car and tend to improve the 
design of cars. It seems to me more than doubtful whether 
this will be the case. What is wanted by the public now 
is a car that is really durable and never breaks down. What 
will be produced by such a rule is a. car fast for its cylinder 
capacity, quite regardless of reliability at all.

I do not know, and it is impossible to know without trying, 
wha.t form of monstrosity this would take, but a few things 
may be put down as obvious. In the first place, the frame, 
axles, etc., that do not directly contribute to the propulsion 
of the car, will be made as light as ever they can be made, and 
all weight put into the engine and gear box. Either small 
cylinders or big ones will give the greatest power for the 
capacity, so it is quite certain that either the car would have 
one big cylinder or a great many small ones, the medium 
that is best for ordinary work having no chance. The engine 
should always be run at its maximum speed, so a great many 
changes of speed would be provided, probably about eight, 
possibly more. Every trick possible to get more power out 
of the cylinders would be taken advantage of, such as pump
ing air into them at the end of the suction stroke, etc.

May I ask the editor if, when he is going a journey by 
rail or sea, he asks whether the engine will do the maximum 
power possible for the size of the cylinder or does he take 
the train or boat that is known to keep good time most 
regularly? F. STRICKLAND.

SUMMARY OF CORRESPONDENCE.
A Lamp Container. Mr. S. Lomax, of Gladstone Terrace, 

High Road, Woodford, N.E.. writes: “I have had handed 
to me the container of a large Dietz lamp found on the London 
road to Epping at the end of last week, nearly new, and 
off a very good lamp.”

Doctors’ Cars—Cost of Running. Messrs. Dennis Bros., 
Ltd., tell us that, although their cars are largely used among 
medical men. the writers of some of the letters in the doctor’s 
number of The. Autocar are users of cars of their make, and 
give us the names of four gentlemen in sunport this state
ment. Taking Mr. Leah’s table compiled fro ohe letters 
published the Dennis should follow the Argyll w four cars.

The Prentice Gear. Mr. A. Hitchon writes on behalf of 
the Hitchon Gear and Automobile no., stating that the Pre*- 
tice gear, the specification of which was abridge' 
Autocar, is being opposed; he considers it was by
his H’t^hon gear patent, which is some two vea s older than 
the Prentice patent. Many will remember the Hitchon gear, 
as it was demonstrated in a very constant and energetic 
manner at both the Crvstal Palace and Agricultural Hall 
Shows, the gears being thrown in and out of engagement in 
what would have been a blood-curdling manner with an 
ordinarv sliding gear. _

Magneto Ignition. Mr. E. H. Arnott, of the Simms Mfg. 
Co., raises the question as to how it is that English manufac
turers are so backward in fitting macneto ignition. He 
has come to the conclusion that it is either due to the fact 
that an impression is abroad that special engines or fittings 
are necessary, or else the proverbial hatred of many people 
for anvthing which is new or not understood. Of course, with 
the older forms of magneto it was necessarv that special 
fittings should be provided, but this is no longer the case, as 
in its latest form it can be fitted without any alteration 
whatever to the engine. In any case it would be interesting 
to know the reason for the fact that continental manufacturers 
have taken up the magneto much more enthusiastically than 
British makers.

Gear-changing Arrangements. The Motor Car Co. write 
abo^t <c Autocrat’s ” complaint of the uear-chanoing arrange
ments on the majoritv of cars. It will be remembered that 
he said there was often less than ^in. between the six spacer 
necessary for four speeds neutral and reverse. If wider spacer 
were allowed by making the toothed sector of larger diameter 
there would be much less, fear of gears being missed. The 
Motor Car Co. point out that this matter has been provided 
for in the designing of the Decauville, for not only are the 
spaces between each notch l|in. apart, but a neutral notch 
occurs between each, speed, as well as between the lowest and 
the reverse, thus making 2^in. between each speed. By the 
adoption of this plan it is practical! v impossible to miss a 
gear in changing, but even should this happen the engine 
will merely be put out of gear by the lever being slipped into 
a neutral, potch.

Right and left-hand side views of the six-cylinder Napier racing car engine. This is practically thejsame as the touring car 18 h.p. engine, but has 
a larger bore and stroke. The inlet valves are mechanically-operated, and are, of course, of the usual Napier type.5^ High tension; synchronised >gr ition 
fires the charge in the cylinders The crankshaft is bored out to reduce weight, and, as will be seen, flexible’’pipin used for th exhaust.^
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Flashes.
Messrs. S. xlolmes and Co., motor engineers, 

Bradford, are manufacturing automatic extra a;r inlet 
valves on the lines of that illustrated in The Autocar 
of May 28th (page 703).* * *

The Denness Engineering Co., Ltd., Easy Row, 
Birmingham, inform us that they have opened a garage 
and repair works; which are kept open day and night, 
for the convenience of motorists.* * *

Messrs. Kent Bros, write that next month they will 
open a motor garage in West Street, Seaford, Sussex, 
adjoining -nd in connection with the Bay Hotel, which 
is the 1. dquarters of the local automobile club. 
There will be accommodation for two dozen motor cars, 
inspection pit, workshop, dressing-room, etc., besides 

essary apparatus for recharging accumulators.* * *A decided score was made by Mr. Lyndon Moore, 
the solicitor who defended a motorist at Chepstow last 
week against a charge of driving to the public danger. 
In opening the case, he 
asked the magistrates to 
“ adopt the course followed 
in other parts of the 
country” of taking a trial 
run in the car, in order that 
they might be shown the 
extent of the control exer
cised over the machine by 
the driver. The suggestion 
was acted upon, and a trip 
was taken before they sat to 
try the case. They were not 
motorists, but the practical 
demonstration to which they 
were treated was sufficient 
to counteract the effects of 
the police evidence. In 
giving their decision, they 
allowed their short motoring 
experience to have due 
weight, remarking that, 
although there was a conflict of testimony, they had 
ridden in the car—[It was as though they said in 
effect: Here is a fact that no amount of hard swearing 
can upset.—Ed.]—and were struck with the admirable 
control which could be exercised over it. They were 
convinced that the public were sufficiently protected by 
the admirable control, and dismissed the case.* * *

Mr. R. J. Sully, of Cardiff, who had bought an 
Oldsmobile, visited London on June 1st to accept 
delivery, and drove his car to Cardiff (180 miles) in 
roh. 5m. actual driving time. Several very steep hills 
were encountered. One of these, eight miles out of 
Gloucester, necessitated dropping to the second speed 
for the first time from the start. Another steep hill at 
Whitchurch, averaging one in ten, again brought the 
low speed into operation. At St. Mellons, about five 
miles from Cardiff, he, for the third and last time, 
changed to the second speed. From the time he left 
London to the time he arrived in Cardiff the engine 
was running, it never having been stopped once for a 
single moment, and it required absolutely no attention 
other than lubrication. The petrol consumed was five 
and a half gallons. The roads were in excellent 
condition all the way.

