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Notes.

Non-stop Runs.

Judging by the way the vear has opened, there is at
least a possibility of long drives taken to demonstrate
the refiability of a car heing overdone. It 15 a very
fine performance indeed o run four hundred or more
miles without a single stop: bul, good as it s, four
hundred miles 1 only a small itearin the life of a car,
anvl we think it is quite undesirable that too many
feats of this kind should be attempted.  As there wili
be the Seottish Automoebile Club's non-stop run {rom
Glasgow to London in Mav, we should advise anv whao
contemplate making a long non-stop run to reserve
their encrgics for this occasion.  In this trial a stop is
compulsory at approximately half distance, and it is
better that it should be so. for no good purpose is
served by driving on for ten honrs or so after a good
thing has heen overdone and when nature craves for
rest :-md change.  Two runs of two hundred miles each
without a stop are, so far as the evervday iser is con

cerned, as good as four hundred miles without a stop.
Luckily, no car other than a thoroughly good one has
hitherto accomplished the run from London to Glasgow
or Edinburgh, or viee versa, without a stop; but it is
quite conceivable that the feat might be performed hy
a comparativelv poor velicle, the real difference
between the good and the lndifferent car not beiug
apparent.  ‘That is to sav, a good machie would he
none the worse {or the run, but a poor oue would have
appreciably  shortened the period of its existence,
though by dint of specialiv carcful preparation before-
hand and goad driving throughout, it might have been
run [rmn (.1|)l(<.l| L f.:L[)llrll withour a single stop.

The Cost of Repairs.

A matter to which those British makers who have
not directed special attention should give very careful
thought 15 the question of repairs.  TUwauld be expected
that this work woulil be less costly in the case of
@ car of home origin than when the complete car was
macle abroad; and vet this is by po means alwayvs the
case.  This avises from a variety of causes. Amaong
themn mav he mentioned the fact that where a car is
home-made the owner nearly alwavs sends it to the
works [or repair. and, it must be confessed, from the
reports which we recetve from owners that in some
factortes 1t would appear the repair department is not
so well organised as it should be.  On the other hand.
if the car is made abroad. it 1s, in case of any important
work beinyg required. usually sent to the British agent,
wha 1o many cases has arranged special facilities for
prampt and reasonable repair. He feels that he must
do this if heis to compete with the home manufacturer.
It often happens. therefore, that his repairs are not
only more carefully carried out than those of the home
maker, but that the prices charged are much more
reasonable.  Of course. it may be urged that many
users treat theiv cars most unfairly, and are astounded
at the bigh cost of the repairs which have been entailed
entirelv through their own violent usage aud shame-
ful negiect. This is perfectly true, and it applies to
British and foreign cars equally.  The point we wish
to emphasise is this, that so far as the home manu-
facturer is coucerned he has everithing in his favour
when it comes to the renewal and repair of a car. and
he should never compare unfavourably with a foreign
manufacturer in this respect. However, he sometimes
does sa, and as this is the case, it is a matter to which
he would be well advised to direct his attention.  In
doing this he wil) not onlv benefit himself but relieve
many private owners of a good deal of annovance and
delay. caused in the past merely by the fact that his
repairs department s not svstematically  organised.
Nat anlv sa, but the spread of automobilism will be
hastened on. as there s no doubt whatever that many
would-be purchasers are deterred from buving cars quife
as mueh by what thev heae of the running expense
entailed bv the cost of mamtenance as by the first cost
of the car welf.  Many are willing enough to make
the initial autlayv, but thev dn not care to contemplate
the high charges for renewals or repairs.
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THE GORDON-BENNETT ELIMINATING TRIAL,
VIEWS ON THE PROPOSED ISLE OF MAN COURSE.

A sharp turn at the bottom ol Raldrine Hill. The curves and gradients which the proposed Isle of Man course for the eliminating trials
for the Gordan-Bennelt cup conlain are well depicted in the photograpbs here reproduced, and show the caurse ta be an excellent one for the
purpose of such a triai. Other views of the course are given in this issve,

A curve in the road at the Dhoon Hotel.
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USEFUL HINTS AND TIPS.

How to Teat Compression.

‘The testing of the compression is ¢ somewhat dithicult
operation to obtain satisfactory results, as so many
elements enter nto the conditions. These we will
touch on after describing how compression may be
tested. The piston should be freed in the cylinder by
injecting a small quantity of petrol, or for this purpose
paraflin is possibly much superior, on account of its
having some lubricating properties, as well as being a
cieansing medium. ‘The starting handle should be put
uity engagement, and should be revo)ved until resist-
ance is felt on one upward stroke only. It is by
the amount of resistance which is felt on the siarting
handle that the amount of compression in the engine
may be judged. 1n order 1o obtain a correct idea of
the amount of compression there i1s in the cylinder, a
slow steady puil should be given to the starting handle
—-not a sharp quick jerk such as is necessary in the
starting operation.  In order to free the vaives and 1o
get the engine as nearly as possible into 1ts free working
condition, two or three sharp revolutions by means of
the starting handle may be given to the engine, afier
which the compression stroke should be felt, and then
a long steady pull on the handle taken, from which to
judge the amount of compression. [n doing this, the
operator can steady himself by placing the lett hand on
the front part of the dumb iron, while with the right
hand he grasps the starting handle. Lhe amount of
compression in the cylinder is judged by the length of
time occupied 1 overcoming the resistance. Inciden-
tally, the power of the operator is & factor which also
enters into one's judgment. For a two, three, or four-
cylinder engine, it is necessary that each cylinder
should be tested independently. This is more easily
done by inserting between the valve-lifter and the valve
stem on the exhaust side two copper coins, which will
give a suflicient lift to the valve to prevent any resist-
ance from those cylinders which are not being tested
beyond the normal frictional resistance. By this means
each cylinder may be tested separately.

Another Method of Testing.

Another method is to remove the sparking piugs.
This may possibly in many instances be a more simple
operation than that previously described. We said
before that many conditions entered into the judgment
of the amount of compression, as usually tested, so
that one might easily misjudge the length of time which
elapses between the compression being felt and its
release by depending merely on the physical strength
of the operator. The latter is a very essential point.
For what to a moderately muscled man may seem a
high compression would to a man in good training be
a mere nothing. So that, altogether, the testing of
compression by these methods is at best very un-
satisfactory.

Correct Testing.

The only satistactory method of ascertaining the
correct compression in the cylinder is to have an
adapter made to fit into the sparking plug orifice,
this attachment carrying a small pressure gauge such as
1s used for tyre inflation, the dial of which 1s marked
up to 100 Ibs. per square inch. This should be suffi-
cientiy high for most engines. The gauge itself should
be screwed into the adapter, so that the extra amount
of compression space obtained by the use of the device
may be as little as possible. Tt only now remains for
the gauge to be screwed into the cylinder, and then for

the operator to watch the highest point 1o which the
mdex registers, in order 10 obtain the exact amount of
compression of the particular cylinder under test. This
figure, of course, will not correctly indicate the amount
of compression which will be present when the
engine is actually working. In this case, it will be
higher than that indicated.  Incidentally, we mav
mention that suction may also be tested in a similar
manner by the fitting of a gauge, the dial of which i
marked below zero, and uot above as with the compres-
sion indicator. No hard and fast line can be piven as
to the amount of compression which should be regis.
tered, for this varies with many engines according to
the speed at which they run, and the diameters of their
flywheels to a certain extent. The average compression,
however, is about 75 Ibs. (o the square inch. The most
satistactory and practical way of finding out the con-
dition of one’s engine is to test the compression when
the engine is in good going order, and to make a record
of the compression and suction (if tested), and to use
these as standards of comparison when the engine is
out of order and needs attention, in the manver already
indicated.  Measures must then be taken, previously
described, to restore the engine to its normal condition
of working.

Grtodtog-in and Rescating the Valves,

In order to re-establish the compression when the
valves are found 10 be defective, these should be re-
scated by grinding with the aid of oil and flour emery.
Great care should be exercised in carrying out this
operation. At various times we have seen advice given
lo make a paste of Hour emery and oil, to place this on
the angular face of the valve, and then, replacing the
valve stern in its guide, to commence grinding opera
tions.  Now, this treatment is altogether too severe,
uniess it be resorted to when a valve is in such a bad
condition as almost to necessitate its being refaced in
the lathe. A preferable manner is to lubricale the
face of the valve, and then, dipping an oily finger into
the flour emery, transfer as much of the abrasive
material as adheres to the finger to the face of the
valve,  This provides quite sufficient emery to com-
mence operations with.  The valve should be turned
on its seat—Dby the use of a screwdriver or a special
tool provided by the makers—either with a circular or
half-circular motion, light pressure being brought to
bear upon it at the same time. At frequent intervals
the valve should be lifted from its seat to prevent any
hard particles which may possibly be in the emery
causing rings to be cut on the face of the valve and its
seat. It will always be found after lifting the valve
that a new cut is on the emery, and this will gradually
wear away until it appears to have lost its cutting edge.
hut the lifting of the valve will again prove that this is
not the case. During the whole of the grinding-n
operations, plenty of oil should be used, and when the
condition of the valve face and its seat is perfect {this
being indicated by a bright and equal surface extend-
ing over the whole face of the valve) the seat of the
valve itself should be well washed with petrol, great
care being taken that no particles of emery are washed
into the cylinder. If this should happen, it is very
possible that the piston and the cylinder will become
badly cut by such emery, and the foundation will be laid
of a lot of trouble, and there will be a permanent loss
of power through bad compression.

(1o be continued )
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THE 1904 GARDNER-SERPOLLET CARS,

Year by vear M. Serpollet introduces improvements
into his steam cars. and this year, wishing to keep at
the head of the list, some interesting changes have been
made in the car.

There are three special types for this vear's produc-
tion, namely, 4o h.p,, 15h.p., and g h.p.. the last of
which is the most novel. Here simplicity is the order
of the day, and M. Serpollet has set (o work to realise
it to the full extent in this small vehicle.

To carry home this idea to his customers. the g.h.p.
chassis 1s called the “Simplex,” and its chief recom-
mendations are the facility
with which it can De
driven, the simplicity of its
construction, and  the
economy in fuel recuired
to drive it All - the
mechanism, including the
motor, 15 placed in the
cenire of the chassis, and
the old mechanism for
working the pumps has
been abolished, as also
have the pump camshafts
and the levers belonging
to them. In this manner

Dy

o L,

Key plan to the Serpa‘let-Simplex
chassis.

i
|
l

A A, motar

B, steam generator

C. hand pump

D D, condenser tubes

E. water tank

F, 0il and fuel distribuler

G, water pump to generator

H, automatic lubricator

J, separator

K, driving ¢hain

M, forward and reverse lever

N, lever controlling distribution
valves

Plan of the Serpollet-Simplex car.

the continual errors and difficulties of driving the car,
and the bad results produced Iy allowing too much
fuel to e supplied to the burners with its consequent
smoke and recluction of power have disappeared, and
have been replaced by the following simple contriv-
ance which does away with all the difficulty mentioned
above.

The petroleum feed pump being abolished, it is re-
placed by a constant air pressure of half a kilo per
square centimetre, or about two and a half pounds per
square inch applied in the petroleum tank.  Before
reaching the burner the petro-
leum passes through a dis-
tributing box—which is pro-
vided with a certain number of
little holes. These little holes
can be opened or closed at
will In the driver by means of
a slide which is moved as is
necessary.  When this slide
is closed there only remains a
very small opening, and this is
the position of rest, with the
Lurner only just alight. In
the three other positions, that
i5 to say, openings I, 2, ot 3,
the petroleum s supplied at
the rate of four, eight, or
twelve litres an hour, and this
supply  of  petroleum  corre-
spomds strietly with the power
it 1s necessary to produce. In
this manner it becomes impos-
sible to waste the petroleum
and to overcharge the burner.

The pump, which, in the
old Serpollet, supplied water
to the hoiler, being done away
with, we shall see what ar-
rangements are made to re-
place it,

Alongside the distributing
chamber for the petroleum
described above, there is a
second  distributing chamber
for the water, and these two
are worked by the same lever,
and opened and closed to-
gether, so that a series of holes
determine the quantity of
water allowed to enter the
boiler, and the surface of these
holes is calculated in such a
manner that it corresponds
precisely with the quauntity of
petroleum received by the
burner. and the consequence
is that, the amount of water
vaporised and the amount of
petroleum required to vaporise
that amount of water is mathe-
matically  proportional.  both
quantities being regulated by
a single Tever undler the control
of the driver.  After having
passed through the distributer,
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the water enters the cylinders of a4 pump which has a
fixed stroke. This is always at work when the car is
in motion, and 1s mechanically driven by an eccentric
fixed on the back axle. All this pump has to do 1s
simply to deliver to the boiler the water that it receives

The Seroellet-Simplex water and fuel regulator valves.

from the disrributer, and it will thus be seen thal there
remains Jittle or nothing for the driver to do.  He
hardly requires to think, and it is almost impossible for
him to make an error, and he is not called upon to
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judge the comparative sufficiency or the insufficiency
ot his fuel and his waler.

The supply of water and petroleum which is carried
by these cars is calculated for a half day's run at the
rate of twentv-five miles per hour. The Simplex can
attain a speed on the level of thirty-eight miles per
haur. The chassis is mounted on equal wheels, with
9o mn. tyres.

I'he 40 and 15 h.p. cars are made somewhat on the
same model, but we will deal first with the 40 h.p.
This has stamped steel frame, mounted on axles, with
a width of 3ft. 6in. from wheel to wheel, and the length
of the wheclbase can be [rom 6ft. 6in. to 6ft. roin.
The steering gear is irreversible, and the system of
operaring the pumps for the proportional supply of
water and petroleum is worked by an eccentric, which
furnishes a proportional supply of water and petroleum
from zero right to the maximum by the simple moving
of one lever, which operates a Stephenson link gear.
T'he steam generator is short and wide, and thus
reduces greatly the encumbrance of the back of the
car. It is supplied with a light Lurner made of steel
with forty jets, heating a verv large surface, so that
the production of steam is very rapid. There is a light
candenser o which a raciator is attached, and which
is placed under the bounet in front of the car, and
which condenses a large amount of steam.