“THE AUTOCAR” DIARY.
June 19.—Motor Car Race at Frankfort-on-Main.

,, 20.—Gordon-Bennett Cup International Congress.
20.—Motor Union General Committee Meeting. 5 p.m.

,, 21.—G.-B. Appearance Competition and Flower Corso.
,, 23, 24, 25.—American Motor Boat Race, Hudson River.
,, 25.- Aero Club Balloon Ascent, Crystal Palace. 2.30 p.m.

27.—Automobile Mutual Protection Association Special 
Meeting to Confirm New Rules.

July 2.—Southern M.C. Reliability Trials for Passenger Cars.
,, 2.—Aero Club Meet and Balloon Ascent, Crystal Palace.
,, 10.—Mont Cenis Hill-climb (A.C. Italy).
,, 15.—Ostend Automobile Week commences.
,, 15.—Entries close fcr Calais-Dover Motor Boat Race.
,, 16-17 — Ostend Motor Boat Races.
,, 17.- Antwerp-Ostend Motor Boat Race.
,, 18—Motor Union Special Meeting (New Rules).
,, 22.—Kiel Motor Boat Races.
,, 23-Aug. 5 —Spa Automobile Fetes.

25.—Yorkshire A C. Gymkhana, Harrogate.
,, 26-27.—Motor Boats Reliability Trials.
,, 30.—British International Cup for Motor Boats.
,, —Circuit des Ardennes (date not fixed).

Aug. 7.—Exhibition of Motor Boats. Calais.
,, 8.—Calais-Dover Motor Boat Race. 10 a.m.
,, 29 to Sept. 3.—Voiturette Reliability Trials A.C.G.B. & I.

Oct. 8.—First Race for Vanderbilt Cup in America.
(For Club Fixtures see Club Doings, page 837).

Stirling County Council have decided to erect 
danger-boards throughout the county. The cost of 
these will be 27s. 6d. each, and as sixty will be required 
in the Eastern district alone the total outlay will be 
something considerable. 

* * *
Magneto ignition played a prominent part in the 

Gordon-Bennett race, more than half the cars being 
fitted with the Simms-Bosch system, two <: the 
Germans, all three French, Italian, and Austrian 
machines having this pattern of magneto. 

* * *
We mentioned recently that Mr. Henry Sutton, of 

Melbourne, had sent one of his cars fitted with his 
paraffin engine to the St. Louis Exhibition. This is 
not the case. He contented himself by sending his 
patent apparatus to be fitted on to a car in St. Louis, 
as he found he could save a great deal of trouble with 
the customs this way, and at the same time show the 
adaptability of his invention.* * *

On Thursday lest week, the Alake of Abeokuta was 
initiated into the charms of a motor car by Mr. Gordon 

Chapman, of Liverpool, who 
had the pleasure of driving 
him and his interpreter, with 
Sir W. McGreggor, to 
various points of interest. 
He was simply delighted in 
passing electric trams and 
other vehicles, and seemed 
to enjoy his drive thoroughly. 
The car used was a 14 h.p. 
Daimler.

* * *
Mr. E. G. Mawbey, presi

dent of the Leicestershire 
A.C., was the other day the 
victim of a nasty horse 
accident. In his capacity of 
borough surveyor of 
Leicester, he accompanied 
several members of the Cor
poration on a tour of inspec
tion of the new tramways.

A horse-drawn vehicle was used, and at one stage of the 
journey the horse shied, as so many others do, took 
fright at nothing in particular, and threw the whole 
party out. By the irony of fate, the automobilist was 
the most seriously injured. Had he persuaded the in
spection party to take the drive in his own motor 
car, that vehicle, at any rate, would not have taken 
fright. 

* * *
Miss Connie Lewis, of Tenby, an expert automobi

list, disqualified from driving a car by reason of the 
age limit set by the new Act, attained her seventeenth 
year on June 9th, and celebrated her birthday by 
obtaining a driver’s licence. 

* * *
The eagerness with which the public are disposed 

to blame motor cars for accidents for which they are 
in no wise responsible was illustrated by a fatality 
at Cardiff. A cyclist was found unconscious by the 
roadside with his bicycle on the top of him, and a 
motorist coming along conveyed him to an infirmary. 
Thereupon the report gained currency that the cyclist 
had been knocked down by the motor car, and it was 
not until the inquest was held, that the false impres
sion could be removed.
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The De Dion-Bouton Co. have just issued a leaflet 
containing instructions for adjusting the contact
breakers of De Dion cars. Some useful hints on lubri
cation are also included.

* * *
A programme of what we believe to be the first 

automobile gymkhana held in Australia has been sent 
us by Mr. Edwin Phillips, of Melbourne. It was of a 
more exciting character than the average gymkhana, 
as most of the events were races, separate events being 
held for motor bicycles, voiturettes, heavy cars, and 
touring cars. There was also a mixed handicap. Last, 
but not least, there was a 220 yards race backwards, 
which must have been distinctly exciting. There were 
also a starting competition and a stopping contest.

* * *
A meeting of the Automobile Mutual Protection 

Association was held on Friday last. In the absence 
of the president (Lord Shrewsbury) Mr. E. Lisle was 
voted to the chair. The fresh 
articles of association were ap
proved, on the proposition of 
Mr. J. D. Siddeley, seconded 
by Mr. D. M. Weigel, and sup
ported by Messrs. Charles Fris- 
well and Charles Holmes. The 
new regulations, inter alia, widen 
the powers of the association as 
regards protecting the trade 
against alleged master patents, 
and increase the number of the 
committee, which will now be 
styled the council. Power is 
also taken to appoint a Finance 
and General Purposes Com
mittee.

* * *
In the House of Commons 

on Monday, Mr. Gardner, M.P., 
asked the President of the 
Local Government Board, 
whether, having regard to the 
fact that the evidence given 
before the Departmental Com
mittee on motor cars was only 
published on June 4th, he will 
cause a circular letter to be ad
dressed to the county councils, intimating that he 
would consider representations, should they desire to 
make any, upon the recommendations of the com
mittee ; and whether he will allow7 a reasonable time 
for representations to be made before making regula
tions under Section 12 of the Motor Car Act, 1903. 
Mr. Grant Lawson, in reply, said he was strongly urged 
to issue these regulations as soon as possible, and was 
reluctant to take the course suggested. He would, 
however, consider whether it would be practicable to 
afford representatives of local authorities concerned an 
opportunity of seeing the draft of the regulations.

* * *
It is a pleasing sign of the times that competitions in 

'vhich motor cars are concerned are now finding their 
way into the programmes of rural festivities. At Car
diff Horticultural Show7 next month, amongst the prizes 
offered will be some for the best decorated car, best 
and smartest turnout, most expert driver (open), most 
expert local driver, most expert amateur driver, and 
the most expert lady driver. The coming summer will 
no doubt see many such events.

We are interested to learn that the Palmer Tyre Co. 
had the option of fitting some of the British Gordon- 
Bennett cars with their “ cord ” tyres. Much to their 
regret, they could not take up the option, owing to 
their not having any suitably sized tyres in stock, and 
the insufficiency of time for their manufacture and 
maturing. * * *

As an evidence of what a good solid tyre will stand, 
we have only to mention a piece of a knife which was 
sent us the other day by the Sirdar Rubber Co. This 
was found embedded in one of the driving w'heel tyres 
of his De Dion voiturette by Mr. MacLulich. Only a 
small pointed corner was projecting from the tyre. 
When the broken steel had been extracted, the cut in 
the tyre closed, as the rubber is under compression, and 
the tyre will run to the finish none the worse for its 
treatment. We have measured the broken blade, and 
find it was i%in. long and rin. wide.

Mr. Sneden, Hon. President of the Automobile Club of,Alg ers on hrs 12 h.p. 1903 Georges-Richard car.

A correspondent strongly recommends any motorist 
in difficulties near Ormskirk, Lancs., to go to Mr. W 
Biggs, Derby Street West, when he will receive every 
attention at most moderate charges.

* * *
A London inventor has brought out a variable gear, 

which appears to be on the Fouillaron principle; that 
is to say, the driving pulley is made in halves, as 
is also the driven pulley. The faces of the two are 
made to move to and from each other differentially, so 
that as one pulley increases in size the other decreases.

* * *
There are again rumours that more motor cabs will 

be placed on the London streets. The few that are 
now about are neat-looking and comfortable vehicles, 
far ahead of the old-fashioned horse-drawn gondola 
of London. Hitherto motor cabs have not been a 
financial success, though this has not been due to any 
defect in the cabs themselves, mechanical or otherwise, 
but solely to the fact that the London streets are, as 
has been shown by the recent strike, overstocked with 
vehicles plying for hire.
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Photograph by Rowlands, Llandudno.
On the way up Snowdon. Note the rough nature of the track.

These who want to have the numbers on their cars 
on the body itself and not on a plate will find number 
transfers useful. We have been shown some of these 
made by Messrs. Iliffe and Sons, Ltd., Coventry, 
printers of The Autocar. The numbers and letters are 
the regulation sizes, and can be transferred to the 
required position on the door or back of the car, and are 
much less disfiguring than a detachable plate. The 
letters come out in pure white, but are backed with 
silver to ensure that they shall do this and at the same 
time preserve their whiteness. They are made in the 
two sizes—for cars and motor cycles—as, of course, 
they can be transferred to plates when wished as easily 
as to the car body.
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The Hon. C. S. Rolls, on Friday last week, after the 
review, had the honour of conveying H.R.H. the Prince 
of Wales, the Archduke Frederick of Austria, and Lord 
Methuen to Farnborough station on a 24 h.p. Panhard. 
Captains Crompton and Trippell also took other 
members of the Royal party.

* * *
At 1’Helice Club regatta, held on the Seine at 

Suresnes on June 6th,- the Darracq motor boat 
Marsouin, which was not completed in time to com
pete at Monte Carlo, won the Seine Cup, and created 
a world’s record in its class by completing the course 
(thirty-two kilometres) in 52 m. 48%®.. being an average 
speed of over twenty-three miles an hour.

* * *
Motorists who ascend mountains by the rack railway 

track have considerable difficulties to contend with. 
The other day when Mr. Letts drove his Oldsmobile up 
Snowdon, he had to keep nearer to one rail than the 
other, so that the differential case should not come 
into contact with the rack rail between the metals. It 
was by reason of his having to keep to one side that 
he had the narrow escape mentioned last week from 
falling over a precipice. The distance is stated to be 
five miles. Of course, the trip was done throughout on 
the lower gear, which gives a speed of six miles an hour 
on a level road. * * *

We have before now spoken highly of the Com
pound tyre inflator made by Messrs. Hedley S. Hunt 
and Co., of College Street, E.C. It will be remem
bered that this pump, which is of the two-barrelled 
variety, forces air on the upstroke from the second 
cylinder into the main pumping cylinder, so that when 
the down stroke is commenced, compressed air is 
already being dealt with. It is the easiest inflator we 
have tried, but we have never had occasion to test it 
beyond the ordinary pressure in car tyres, though we 
see that someone has by means of this pump inflated 
a self-starter on his car to a pressure of 650 lbs.

Photograph by Rowlands, Llandudno
pKE ASCENT OF SNCWEON. this illistraticnf, very! graphically depicts the course[oil the funicular railway up Snowdon, and Mr. Letts is seen or.

his Oldsmobile in the foreground. The danger of the drive is here very apparent/
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SOME QUERIES AND REPLIES.
We are always pleased to reply to queries, even if they be of an elementary and untechnical description, under this 

heading. Only a selection of those which are of general interest will be published, though all will be answered direct 
through the post, for which purpose a stamped and addressed envelope should be enclosed.

When advice concerning different makes of cars is sought, each vehicle should be given an identifying number.
Letters should be addressed The Editor, “The Autocar,” Coventry.

HORSE-POWER.
I notice upon page 797 (The Autocar, June 11th) a query 

signed “AE-4.” Your correspondent’s calculation fails to 
give a recognisable result, owing to errors in setting out the 
quantities of his equation. In the first place the area of a 
piston of 110 mm. diameter—adopting the usual method of 
squaring the diameter and dividing by .7851—works out at 
just under 15in. Your correspondent not only gives the 
length of stroke in inches instead of in feet, but he gives 
the wrong equivalent in inches to 150 mm., which is 5T and 
not 5g. For the sake of argument, we can assume that 150 mm. 
equals 6in. Dividing this by twelve to reduce to feet, the 
second factor reads For an engine of 110 mm. bore and 
150 mm. stroke, the equation reads then, approximately, as 
under:

15 x | x 750
Horse-power =-------------------= 5f b.p.