The 15 h.p., as previously meationed, is almost iden-
tical with the golh.p., and has the same chassis, the
same steering gear, the same width, and wheelbase.
[t has the same bonnet, but the generator and all the
parts at the back of the car are very much reduced in
size and weight. The generator and burner are made
on the same model as those of the joh.p., and both
4o h.p. and the 15 h.p. are provided with a little sup-
plementary pump, which entirely does away with the
hand pump. so disagreeable to work and so unsightly.

All lovers of steam will he pleased to see that M.
Serpollet is determined to keep on improving his system.
Each vear has marked an advance, and the simplifica-
tion of the working now accomplished is one of the
mosl important.

The 40 h.p. Serpallet-Simplex car, with a latest pattern bhody.
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AIR VALVES FOR CARBURETTERS.
THE DOYLE VALVE.

This is a valve whereby the dilution or otherwise of
the charges of explosive mixture drawn into the cylin-
ders may be regulated. It is fitted to the motors of

the Brush Co.’s cars, and, indeed, is an invention of
their motor car expert.

Mr, Doyle has been led to the

The Doyle carburetter valve.

A, valve body D, vatve cap G G?, air ports
A%, air by-pass E and F, lock-nuts for H, hand_ throttle con-
flat valve holding valve in nection

svalve chamber adjustment H? H? H3, mixture ports

design of this vaive by the conviction that the bigh
temperatures attained by portions of the incduction pipes
exert a considerable influence upon the density of the
charge induced, and consequently upon the power of
the motor. The action of this valve tends to keep the

THE COOKE

Messrs. Cooke and Wade, of Cutlers’ Hall, Shetheld,
are making a fitment for the induction pipe of anv car,
the functions of which are to act as an  air regulator,
economiser, and cooler.” It is also claimed that
this device acts as a pneumatic brake when the
car is descending steep gradients. It consists essentially
of a three-way cock, two openings of the cock being in
the line of the induction pipe and the third at nght
angles to it. Thus with the tap in its normal position
there is a clear passage through the induction pipe,
but the auxiliary opening is quite closed. When in
action, the cock gradually opens the third orifice, and
so admits pure air to the induction pipe. thus correct-
ing the mixture should this be too rich. The extreme
position of the cock shuts off the induction pipe com-
pletely, and pure air only is drawn into the cvlinders.
In the application of this device. the lever attached to
the cock is connected to the governor, which. as the
speed of the engine increases. causes the extra air
orifice to be opened, as before explained. 1n order to

temperature of the mixture low. The valve also acts
as an additional air valve, admitting air in proper pro-
portion as the speed of the engine increases. When
coasting with the engine throttled and cluteh in, the
valve can be caused to permit the passage of cold air
to the cvlinders by means of the bypasses, thus re-
lieving the engine and scavenging the cylinders. The
engine of the Brush car which ran in the thousand
miles trials was fitted with one of these valves, and
when the cylinders were dismounted for inspection the
pistons and rings were found in a remarkably clean
condition, and free from carbon deposit.

The accompanying diagram shows a Doyle vaive in
section. as fitted to the induction pipe of a 30 h.p.
Brush motor. It is connected by the hollow stem A,
upon the exterior of which a thread is turned for the
purpose. The valve itself consists of a plate valve B
contained within the cylindrical body C, and held up
against the underside of the cover D by the light spring
shown. The cover D is made with a central aperture
normally closed by the plate B. which is of equal
diameter to the inner dimension of the body C, but
has 1ts circurnferential edge serrated to allow the pas-
sage of air. The strength of the spring holding up the
valve plate B can be adjusted by rotating the body C
on the valve column A. The valve is adjusted with the
engine running, and the cap is locked in position when
the best adjustment is obtained. Tt will be seen that
with proper adjustment the valve B will open and
admit air to the induction pipes proportionately to the
engine piston speed. while when the hand throttle H is
entirely closed the suction of the pistons will still open
the valve B, and cold air will gain admittance to the
cyvlinders »ia the bypasses Al A2,

AIR VALVE,

get the best effects in hill-climbing, an accelerator pedal
action shouid be fitted in order that the engine may get
a full mixture when climibing.

Details of the Cooke air valve.

It is interesting to note that the Gordon-Bennett
Panhard cars are betng made with live axles. In this
respect they are certainly following 1902 Napier
practice, as the 1g9o2 Napier which won the Gordon-
Bennetr race was the first powerful racing car ever built
with a gear drive throughout instead of chains for the
last drive. Of course. Renault. who won the {aris-

Vienna race, had the gear drive. He was not, howeven.
in the 1.000 kilogs. or heavy category, but in the light
car class, so that the honour belongs to England of first
demonstrating that the gear drive could be satisfac-
torilv used for cars of greater weight and much higher
power and speed than had previouslv been possible.
The Hotchkiss racing car, too, will have a direct drive.
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SOME PRIVATE RELIABILITY TRIALS,

By Fred T. Jane.

[ have been carrying out some private reliability
trials with a M.M.C. car on those points which I con-
tend affect private owners driving their own cars,

The car is a two-cylinder 10 h.p. (14.8 b.h.p.)
M.M.C., 1904 “special model,” with a 2o h.p. body,
specially sirengthened frame, and a variety of minor
improvements on the 1903 10 h.p. MM.C, I allowed
four days to learn to run it, and then began my trials,
the central idea being to run the car hard daily for a
month. I attempted no lengthy non-stop runs; [ am
not lunatic enough to want to sacriice meals for the
sake of fancy records. I got the car for pleasure; so
when I felt inclined to stop, I stopped.

Distance run tn Thirty Days (approx.) 1,200 Miles.

Consumption.—Thirty-two gallons of petrol (Pratt’s
A), which gives an average of thirty-seven miles per
gallon. 1 had the air {ull on all the time. My best
record was Portsmouth to Guildford (forty-one miles)
on, as near as 1 can calculate, one gallon only, for I
was only able to put half of a two-gallon tin into the
tank here. The car is extremely economical.

Speed.—I had 16-tooth sprockets to begin with.
The car would only take the top speed with these, with
a slight downbhill on which to get into it. Speed was
very high thus, but as the roads grew heavy I sub-
stituted 14-tooth sprockets, on which the most the car
can do is about thirty-five, I think; but it is still too
highly geared perhaps, as getting the car into top speed
is rarely as easy as [ would have it.

Hill'climbing—With the 16-tooth sprockets the car
did Liphook to Hindhead {the Huts} in 14m. 20s., four
up (second speed). Portsdown Hill {one in seven) the
car could not do on the second; with the 14-tooth
sprockets it cannot do most of it on the second. [ have
found nothing that the car cannot get up on the first
speed, even if stopped halfway up and started again,
but it is a very slow climber on it with four up. I
should never call the car a fast hill-climber unless
rushed. *“ Rush " distance on the top speed is approxi-
mately a hundred vards.

Starting.—Always on first turn of handle when warm.
[ have had inlet holes bored on top of inlet valves to
admit paraffin when the car is cold, and thus usually
start it at once cold. Before that the car took from four
to six turns in cold weather. No backfires experienced.

Plugs.—1I had at first a great deal of trouble with
De Dion plugs. which fractured the porcelain. On
examination, I found this due to the plugs being
screwed in too tightly. No trouble now. I have pever
had any bother from sooting, and have run five hundred
miles without taking out either plug.

Water.—Very shght oss. About one and a half pints
per week is used up. T have ordinary radiators. Pump
once gave a little trouble from lack of grease, but was
never touched again during the trials.

Commutator—Has never given any trouble. It is
inconvenientlv placed in front of car, but with a shield
over it

Engine—No trouble at all. Moderately silent, Prac-
tically silent on the top speed.

Vibration.—0On top speed car runs exceedingly
smoothly.  Slight vibrztion on lower speeds, but
rothing to speak of. Wkhen standing, throttled down,
the car shakes rather much, of course,

Valves (automatic).— Inlet valves stuck a bit at first.
No trouble after. Exhaust untouched.

Trembler Coil.—No trouble.

Steering.—Extremely good.

Brakes—Excellent. On applying side brake to slow
the car when I suddenly detected police at the bottom,
descending Guildiord High Street, the car stopped
dead. On a matter of urgency I have twice stopped
the car dead when on top speed, going fast, using both
brakes—once on a decline.* The car stopped in its
own length (distance measured as a matter of curiosity).
No damage to tyres from these stoppings.

Tyres (Clipper-Continentals, 8ro x go).—No punc-
tures at all. Ome slight deflation (valve washer got
loase) after 1,000 miles. Only two noticeable cuts (on
driving wheels). Thirteen times I passed over “roads
up "—flints uppermost.  The car is extraordinarily
light on its tyres, which T attribute to the large wheels.

Side-slip.—1I have run quite eight hundred miles on
wet and greasy roads—about eighty miles of these on
wet tramlines. I have had one genuine skid, due to
having to turn sharply to aveid a cart that stopped un-
expectedly in front of me, I was on second speed. Car
jumped across the road, but T easily kept it headed.
Four minor skids at corners, two or three feet only {on
top speed ance). The car is not inclined to skid easily
when empty behind, and always slow enough at it to
enable me to correct the tendency with the steering
wheel. T use no non-skid devices. The car has run
on greasy tramlines each day. I atribute the non-
skidding to the heavier body than usual, and good dis-
tribution of weights.

General—1 drove myself all the time, My
mécanicien is a bicycle man, quite ignorant of cars, and
I myself possess no mechanical knowledge beyond what
I picked up recently.  After the first hundred miles
I got absolute control over the car, and will now take
it anywhere or do anything with it. On the matter of
control, T may add that my motor house being small, 1
have to drive in round a corner and stop two inches
from a wall. As I have never touched that wall,
though I now usually enter on the second speed, I
imagine control must be as perfect as possible. At the
end of the month, no repairs of any sort were needed.
Beyond the boring of the holes to admit paraffin on the
inlet valves, changing sprockets, and grinding inlet
valves twice, none were effected during the runs.

This was nearly two months ago. T have kept these
notes back to see whether my satisfaction remained
the same after general use in really Dbad weather. |
may say that it does. I have had no trouble beyond
some worty with the valves, caused by a person who
had ground them trving to “improve ” the springs. 1
lost power over this, but I have never had a breakdown
stop. Also, despite the fearful state of the roads, all
up for remetalling, I have not had a single puncture, or
even inflated the tyres. Nor, now that I know the car,
do I experience anv tendency to skid. which convinces
me that the skid terror is caused chiefiv by bad design,
t.e,. weights not properly distributed.

It is hardl) necessary to say I have no financial
interest in the Motor Manufacturing Co. I was per-
suaded into getting this particular make rather against
my will bv a local foreman of works, who had a tip
depending on my not wishing I had got some other
type a month after purchase. He got his tip all right.

*(r.) An unattended barse by the roadside suddenly walked atross the
ro?(d]l (2.) Coming round a curve found a traction engine occupying al} che
roa
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AN IMPROVED HIGH TENSION IGNITION.

SIR OLIVER LODGE, WHO IS ALWAYS IN THE VAN OF SCIENTIFIC PROGRESS, HAS EARLY
REALISED THE FASCINATION OF MANY OF THE PROBLEMS CONNECTED WITH THE MOTOR
AND ITS WORKING. ASSISTED BY HIS SON, MR. A. M. LODGE, AN ENTHUSIASTIC MOTORIST,
HE HAS PERFECTED A COIL WHICH HAS MADE THE IGNITION MUCH LESS SENSITIVE TO
EXTERNAL OR INTERNAL CAUSES OF DERANGEMENT.

The ignition of a motor car is of such vital import-
ance that everv precaution should be taken 1o ensure
its acting reliably and with perfect certainty. Perfection
is reached when the mixture can be regularly and in-
stantaneously fired while at its maximum compression.
At present, {rom various causes, the sparking in cylin-

In this photograph the A or primary spaik can he secn passing
between the knobs of a Voos electrical machine, and the B sparking
under water in the tumbler. This spark is so sudden that in dis-
turbing the water it also breaks the g'ass.

ders is at times capricious, ene teason being the pos-
sible clogging of the sparking plug with carbon.  Such
clogging of the plug at least tends to enfeeble the spark-
ing, and, though it mav ignite the gas, it ignites it
slowly, and consequently the engine does not give out
tts full power; whereas. if the gap in the plug should
hecome completely bridged across with carbon, the coi!

i

\\\q;e v““

The B or secondary spark is here shown jumping 2 gap which is
short circnited by a coil of thick copper wire.

is short-circuited, and (here is no spark at all.

Another cause of capricious sparking is through water
getting on to the leads or splashing on to the plugs, and
sa providing a leak for the current.

The following invention, making use of a discovery
by Sir Oliver Lodge. and of which a description
follows. entirely avoids these difficulties.

The eoil has certain appendages inside its case.

which effect the discharge in so sudden and impulsive
a manner that no ordinary obstructions or short circuits
can stop the spark.  The gap may be plugged with
carbou or even shorted with a loop of wire, and still
the spark will occur where 1t is wanted with perfect
regularitv.  In the ordinary coil there is a period of
preparation during the charging up of the coil. in which
leaks and  other
flaws have plenty
of time to act;
but by this inven-
tion no time is
given for a leak to
have any influence,
consequently  the
wires leading to
the eylinder need
not  be carefully
insulated, and the
spark  will  oceur
even under water.