1,000
This, however, is for a single-cylinder engine; for four- 
cylinders it works out just four times the above figure, viz., 
22j h p.

This calculation of horse-power by this method can only be 
approximate, as there are other important factors which must 
be considered, such as the mechanical efficiency of the engine, 
the compression at the moment of firing, the efficiency of the 
inlet valve in allowing a full charge to enter the cylinder at 
high speed, and of the exhaust valve in allowing the burnt 
gases to escape, the back pressure caused by the design of 
silencer adopted, and other points of more or less importance 
which it is unnecessary to detail. These points, however, 
differ in every make of motor on the market, and affect the 
theoretical calculation of power. Your correspondent asks 
what horse-power could be developed by running at greatest 
possible speed. It is inadvisable to force the piston speed 
over 400ft. per minute. With a 6in. stroke, therefore, 800 
revolutions should be the normal speed of his engine, and 
according to Mr. Nesbitt’s formula it will develop 24 h.p. 
at this speed.—Stephen A. Marples, A.M.I.Mech.E.

I regret that I cannot quite follow the calculations in 
“ A E-4’s ” letter in The Autocar of the 11th inst. A car 
with the dimensions given by him would develop approximately 
22.8 h.p. as follows: Bore, 110 mm. = 4.4in.. and the area 
consequently is 15.2 square inches; stroke, 150 mm. = 6in. 
= ,5ft. ; revolutions, 750. Then the horse-power of each 
cylinder by my formula is—

15.2 x .5 x 750
--------------------- = 5.7,

1,000
and: as there are four cylinders the total horse-power developed 
is 22.8. I trust that this is clear, but if not I should be glad 
to communicate further with “AE-4.”—Edward E. Nesbitt.

GIVING WARNING OF POLICE TRAPS.
(a) Can the police summon a person for giving warning 

audibly of a police trap to passing motorists? If so. under 
what charge? (5) Can they summon a person for sprink
ling confetti, hanging up a notice, or warning by any 
other means, apart from disfiguring property?

(a) There does not seem to be anv offence against th ’ law 
in warning drivers to go slowly, as this is simply suggesting 
to them that they should comply with the law. Of course, 
nothing must be done that would in any way amount to a 
breach of the peace or an obstruction on the highway. The 
above remarks would not apply to a case where it was 
arranged that a driver should go at an excessive speed sub
ject to receiving warnings to slow down, as the person giving 
the warning would in that case be guilty of aiding and 
abetting in the commission of the misdemeanour (6) Sum
monses could doubtless be issued for these offences, but the 
matter would depend to a large extent upon local byelaws, 
and of course reasonable magistrates would dismiss any 
summons which appeared to have been taken out frivolously 
for a trivial or technical offence.

PAPER NUMBERS ON CARS.
I should like to call your attention to the fact that Mr. H. 

Thackthwaite was fined, at Marlborough Street Police 
Court on Saturday last, £2 and costs for using paper 
numbers on his car. Mr. Thackthwaite, -who is a dealer, 
was giving a trial run to a customer ' 1 Hyde Park, and 
had paper numbers fixed to his car. ft was stopped by 
the police, and a summons follower. When the case 
came up the magistrate was not s ire whether he could 
convict or not, as the Act states that the numbers must 
be painted on or otherwise, and I am of opinion the 
paper numbers come under the latter heading. After 
some discussion the defendant was fined £2 and costs, 
and had his license endorsed. Can you inform me 
whether the defendant was fined wrongly or not, as this 
is rather an important case, as there are numerous firms 
who use paper numbers on new cars so as to preserve 
the finish? The only reason for the fine being made was 
the fact that it might rain while the car was out, and 
the numbers would then be washed off.—A. R. D.

It certainly appears to us that makers are quite within the 
provisions of the Act by the use of numbers cut out of white 
paper to the dimensions given, and fixed to the car by any 
suitable means so long as the letters show in distinct con
trast to the colour of the body or part to -which they are 
affixed. The regulations state that “ Designs painted or 
otherwise shown upon the motor car may, if it is desired, 
be used instead of plates, and any reference to such designs, 
and anj reference to the fixing of plates, to include a refer
ence to the -painting or other delineation of the designs." 
Therefore, so long as the numbers remain fixed to the car, and 
are legible, there does not appear to be any contravention 
of the Act, but, of course, when the numbers have been washed 
off, then an offence is committed.

REGISTRATION ON CHANGE OF OWNERSHIP.
Supplementing the reply which was given to “ C.N.P.” 

last week (p. 797), it should be stated that on payment of 
another registration fee of £1 an owner who is selling his car 
may have the number of his old car cancelled and request the 
registering authority to allot the number to his new car. 
Two correspondents also write pointing out that this course 
is onen. One of these (Mr. W. H. Thompson) adds that if 
“C.N.P." has not decided what car to get next let him 
register his present car again in some other county and sell 
it under the new number. Then when he gets the new car 
he can point out that the old one has been “ registered with 
another registering authority,” and request that the number 
of the old car be cancelled and transferred to his new car. 
The other correspondent, “F.N. 25,” writes: “Last week, 
thanks to an advertisement in your columns, I succeeded in 
selling my 15 h.p. 1904 Darracq. I then wrote to the clerk 
of the council where I had got the number. FN 25, in March for 
that Darracq, requesting him to cancel that registration; 
also pointing out that under the regulations the council is 
empowered to allot any cancelled number to any other car—of 
course for a new fee of £1. and I requested the clerk to obtain 
for me the registration of my new 16 h p. Rochet-Schneider 
under the number FN 25. I have to-day obtained my certified 
copy of this registration, so that I am still FN 25.”

■le Brooke mo tor’launch “Baby.’’ She is 25ft. long and ’isfengined 
with a 14 h.p. three-cylinder Brooke motor, with which she accomplished a 
speed ol twelve knots perllhour



The Autocar. June i8th, 1904. 833

IMPROVEMENTS IN
Dissolved Acetylene Suggested.

M. L. Baudry de Saunier describes in La Vie 
Automobile an improvement which might be introduced 
in the method of producing or storing acetylene gas 
for use in automobile lamps in a manner which is so 
fascinating that one yearns for its immediate popular
isation. He remarks, in opening, that the handling 
of carbide of calcium is not one of the most desirable 
operations which has to be performed in connection 
with a car; also, that the generation of acetylene gas 
on board an automobile is a nasally repugnant process, 
and one that could be most desirably dispensed with. 
Then M. de Saunier goes on to suggest a means by 
which the nauseous fumes from the generator might be 
dispensed with, and acetylene gas for use with auto
mobile lamps stored easily, economically, and safely, 

The gas container complete with pressure gauge and controlling key. 'T "

and for any length of time upon the car. He points 
out that carbide of calcium costs eighty centimes (say 
8d.) per kilogramme = 2.2 lbs., and that owing to 
wastage by damp, in storing, and use, quite one-half 
of the quantity purchased is wasted. The enemy of 
illumination by acetylene gas is the generator.

It would appear simple to compress acetylene gas 
within a steel shell or bottle in a liquid state, for it 
liquefies at a pressure of twenty-eight atmospheres per 
square centimetre at i5°C., and to1 lead the gas thence 
to the lamp burner. But it would be impossible to 
use the gas delivered at the burner at such a pressure. 
Then there is the fact that in the steel flask of liquefied 
gas you would be carrying an explosive shell upon your 
car, which the slightest shock would explode. And 
again, the police might have something to say anent 
its porterage. Therefore, to obtain the previously 
much-desired consummation—to wit, the safe carriage 
of acetylene gas and the downfall of the generator—it 
is necessary that some safe means of storing the gas 
should be discovered, together with the installation of 
a small apparatus by which the pressure of the vapor
ised gas can be reduced sufficiently to allow it to pass 
to the burner.

The Method of Storage.
In 1896, MM. Claude and Hess, two French 

engineers, discovered, says M. de Saunier, the means 
of dissolving, or rather causing certain substances to 
absorb, acetylene gas, in a manner similar to that in 
which carbonic acid gas is contained in ordinary soda 
water, and selected from amongst such absorbents a 

ACETYLENE LAMPS.
material which permitted them to- produce acetone. 
Acetone is an empyreumatic substance obtained by 
the distillation of acetone of lime, which boils at 
56° C., is consequently very volatile, and has the pro
perty of dissolving celluloid and gun-cotton. Acetone 
will take up twenty-four times its own volume of acety
lene gas at a temperature of I5°C., and the result is 
quite free from any tendency to explode even at high 
pressures. It remains quite free from danger from 
this source up to a pressure of twenty atmospheres per 
square centimetre.

Acetone is, however, not stored in the metallic flask 
in a liquid state. It is taken up by some porous 
material exactly as petrol is taken up by the sponge 
in the Pigeon lamps. It is in this porous material that 
the acetone is stored by pressure, and which takes it 
up in quantities which increase with the pressure 
employed. The mass is quite free from any tendency 
to explode under any pressures or shocks to' which it 
is ever likely to- be submitted in ordinary usage. The 
law will allow it to be stored and handled in this form.
The pressure employed in causing the porous material 
to- take up its charge of liquid acetone never exceeds 
ten kilogrammes per square centimetre, and the flasks
are tested to six times that pressure. The quantity of 
acetone which can be charged into the metallic flasks 
containing the above-mentioned porous material at a 
pressure of about ten kilogrammes is equal to about 
a hundred times their volume of gas, so that they will 
contain ten times more than 
under pressure accord
ing to Mariotte’s law. 
Briefly, one litre of capa
city of the flask will con
tain one hundred litres of 
acetylene, so- that one litre 
= one and threequarter 
pints of the absorbed 
acetylene, will give 133.3 
candle hours by jet, and 
266.6 candle hours by in
candescent burner. The 
capacity of each flask is 
about three and a half 
litres. Therefore, they 
will store 350 litres of 
acetylene gas at normal 
pressure, and as an ordin
ary acetylene lamp burner 
consumes from twenty to 

if they were simply charged

A sectional elevation of the gas 
container.

C, porous material
E, union joint.
M, pressure reducer and gauge.
R, outlet control tap
S, gas supply to burner.

twenty-five litres of gas per 
hour, a supply is carried 
sufficient for one lamp for 
fifteen hours, or seven and 
a half hours for two 
lamps. Moreover, the con
sumption of gas at the burner can be varied at will, 
and when the car is standing still, and a bright light 
is unnecessary, the flame can be turned down as low 
as desired, just as with an ordinary coal-gas burner. 
Acetylene gas so absorbently stored does not deteriorate 
in illuminating power or waste. It will be just as good 
after being kept for twelve months as the day it is put 
into the flask.

Lamps in Use.
The installation for an automobile, therefore, consists 

of a metallic flask containing 350 litres of the absorbed 
acetylene gas, which is carried in a box. A pressure
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reducer, capable of reducing the pressure of the liber
ated gas to the weight of a column of water of twenty 
centimetres before it passes to the burner, and an 
apparatus so constructed that by the travel of 
a needle over a dial the automobilist may mark the 
expenditure of his gas, and know to a nicety how many 
more hours of light his flask still contains. By these 
means you have a constant feed pressure at your burner, 
no necessity to carry or bother about water, no choking 
of burners, and very little smell, such odour as is 
detected being akin to that of a faint smell of ether.

The only present objection to such an installation 

is the price demanded, which must be laid at the door 
of the present owners of MM. Claude and Hess’s 
patents, but these patents have only a year or so more 
to run. Such an installation at the present time would 
cost about bn for a car, but in considering this figure 
it must be borne in mind that a good generator, which 
costs at least ^4, is dispensed with. And then there 
is the economy in carbide. The whole arrangement 
suggests so1 great an improvement over the messy, 
wasteful, nauseous method at present in vogue, that 
we should all welcome its cheapening and popularisa
tion with pleasure.

OCCASIONAL GOSSIP. By the Autocrat.

Recently when expressing my opinion that the 
Society of Motor Manufacturers had done the right 
thing in selecting Olympia for their next exhibition, I 
also wrote that I wondered what would be done with 
regard to the exhibitors who had already lodged 
deposits with the Crystal Palace people. I have since 
found out that this point has not been overlooked by 
the society. They have obtained counsel’s opinion, 
which is to the effect that those deposits cannot be 
retained, as they were undoubtedly paid for space at 
the official exhibition of the Society of Motor Manu
facturers. Of course, I express no opinion on the 
legal position; my point is merely to show that the 
question I raised had not been overlooked by the 
Olympians. I hear, by the way, that the demand for 
space is quite brisk, and that all available space will 
soon be filled. Not only so, but the change to Olympia 
has brought a number of new members into the 
society who would not belong to it while it was asso
ciated with the Palace Show, while even those who 
disapprove of the change have not retired from 
membership.