Some vears ago
Sir  Oliver Lodye
emphasised the
fact that when a
pair  of  Levden
jars were charged
to a high electric
pressure and
spark alilowed to
pass between one pair of coatings, a secondary or impul-
sive rush discharge was precipitated between the other
coatings, giving a spark sometimes three or four times
the length of the initial spark. ‘T'his initial spark has
becen called the A spark and the other the B spark. He
discovered that this B spark had the peculiar property
of not being marterially affcered by bad insulation. and
so was especially adapted for firing explosives in places
where it was difficult 1o have good insulation. such as
exploding a submarine mine or fiting the charge of gas
and air in an oil engine, etc.  This discovery and the
later one that a liquid resistance acts as a dielectric to a
surging cischarge, and as :
a leak to a charge, are
emhodied in the present
patented coil

The whole arrange-
ment is made up in the
ordinary box pattern. and
the coxternal connections
are the same as with the
ordinary  coil. Tuside
the lid of the bhox there is
an adjustable gap. at
which  the A spark
passes, and which should
be opened until the ordi-
nary  blue thin spark
changes (o a fat white
flaming spark.  As the
two knobs of the spark
gap represent the ends of

This shows a plug spatking in air with
most of the plug under water, and also
clearly exhibits the brightness of the spark
in the Lodge system.

©

Here the gap af the sparking plug

is under watee, but this does not
prevent the B spark.
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the secondary winding, it will be seen that this part
of a coil is isolated from the rest of the machinery,
and that the coil spark can occur under full inspection
and control whenever necessary. A special system of
winding and insulating is employed in these coils, but
as this only has to do with the manufacturing it need
not be mentioned here. The connections are the same
as with the ordinary coils. The action of the apparatus
is as follows: When the contact-maker completes the
primary circuit the Leyden jars are charged by the
secondary through a special leak which is provided
inside the box, They then discharge at the A spark,
which is the adjustable gap, and precipitate an impul-
sive rush through the B gap, which is the sparking
plug, irrespective of ordinary insulation, because of its
extreme suddenness. The A and B sparks are not to
be thought of as two gaps in the same circuit. The A
gap completes the coil circuit. The Levden jar flash
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at B is an extra, and occurs about the millionth of a
second later.

Ne. 5 In this photograph a stick of arc lamp carban has been leant
- up against the spark gap, so as to make a good carbon short circuit,
The white light at the end of each wire is the B spark.

OCCASIONAL GOSSIP. By the Autocrat.

Mr. Clande Johnson, the ex-secretary of the Auto-
mobile Club, has an interesting article in the March
number of the Badminton Magazine of Sports and
Pastimes, entitied “ Some Medium-priced Modern
Motors.” In it he raises a question which has never
vet been explained, and that is, why the judges awarded
the gold medal for dustlessness in the last 1,000 miles
trials to the car which came out eleventh under this
particular heading. I have always thought, and always
shall think, that the marks awarded for dustlessness,
absence of vibration. and lowness of cost, were mis-
leading. In fact, the proper value of the trial results
would never have been ascertained, but for the analyses
which were published in these pages, from which what
may be called doubtful or impracticable items were
1emoved. I would not infer for a moment that dust,
vibration, and noise are not evils which should be
eliminated as far as possible, but the methods adopted
to measure them were not practical. Those who
gauged them did it conscientiously enough, and terribly
hard work it was for them, but the senses of sight,
hearing, and touch cannot gauge with sufficient
accuracy as they must be guided by the sensations of
the moment. For instance, after a very noisy car, the
next one, which might be moderately quiet, would seem
very quiet, quieter than it really was, simply because
its predecessor was noisy, and so on.

THE [LODGE COIL. No. 6.
practical shape for a_motor bicycle, andemanufactured by the Electric

This shows the invention arranged in

Ignition Co., of Birmingham.

he plug is here shown sparking with
the gap uader water,

By the time these words are read the annual meeting
of the Automobile Club will be over. T have my own
opinivns as to what the result will be, but I have ne
intention of prophesying, as my prophecy cannot be
read till the meeting is over. What I want to say now
is this—I hope, however the contentious matters about
which feeling has run so high may have been settled,
the result will be for the benefit of the club we all wish
to see strengthened. Both sides cannot have the
victory, and I coursel the vanquished to take their
defeat in good part, and to make up their minds to
abide lovally by the wishes of the majority, although
they may not be able to endorse them entirely. The
club has been greatly weakened by the lack of judgment
which has been shown in its policy during the past few
months, but it will be still further weakened if internal
dissensions are to continue, and nothing could be worse
for the movement as a whole than a weakened repre-
sentative body. There have alwavs been differences,
and sharp differences, in the opinions of the members
of the committee, but these need not weaken the club;
in fact, thev should tend to strengtbhen it, so long as
the holders of the opposite views content themselves
with constitutional means of endeavouring to carry
them out.

THE LODGE COIL. No 7. Here the bicyclecail and accumulator are
producing a spark with all the plug except the gap vader water.
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Oceasional Gossip.

I really felt sorry for the members of the Automobile
Club who did not take a very active interest in its
working in the ordinary way.  Last week they must
have been fairly bewildered by the way they were
bombarded with proxy forms. I received one from
the club, another from Mr. Scott Montagu, and another
from Lotd Shrewsbury, and, strangels enough, my three
all came by the same post. I am told that some
wicked persons in the club signed all three and returned
them to their respective senders. I was exceedingly
surprised that the club proxy was made out in the
names of three members of the Executive Committee.
[ hope this touting for proxies will be stopped before
the next annual meeting, and, above all, that a section
of the members of the Executive Committee will not
again be allowed to set the example of proxy touting.
It is pot cven as though they had asked for proxies on
behalf of the FExecutive Committee; simply three
members, Messrs. Roger Wallace, Mark Mayhew, and
Col. R. E. Crompton, applied on Automobile Club
paper for proxies in their own names, and in distinct
opposition to, at any rate, a portion of the Executive
Committee. Of course, it may he urged that at least
one other member of the committce (Mr. Montagu) was
doing the same thing, but he was doing it individually
and not realls or apparently by the authority of the

club.,
X X x X

A writer 0 the Bystander wants to know how it is
possible for i car to cost £2,000 when one can buy a
single-cylinder engine for £20. He multiplies this by

AN AUTOCAR LIFE SAVER. The appliance in Iront is a life saving device for which Mr. Jane has taken out a patent.
particular shield has two lives to its credit. ‘The dent on the right was made by contact with a drunken man, who lurched off the pave-

ment across the car; the one on the left by a bicyclist scorching out of a side street

THE AUTOCAR. MARCH 12TH, 1904.

four for the engine, but is still in difficulties, as he wants
to know what becomes of the £1,020. It is not quite
clear from the way the guestion is worded whether the
writer is aware that very few cars indeed cost £2,000,
and that whether they cost that or a quarter of the sum
depends entirely upon the choice of the buyer.
Thoroughly serviceable and altogether satisfactory
and delightfully running and comfortable cars can be
bought from £ 300 upwards, but so Jong as one has
enough money, and is willing to pay for all sorts of
luxuries in the body-building line, there is scarcely any
limit to the price that one may pay. A motor car is
just like anv other article. A thoroughlv good and
serviceable specimen can be obtained for a reasonable
price, but there is what may be called the edition de
luze, or pedigree vehicle, for which fancy prices are
asked and paid.

x X x
Having listened morc than once to the conduct of
motor cases by Mr. Staplee Firth, I am bound to sav
that he would do even better than he does if he did not
gird the several benches before whom he pleads imto
protective sympathy for the prosecuting policeman.
The constable does oot enjoy himself when cross-
examined (I had almost written bullied) by the A.C.
solicitor; indeed, from observation. T am obliged to
conclude that he looks on the searching interpellation
as an earthlv purgatory. But nevertheless, I am con-
vinced—his late successes notwithstanding- -Mr. Firth
would do even better were the silken glove more

completely to cover the iron hand.

This

In both cases practically no harm was done. This

is the car with which Mr. Jane conducted his private reliability trials, described on page 347.
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CONTINENTAL NOTES AND NEWS.

Motor Launches at Monaco.

The greatest event of the early season will certainly
be the exposition and the races of automobite boats of
Monaco, which this year will replace the famous Nice
week. This is sinply reduced to a touring competition
and a mile race on the Promenade des Anglais. There
is also the De Caters cup to be competed for on the
Turbie, but last year, as 1s well known, this was im-
possible, because Mr. Serpollet was nearly killed n a
trial, having taken a turning too rapidly, and 1t 1s 1m-
possible to find in the Turbie 500 meures of straight

Another view of the motor
lzunch exhibition buildings.

THE MONACO LLAUNCH RACES.

road.  Besides, it is very improbable that, after the
accidents of last year, an authorisation will be given
for any trial to be run in the Turbie.

There remains, therefore, the automobile boat races
al Monaco, which will take place during the first
fottnight of Aprit following the Exposition, fo
be opened on the 1sth of March. The race will
be very international, as out of eighty-two boats entered,
of which thirty-seven are racing hoats, there are two
English, three Ttalian, four German, one Belgian, and
three American,

The two English boats are the Napier, one being the
winner of the Harmsworth cup at Cork; the second
boat is the Napier Minor, which runs in the racing series
of less than goft., and which will be steered by Edge.
The Great Napier, which has already won in France the
Gaston Menier cup at Trouville, is now known to be
the property of M. Heori Deutsch de la Meurthe, the
donor of the famous prize of 100,000 francs, won by
Santos Dumont when he first rounded the Eiffel Tower
in his famous airship.

The German boats are all, without exception, pro-
vided with Mercedes motors.  They are in general
go h.p. motors, and there will be seen the first motors
of the Gordon-Bennett cup.

The Italian boats are from the F.LLAT. works at
Turin, a firm which has made a speciality of the con-
struction of heavy motors.

The Belgian boat is from the Germain Co., and bas
a two-cycle motor. Tt will be stecred by Baron
Pierre de Crawhez, the winner of the last Circuit des
Ardennes, and President of the Racing Commission
of the A.C.B.

As regards the l'rench hoats, there will be many
of different makes. Old fArms like Panhard, Mors,
Darracq, De Dietrich, Richard-Brazier, Serpollet.
Peugeot ; and new firms such as Delahaye, Ader, and
Hotchkiss, whose racing hoats will be steered by Henry
Fourmier, will be in evidence.

There will be quite a collection of champion chauf-
feurs to steer the boats, and it is certain that this wall
be an extraordinary week, for the Monaco races will
be for motor boats what the great Cowes week is for
sailing yachts.

We have already seen m Paris some of the boats
in construction. One of (he most remarkable as
regards horse-power will certainly be the Dubonnet, of
M. Marius Dubonnet, whose name is pretty well
known.  The Dubonnet possesses three screws and
three screwshafts. The central shaft is worked by an
8¢ h.p. motor, and each sideshaft by a 4o h.p. motor.
The boat is little more than twelve metres in length,
and has an effective force of 160 h.p.

We cite also the yacht Marie, belonging to Messieurs
Caze et Amblant, which possesses screws 10 bows and in
the stern, so that the water is divided by the forward
serew, while the after screw is driving the boat. 1t is
said that this boat can attain more than seventy kilo-
metres per hour.  This is certainly somewhat ex-
aggerated, but if it can only reach thirty knots it will
be sure to obtain a big success.

The Monaco races for petrol launches will this year
be unique of their kind, and of quite a special interest.
For the first time in the history of motor boal races, the
course is to be run over a distance of 250 kilometres
for the goft. boats.  Hitherlo, 100 kilometres has been
the greatest distance covered without a stop, whilst at
Monuco there will be a six to eight hours non-stop run,
which will bring out the qualities of endurance and re-
liability, just as the famous Circuit des Ardennes, run
for the first time two years ago in Delgium, being a
long non-stop, has become the criterton of endurance
for racing automobiles.

The meeting will cover seven instead of eight days,
and there will be an interruption in the meeting to allow
the yacht races—such as the French cup, the Nice cup,

THE MONACO LAUNCH RACES. A view of the bay at Meraco.

and the King Edward VII. cup—to be run. It will

e remembered that the King Edward VIL cup is for a

race from Gibraltar to Cannes.

The new pragramme will be as follows:

First day.—Racers of less than 8 metres; cruisers of
less than 6 metres so.

Second day.—Rarers of 8 tn 12 metres: cruisers of
6.50 to 8 motres.

Third day.—Cruisers of 12 to 78 metres; steam boats;
fishing boats.

Fourth day.—Racers of 12 to 18 metres; cruisers of
8 to 12 metres.

Fifth day—Handicap racers
cruisers ; cat-head boats.

Sixth day.—Handicap racers.

Seventh day.—Kilometre and knot.

(speed}; bandicap
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L'duto held last week, for the
fourth time, its eriterium de con-
sommation for automobiles; but thia

year the competition was based on a new
programme, in which the average speed
of tiie car, although limited to the legal
requirements of the eountry, became an
element, in the final resul, into which also
entered the hill-climbing capabilities of
the car and its reliability. This is the
first time that such a formula has been
applivd to a motor car trial in France.

. The competition lasted over three days,
the first beiny reserved to passenger
vehieles whose chassis cost less than
12,000 francs. The second day was Te-
served to passenger vehicles whose
chassis eost more than 12,000 firancs,
and the third day to industrial vehicles.
The competition was also divided into
the following classes:

1st. Chassis costing under 5,000 francs,
2nd between 5,000 and 8,000 fres.

3rd .. between 8,000 and 12,000 fres.
4th ., between 12,600 and 18.000 frcs,
Sth .. Dbetween 18.000 and 25,000 fres.
6.0 between 25,000 and 40,000 fres.
Tth over 40,000 fres,

‘Lhe following were the gemeral rules
of the competition :

{(1.) Passenger vehicles. The total
consumption per ton., The marks
awarded for the classification are equal
to the number of litres consumed, divided
by the total nveight in tons and multi-
Mied by ten.

{2.) The consumption per ton of useful
loawd., The marks shall be equal to the
number of litres consumed, divided by
the nseful weight in tons, and multiplied
hv ten.