x x x x
It seems to be pretty generally acknowledged that 

the task of the designer of cars for people of strictly 
limited income would be less difficult if purchasers 
would be content with a little car which did not look 
like a big one. It is very strange that so many, when 
they contemplate a voiturette, should insist that in 
outline it should be a sort of Mercedes Minor or petit 
Panhard. I can speak feelingly in this matter, as I 
must confess I have the same weakness myself. I 
would not look at a voiturette, however good it might 
be, if it was not in main outline similar to the conven
tional car. How is it ? If I bought a pony and cart I 
should not expect it to look like a landau and a pair of 
horses, and yet I might just as reasonably do so. I 
can only conclude I am foolish, and that I am not 
alone in my folly.

x x x x
Why will not some man, greatly daring, try front wheel 

brakes ? Everyone tells me when I mention the sub
ject that it is a preposterous suggestion, and would 
make side-slip ten times worse, but nobody seems able 
to bring forward any evidence to prove the statement, 
though some who regard the suggestion as little short 
of madness have lectured me learnedly, and have shown 
me some marvellous lines and circles on paper to prove 
that the application of a front wheel brake in grease 
would be only one shade better than committing 
hari-kari. Now it seems to me in my crass ignorance 
that the experiment is worth trying. When we put 
on the back brake, if the road is at all greasy, the 
back of the car, instead of stopping or slackening 

obediently, appears to make a violent spring forwards 
and sideways as if trying to overtake the front wheels, 
and, although every engineer is able to offer a satis
factory explanation of this behaviour, I am by no 
means certain that such behaviour, if not the explana
tion of it, would not be modified to a- very considerable 
extent if a front brake were simultaneously applied. 
I have made one or two experiments in a small way 
on the only type of machine available with front brakes 
—a forecar fixed to a motor bicycle—and I must say 
that my theory has been substantiated. I found if I 
applied the back brake by itself that the machine 
slipped badly, but that if I applied both it could be 
pulled up without any serious deviation from the line 
of progress. I know there are certain constructional 
difficulties in the way, but they are not serious, and 
could be quite easily overcome. Has anyone tried 
front brakes on a car?

x x x x
I am always wanting to know things. The latest 

thing I want to know is, has anyone tried paraffin in
stead of water as a cooling liquid ? I am told that the 
boiling-point is 3120 Fahr, and the vaporising point 
1500 Fahr. I do not know what the freezing-point is, 
but I know it is very much lower than that of water, 
as paraffin is stored in tanks out of doors without any 
attempt at protecting it, and the cold left to do its 
worst. That is to say, apparently paraffin is almost on 
a level with petrol, and will never freeze in any tem
peratures which need be feared in this country. It will 
be noted that the boiling-point is very much higher 
than that of water, which boils at 2120 Fahr., but 1 
have given the vaporising point, as I suppose at that 
temperature paraffin begins to vaporise, though it may 
not be boiling, and if 150° Fahr, were nearly 
approached waste by evaporation would commence. 
Now, plenty of modern cars with ample cooling sur
faces and a combination of pump and fan never get 
their water near boiling-point, and one may drive for 
days without appreciable loss of water in summer time. 
In winter time, owing to the lower temperatures prevail
ing. the water keeps even cooler, and as a substitute 
for water is only required in winter time it seems to me 
that the matter is worth consideration. I make the 
suggestion in all humility, as I am quite expecting to be 
told there is a fatal objection to it. It would, of course, 
be necessary to substitute metallic connections between 
the radiator and the jackets in place of the almost 
universally used rubber connections, but as flexible 
metallic tubing is easily obtainable there is no objection 
to that. Corrosion would be overcome, though I 
daresay there might be some deposit from the hot 
paraffin which might be even more objectionable; this 
I do not profess to know.
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THE LADIES’ AUTOMOBILE CLUB.

Photographs by
The first meet of the Ladies’ A.C. cars at Carlton House Terrace.

Campbell & Grey.

Carlton House Terrace on Thursday last week was 
the scene of one of the prettiest motor meets that have 
ever yet taken place. The rendezvous—a quiet spot in 
a busy part of a busy city—could not have been better 
chosen. Situated just below Waterloo Place, it was 
easily accessible from all parts of town, and made a 
capital starting-place. At 3 p.m. the first few cars 
arrived, and drew up in the large open space. The 
weather, which had been cold in the morning, now grew 
warmer, and though dull the sun tried to beam benignly 
through the clouds on the pretty scene. By 3.15 all 
the participants had arrived, and though the general 
public were kept on the pavement by the police a goodly 
number of friends and relatives of those present 
wandered in and out amongst the cars. No unsightly 
goggles nor hideous masks marred the beauty of 
London’s fairest daughters; bright dresses and pretty 
hats were the order of the day. The cars, too, emulated 
their gentle occupants in smartness, their brasswork 
shimmering in the afternoon light, and their paintwork 
was spotless as a drawing-room mirror. Several of the 

cars stood conspicuously out from the rest. Mrs. Man
ville’s 28 h.p. Daimler was tastefully decorated with 
tiger lilies tied with yellow ribbon, the colour going well’ 
with the natural wood of the body. The Hon. Mrs. 
Tatton Egerton rode in a 60 h.p. Panhard which 
snorted with fury when brought to a standstill. Lady 
Viola Talbot was driving a 16 h.p. cream-coloured 
Talbot, which evoked universal admiration. As a proof 
that members of the Ladies’ A.C. are not merely 
passive riders in motor cars, we may mention that the 
following ladies, among others, held the steering wheels 
on this occasion: Mrs. Manville, the Duchess of 
Sutherland, Mrs. Edmunds, and Mrs. S. F. Edge. As 
soon as each car arrived it was placed in position by the 
police, and by the time all had put in an appearance the 
result was a most effective group. Punctually at 3.30 
Lady Sutherland moved off, closely followed by the 
others, en route for Ranelagh, vid Pall Mall, Birdcage 
Walk. Constitution Hill, and then through Hyde Park 
for their destination. As they passed Buckingham 
Palace, their Majesties the King and Queen came to the

Mrs. Henry Edmunds’s new io h.p. Panhard. The fair owner is 
one of the pioneers of motoring for ladies. Miss Kate d’Esterre Hughes, hon. secretary'of the Ladies' Automobile Club.



The Autocar. June i8th, 1904.

windows to watch the pretty spectacle. The only 
mishap which occurred during the ride was that one 
of the cars ran into the one preceding it, with the result 
that a mudguard was slightly damaged.

At Ranelagh the cars arrived in close order, and, 
continuing through the pretty winding drive past the 
clubhouse, entered the lawn and drew up in order 

facing the grandstand on the polo ground. After the 
arrival the members walked about the grounds, watched 
the polo, and then adjourned for tea, while the band 
enlivened the proceedings with music specially selected 
for the occasion. Altogether a most successful and 
pleasant afternoon was spent, and the return to town 
accomplished without any untoward occurrence.