(3.) Regularity and average speed.
Fach competitor doing the whole route
{100 kilametres) in less than four hours,
that is to say, at an average speed of
twenty-five Kilometres an hour, will not
be penalised. Every vehicle doing less
than twenty-five kilometres an hour
shall be penalised in the following man-
ner: The number of marks awarded
equals the difference of the average ob-
tained by the vehicle under the required
avernge, the figures to be expressed in
kilometres and multiplied by twenty-five.

{4.) Hill-climbing and speed. The
speed on the Picardie hill shall he
counted with a flying start on the way
out, and a standing start on the wa;
back. Any car having made on the hill
a0 average speed of thirty kilometres
shall not be penalised. For speeds below
thirty kilometres the penalty shall be
caleulated with a coeflicient of five in
the outward journey and ien on the re-
turn journey.

The route to be covered by the passen-
ger cars was from Buresnes to Corbeil
and back, 62} miles. The industrial
vehicles had only to cover a distance of
37% miles, that is to say, from Suresnes
to Longjumean and back.

An interesting experiment was made b
Messrs, Chenier and Lion, with their
old two-cylinder Peugeot, such 2s
was seen in the English 1,000 miles trial
in 1930, which on the first day worked
successfully with shale oil.

On the second day it came out again,
thix time being ~vorked with paphtha-
line balls. Ther had a big reservoir
filed with these balls, which by means
of « valve were allowed to fall into the
inlet tube, where they were heated by
the exhanst, and the napbthaline lique-
fied. ‘The vehicle consumed six kilos of
naphthalive balls for sixty kilometres.
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French Fuel Consumption Trials.
RESULTS OF THE FIRST DAY*‘S TRIALS.
RESERVED TO PAsSENGER Cars CoSTING UP To 1200 Frs.
MARRS AWARDE®,
Hill-climbing.
Competitor. Total Ton. |Useful Ton. 5“[,‘;563' Elving | Standing) T,
Frrst CATEGORY OF LPss THAN 5000 Frs. (PRICE OF (UASSIS).
Peugeot .. . 64 211 0 81 155 511
Pengeot .. ; .- 69.9 203 !0 77.3 181 533.4
Fouillaron - 01.2 299 0 67.5 136 593.8
Boyer : e 64.7 423 0 a5 182 728.2
Bolide .. 50 oo 5 132.9 464 0 i) 192 878.9
Ph. Roy .. ‘e " vof 1040 633 0 49.5 115 951.9
SEcoSD CATEGORY OF 5000 To 8000 Frs. (PBICE oF CHASSIS).
Creanche ’ 67.4 238.4 0 13 38 356.8
Chenard and Walcker .. 70.7 323 5 59.5 | 136 3942
Creanche .. 105.6 382 0 54.5 ‘ 78 620.1
Vivinus {Sonrel) 115 420 0 0 a1 835
Vinot- Deguingand 92.4 331 |0 0 @ 54 677.4
Arids ., 143 | 4518 | o | 725 155 | 7981
Boyer " 97 556.5 1 ¢ 43 126 | 842.5
Tuirp CATEGORY OF 8000 10 12000 Frs. {PRICE oF CHASSIS).
Créanche .. 75 349 1 o0 ¢ 83 607
Arids : 72.9 283 0 41.5 120 517.4
Vinnt.Deguingand 131 397 [ 0 21.6 47 796.5
TaBLE oF RuNNING aND [Furr CONSUMPTION.
: Useful :
Competitor. Price of Chassis. }Evn:;:;gtlyll é’: f;f::_{ K:?;%;a g1:‘39,1- L'gﬁld Carburants.
Kilogs. Kilogs '} 100 Kilomns. Consumed
Créanche 5000-8000 810 320y 25 k.p.b. 7.630 petrot
Vivious (Sonrel) 5000-8000 760 .| 320 — 12.000 "
Fouillaron less than 5000 695 305 - 5130 "
Pevgeot . » 4 610 265 Y 5.600 »
Peugeot e . —~ “ a1l 264 @ 5.420 '
Bolide X o (690 285 o 12.000 .
Créanche . 8000-12000 | 1220 | 240 = 9.7 -
Chenard and Waloker 3000-3000 945 | 265 [24k. 800m.| 8.560 -
Ariés - 800612000 1042 360 25 k.ph | 10210 | ”
Ariés a 5000-800() 882 300 " 13.550 | .
Vinot- Deguingand .. 5000-8000 | 1000 315 = 11.330 ‘
Boyer less than 5000 665 120 “ 5.080
Ph. Roy 5 . " 880 220 b 13.940
Chenier-Lion(Peugeot,
two-cylinder) 5000-8000 920 239 18 k.p.h. [ 14.810 |burning oil
Boyer . 5000-8000 | 1335 283 | 2 kb, | 15730 petrol
Vinot-Deguingand .. 8000-12000 | 1080 303 . 18.100 |
Créanche 5000-28000 753 285 10.880 |
RESULTS OF THE SECOND DAY'S TRIALS.
RESERVED TO PasSENGER Cars CostiNg MORE THAN 12000 Frs.
MARES AWARDEO,
. jHillelimb-~ Hill-¢limb:
Competitor. Total Useful { Average jing, Flying ing. Stand-  Total.
Ton, Ton. Spees. | Start. ing Start.
Peugeot (Renaux} 18 h.p.{12000 | !
to 18000 frs.) ’ b 88 300 0 25 62,5 475.5
Automotrice {Gasté) 22h.p. |
(18000 to 25000 frs.) ol 89 | 384 | ol o 80 553

ComparisoN oF TRE Two PEveroT Tyres 1900 ror PETROL aND FOR SHALE OIL.

Gaudin {Peugcot petrol) 98 540 .5 9.5 103 | 3405
Chenier-Lion (Peugeoct shale
oil) N J 106 | 579 100 7.5 175 i1037.5
TaBLE oF Ruxying Axp FuEL CoNSUMPTION.
| . . Average .
Competitor Price of Chassis. | Bt | Watene | aorron | " Fen® | Cacburants.
) | Carried. | Kilometers. [Consuemed
Automotrice ((iasté) 180002000 1238 332 235 k.p.h. 14.700 petroi
Peugeot (Renanx) . 15000-18000 1162 488 14.700
Chenier-Lion{ Peugeoi
twao-cylinder) hors série 0385 210 | 22 k.phe | 12,170 | shale oil
Gaudin (Peugeot two- |
-:ﬂ{linderl .. _hors série | 830 1 185 {24k 500m.| 10 litres petrol

TaBLE oF COMPARISON OF PriCES ESTABIISHED BETWEEN ESSENCE AT 45 CENTIMES
THE LiTRE AND SHALE Om AT 22 CeXTIMES THE LITRE.

Peugeot .. ‘e ..l
Peugeot .. o

schale oil|l kilometric ton
essence | kitometric ton

. 023 litre
.| 0d4itre
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A four-seated Peugeot smazll car.

The Gordon-Bennett Race.