Photographs by
The Ladies’ Automobile Club’s inaugural meet. The cars leaving Carlton House Terrace.

Campbell and, Gray, Cheap side t 
Some of the first arrivals at Ranelagh.

CLUB DOINGS.
Leicester A.C.

The longest and most attractive run of the Leicester A.C. 
took place on Saturday, when Stratford-on-Avon was visited. 
The route was through Coventry, Kenilworth, and Warwick, 
and it would have been impossible to have found a more in
teresting district in the Midlands. The leafy Warwickshire 
lanes were at their best, and the splendid avenues of trees 
which were occasionally run through offered delightful shades 

.after the glare of the exposed roads. In the afternoon an 
inspection of the town took place. Several of the party, 
however, preferred boating. The return journey was com
menced at about 6.30, and halts were made at Kenilworth 
and Warwick to enable the castles at both places to be visited. 
Another stay was made at Coventry. The run both out and 
home was devoid of any untoward incident.

Berkshire A.C.
The second summer “ meet ” arranged by the Berkshire 

Automobile Club was held on Wednesday last week at Been- 
ham Grange, near Aldermaston, the residence of Lieut.-Colonel 
W. Waring, honorary secretary of the club. The afternoon 
was pleasantly spent in the pretty gardens and grounds and 
in a run up to Beenham House, the residence of Mr. Henry 
Waring, who conducted the visitors over his famous stables 
to inspect his fine stud of thoroughbred yearlings. Returning 
to the Grange, the visitors were entertained with afternoon tea 
by Colonel and Mrs. Waring, and soon after the gathering 
dispersed.

East Surrey A.C.
The opening run of the season of the above club was held 

on Saturday, June 4th. The members were invited to lunch 
at Blackstone, Red Hill, the residence of Mr. J. B. Purchase, 
and about fifty members and friends availed themselves of 
the invitation. By various routes Timberham, Charlwood, 
the residence of Mr. F. E. Charles, was visited for tea. After 
spending a very pleasant afternoon the members left for their 
respective destinations.

Reading A.C. Hill-climb.
The Reading Automobile Club held its hill-climbing con

test at Sulham Hill on Saturday, June 4th. Many members 
and their friends attended, the weather being very fine. The 
event was run under a sealed handicap, each car making four 
ascents of the hill, which measures over 600 yards, and con
tains a gradient near the summit of nearly 1 in 6. In the car 
section victory fell to Mr. A. H. East, with his 16 h.p. 
Argyll. The timekeeping was excellently carried out by 
Messrs. Botley and Lewis.

Derby and District A.C.
On Saturday last, at the kind invitation of Mr. Francis 

Bolton, one of the vice-presidents, the members of the above 
dub paid a visit to Moor Court, Oakamoor. Mr. Bolton, in 
view of the somewhat intricate turnings which prevail near 
Moor Court, had arranged “ scouts,” in the form of children, 
armed with green flags, who, at uncertain corners, directed

Photograph by Surrey Photographic Co., Reigate.
The East Surrey A.C., who visited Red Hill and Charlwood on Saturday, June 4th.
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the motorists by pointing out the way to be taken. At 
Moor Court the cars were arranged in a meadow adijoining the 
house, where they made a most imposing line, over twenty 
vehicles 'being present. After tea the whole party mustered 
for the inevitable photograph. A hearty vote of thanks to Mr. 
Bolton for his hospitality was then passed, and after he had 
responded the company slowly and almost reluctantly dispersed.

Northern Clubs Meet at Buxton.
There were quite a hundred) cars present at this annual event 

on Saturday last, and every car was well filled, especially 
in the case of those coming long distances, over three hundred 
persons taking part in the meet, and quite two hundred 
sitting down to the dinner. The clubs 
participating were the Manchester, 
Sheffield, Yorkshire, N.E. Lancashire, 
Lincolnshire, and Notts, and each was 
well represented, though most came 
from the Manchester club, which had 
taken the initiative, and whose secre
tary, Mr. Hoyle Smith, had made ex
cellent arrangements for the comfort 
of those present.

The cars—a representative collec
tion—ranged from a 4^ h.p. De Dion 
to four 60 h.p. Mercedes. One of 
these, driven by Mr. Dodson, which 
only arrived in England on Thursday, 
has the half compression device, 
actuated by a pull-out lever under the 
radiator near the starting handle, and 
this operating a ratchet acting on a 
worm gear lifts the exhaust. The 
new plunger or piston arrangement 
for the throttle is also fitted, and we 
were assured that the car had been 
driven 123 miles on five and a half 
gallons of spirit. A new 8| h.p. 
Humber with side doors to tonneau 
and finished that morning was driven 
from the works to Buxton.

Mr. F. Smith, president of the 
Manchester club, presided at the 
dinner, and after proposing the loyal toasts, gave “Automo- 
bilism.” Mr. Rees Jeffreys (A.C.G.B. and I), in responding, 
mentioned the value of the Motor Union as exemplified in the 
hearing of the evidence on Wednesday and Thursday at 
Beverley and Todmorden in respect to the request for speed 
limits there. He said that the co-operation of the provincial 
clubs, and particularly the evidence provided by the Man
chester, Yorkshire, Halifax, and Burnley clubs, had shown 
the Local Government Board that the councils had been rather 
too hasty in making application. Mr. J. A. Cole, chairman 
of the Lincolnshire Club, said that the clubs would have justi
fied their existence if they could abate the dust nuisance. Mr. 
Cawood (Sheffield) expressed! his belief that the dust problem 
would never be settled until tar macadam was generally used. 
Mr. E. H. Hebber (Yorkshire) said the surface of the roads 
also required special attention, at least in his district. Mr. 
G. H. Kirk spoke for the Notts Club. Some of the members 
remained over Sunday, and visited many beauty spots in the 
district.

Stockton and District A.C.
The first run of this newly-formed club was held on Thurs

day last week. Several members were unable to take part in 
the outing, but about a dozen cars met at the Hardwick Arms, 
Sedgefield. At the business meeting after tea a vote of sym
pathy was passed with Mr. Leonard Ropner, who recently met

with an accident. Mr. E. Watson consented to act as honorary 
solicitor to the club. The return journey was made about 8.30.

Nottingham A.C.
The Foster challenge cup for the hundred miles non-stop 

run will be competed for on Thursday, June 23rd, by the 
members of the Nottingham A.C. The course is from Notting
ham to Kettering and back, vid Melton and Oundle. On the 
way the cars will be timed up Rockingham Hill from a flying 
start, and in case of a tie the performance on the hill will 
count. Every member has to drive his own car, unless 
habitually employing a driver. This is to prevent cars being 
imported for the occasion. Mr. C. Kiralfy offers a prize for 
appearance in connection with the event.

Some of the cars at the Buxton meet, Saturday, June nth.

CLUB FIXTURES.
June 18.—Hertfordshire A.C. hill-climb.

., 18.—Lincs, and Manchester A.C.’s run to Buxton.
„ 18.—Scottish A.C. (W. Section) picnic, Turnberry.
,, 18.—Sheffield A.C. hill-climb, Padley Wood Hill.
,, 18.—Gloucestershire A.C. run to Tintern and Chepstow 

to meet South Wales and Herefordshire A.C.’s.
,, 18.—Southern M.C. garden party, Glyn Arms, Ewell.
,, 18.—Wolverhampton and District A.C. impromptu run.
,, 18.—N.E. Lancashire A.C. run to Slaidburn.
,, 19.—Southern M.C. run to Brighton.
,, 21.—Herefordshire A.C. hill-climb.
., 23.—Lincs. A.C. run to Donington Park House.
,, 25.—Southern M.C. run to Chertsey.
,, 25.--West Surrey A.C. run to Chiddingfold.
,, 25—Berks A.C.'meet at Ockwells Manor, Maidenhead.
.. 25.—Gloucestershire A.C. meet Oxfordshire A.C. at 

Burford.
,, 25 —Eastern Counties A.C. run to Manningtree and 

Clacton-on-Sea.
,, 25.—Wolverhampton A.C. run to Buildwas, return vid 

Wellington.
,, 25.—Herts. A.C. run to Hoddesdon.
,, 26.—Southern M.C. run to Pulborough.

Stockton and District A.C. at Sedgefield on Thursday, June pth
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ROAD REPORTS. POLICE TRAPS.
We shall be glad to receive reports from correspondents under this 

heading as to the condition of the roads—good and bad—in various 
harts of the country.

Westrumite is being laid on several roadways in Cardiff.
The Glamorgan County Council have decided to erect on 

the highways a number of what they term “ symbols for 
motorists ”—in other words, warning posts.

In the peninsula of Gower, South Wales, one of the most 
charming districts in the kingdom, steps are being taken to 
materially improve the roads so as to make them more 
suitable for motor cars.

Photograph by
A GOOD BRAKE 

of Snowdon.

Rowlands, Llandudno.
TEST.—Mr. Letts on his way down from the summit 
The Oldsmobile successfully completed the descent.

“THE AUTOCAR” COLONIAL AND FOREIGN EDITION.
In addition to the usual edition of “The Autocar,” a 

SPECIAL THIN EDITION IS PUBLISHED EACH WEEK FOR CIRCULATION 
abroad. The English and Foreign Rates will be found 
below. Orders with remittance should be addressed “The 
Autocar,’’ Coventry.
The Autocar can be obtained abroad from the following :

Australia: Phillips, Ormonde, and Co., 533, Collins Street, Melbourne.
Nice: Levant & Chevalier, 50, Quai St. Jean Baptiste.
United States : The International News Agency, New York,
Paris: Neal’s English Library, 248, Rue Rivoli
Melbourne, Victoria,
Sydney, N.S.W.,
Brisbane, Queensland.
Perth, W.A.,
Wellington, N.Z.,
Christchurch, N.Z.,

- Capetown, S. Africa,
Durban, Natal, S. Africa.

Messrs. Gordon and Gotch.

Now that fine weather has come and the roads are again in first-class 
condition, automobilists will be well advised to be on the alert for 
the detection of police traps. We shall be pleased to receive early 
intimation as to the exact locality of such traps as may be noticed by 
our readers, s) that we may give timely warning of their existence.

A correspondent wrrites: “ I noticed last week that the police 
round Newton, St. Gyres, andi Crediton (Devon) are very much 
on the alert for fast driving. I would advise all motorists to 
be on the look out for plain clothes police between these two 
places.”

There are two measured stretches along the Portsmouth 
road on the Kingston side of the reservoirs where the police 
are timing motorists. The charges preferred against those 
who are caught are for driving to the public danger; not for 
exceeding the legal speed limit.

A correspondent advises us of the existence of a trap on 
the road down Bucklow Hill, near Sale. This trap, he adds, 
is always there, although its exact position is sometimes 
varied by placing it a few yards higher up or lower down the 
hill. That being so, care should be exercised between the 
top of Bucklow Hill and Newbridge Hollow.

New Patents.
This department is conducted by Mr. G. Douglas Leechman, consulting 

engineer and registered patent agent, 18, Hertford Street, Coventry, 
32, York Street, Dublin; and 9, Exchange Chambers, New Street, 
Birmingham ; from whom any further information respecting patents 
designs, and trade marks may be obtained.

The- following specifications were printed and published on 
the 9th June, 1904. All notices of opposition to the grant 
of patents on the several applications should be filed by the 
26th July, 1904.

1903.
3,663.—-H. N. Bickerton, H. W. Bradley, and D. Clerk. 

Internal combustion motors.
10,859.—A. Nicholson. Carburetter with automatic air

intake.
11,494.—G. Lyons. Sidecar attachment for motor bicycle. 
12,800.—J. D. Roots. Hydraulic transmission gear for cars. 
13,430.—Humber, Ltd., and H. E. Earl. Motor cycle fric

tion clutch.
15,095. -J. W. Raby, E. Clarke, and C. Cluley. Ratchet

operating levers for use on motor cycles.
15,496.—E.. T. H., and L. Gardner. Governing system for 

motors.
16,220.—J. Y. Johnson (Cail). Variable cut-off gear for the 

inlet valves of internal combustion motors.
16,993. -L. Renault. Attachment of steering pivots to 

tubular axles.
23,404.—S. Butler. Studs for attaching to tyres to prevent 

side-slip.
“THE AUTOCAR” SUBSCRIPTION RATES.

British Isles, I6s..;3Foreign, 22s. 8d. per annum.

Photograph by Argent Archer, Kensington, W.
The above car is the product of Dobelli, of Rome, and has an enormous engine developing 180 h.p. The cylinders are 8Jin. bore by 8^in. stroke, 

and have mechanically-operated inlet valves. The inlet and exhaust pipes are 4m. in diameter, and the valves themselves are 4^'n. across. ’Two 
-systems of ignition are fitted, and the machine has five speeds forward. The motor mechanism is enclosed within a bonnet 5ft. 6in. long. This' , 
. mechanical prodigy is in the hands of Messrs. Friswell for sale.
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