The first of March marked a red letter day in the
annals of French automobilism. The Chamber of
Deputies has unanimously voted that the authorisation
tn test the cars for the choice of the French team in
the Gordon-Bennett cup race shall take place on the
Cirenit of the French Ardemnes, The most sanguing
did not look for such a triumph; and. above all, after
My Combes, the Minister of the Interior and President
of the Council, had given a flat refusal for the authori-
sation. What had happened in the meantime? We
will go over the facts.

After having paid their unsuccessful visit to the
Minister of the Interior, the sub-committee delegated
by the Racing Commitiee of the A.C.F. decided that
they wonld call the trade together, and consult them
as to whether it was not advisable to bring the question
lefore the Chamber of Deputies. But here everything
was in an uncertain state. The difficult and dangerous
point was that, should the Chamber upbold the decision
of the Minister of the
Intertor and reject the
request of the A.C.I,
such action would en-
danger the possibility of
ruunming off the elimin-
atory trials in Belgium,
for the Belgian authori-
tics might consider it
was a slight on the
French Government to
allow the trials to be
run on Belgian soil after
permission had been re-
Mmsed for them to be run
on French soil. Here
was the difhcult and
delicate question to be
dealt  with. At the
meeting  of the inter-
ested parties there were
present:  Mr.© Emile
Mors (representing the
Mors Co.), Mr. Clément
(representing the Bayard
cars), Baron de Turk-
heim (the representative
of De Dietrich and
Turcat-Mery), Mr, Dar-
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racq (representing the Darracq firm), Mr. Léon Ser
pollet (of the Gardner-Serpollet Co.), Mr. Favarger
{one of the managing directors of the Hotchkiss Co.),
Messrs. Julien Cuenod and Brazier (representing
GGeorges-Richard), and Mr. Gobron (representing the
firm of Gobron-Brillié). There were also present the
Marquis De Dion and Mr. Max Richard in their
positions of president and vice-president of the Chambre
Syndicale de VAutomobile, Tt was thought at this
meeting that at least a week would be required to
canvass the Chamber and get its decision, and in view
of this delay the greater part of those present leant
towards Mr. Gobron’s idea, which was to abandon the
scheme of holding the eliminatory trials in France, and
to accept the offer of the Belgian Club to hold them
on the Circuit des Ardennes. But the Marquis De
Dion was not of this opinion, and being himself a
deputy, he went to the Chamber the same day and
forced the question before his colleagues, and Mr.
Poulain, the deputy for the Ardennes. which depart-
ment, of course, naturally desired that the race should
be held in France, moved in the name of the industry
and commerce of France that his colleagues should
join him in requesting the Minister to authorise the
race to be held in France. The Marquis De Dion, in
a spirited discourse, backed up the proposition of Mr.
Poulain, and. by a clever handling of the Chamber,
obtained an immediate unanimous vote in favour of
Mr. Poulain’s proposition, and this is why it is now
definitely decided that the French eliminatory trials
shall be run on French soil on the new Circuit des
Ardennes.

The Circuit of the Ardennes.

Tt is therefore, appropriate for us to give a
description of the splendid road on which the struggle
will take place, which will have such momentous results
for the competing marks.

The French Circuit of the Ardennes is situated
round the two vallevs of the Meuse and the Aisne,

The Vinot et Deguingand car, & new comer into the’ automobile world so far as English automohilists
are concerned.
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that is to say, it crosses twice a line drawn between
twu watersheds, first of all at Crétes de Poix, where the
hill i3 negotiated by means of a series of bends, and

Filling the competitors’ tanks with the official quantity of fuel.

then again in the other direction hetween Vouziers and
Chesne.  The watershed is, however, only a series of
low hills, There is only one which is difficult, and that
1s near Poix. The route follows for same distance the
main road from Vouziers to Chesne and from Vaunav
to DBoulzicourt and Yoix, this part of the road cover-
ing nearly half the circuit.  Four times the railway
line is crossed, but only once by a level crossing, and
that is at Novy-Chevriers. This level crossing is
close to the station, and will of course he neutralised.
The railway again is crossed over a bridge at 1€ainault,
and again at Rethel and Vouziers, each time in towns
which will certainly be neutralised. The great advan-
tage of the French Circuit des Ardennes is that the
toads are very wide, the whole distance being more
than wide enough for two cars to pass each other ut
fnll speed.

The portion of the road from Rethel to Vouziers, of
which we give a photograph, has remarkable beauties.

Generally speaking, the French Circuit des Ardennes,
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which is 125 kilometres in length, is quite difficult
enough to be a good traiuing ground for the Taunus
in Germany, whure the actual Gordon-Bennett cup race
will be held, and as we have said above, it is quite
wide enough for the French eliminatory trials to be held
in all security and practicability.

There will only hbe eght neutralisations, namely,
Poix, the level crossing at Novy, Rethel, Vouziers, Le
Chesne, Chemery, Donchéry, and TFlize, and there
remains the straight line of twenty kilometres from
Rethel to Vouziers—a very hilly and very wide road
with a splendid soil, which wili admit of the highest
speeds. IHowever, the Circuit, from beginning to end,
either at Poix, or from Chemery or Boulzicourt, is diffi-
cult enough to be able to establish defiuitely the master
qualities of the car that should Le chosen victor, from
the points of view of speed, hill-climbing, c¢lutch power,
and brakes.

These are the main lines of the elimivatory trials, in
which the best French cars will be pitted against each

Oflicially_sealing theftanks after being fitledBior the consumptian trials
other, and the results of which will end in the choosing
of the three champions to strive for the Gordon-Bennett
cup in Germany.

FUEL CONSUMPTION TRIALS. The old type Peugent cars which competed in the trials running on shale ail one day and naphthaline
balls on another day. This illustration js of great interest, as it depicts so graphically the advances made in autocar construction since 1900
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THE FRENCH ARDENNES,

Entering the nevtralisation at Rathel

Neutralised level ¢crossing at Novy

A straight stretch of road before Vouziers

The cross roads between Chalons and Mazagran
The width of the road between Rethel and Vouziers
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OF THE FRENCH ELIMINATING TRIALS COURSE.

The end ot the neutralisation at Rethel

A straight stretch of road, Rethel to Vouziers
The road a little before Rethel

The ¢ross roads at Poix

On the road from Boulzicourt to. Poix
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M. Gaudichart. M. Audistere.

M. Tampier.

Some of the officials at the consumption trials. M. Tampier
will be remembdeled as one of the ollicial timekeepers in ihe last
Gordon-Bennett rora,

The Gordon-Bennett Cup.

The A.C.F. has definitely fixed the date of the
eliminatory trials for the choice of the Gordon-Bennett
cars for the 20th of May., The race will be held on
the French Circuit des Ardennes, and there will be a
Lallot of the competing houses to choose the starting
numbers of the first car of every make. The second
and third cars of every make will be the same number
as the first one with the addition of 10 and 20. Thus,
the maker that wins No. 1 will have the numbers 1, 11,
and 21 for his three cars. The weighing in will take
place on Thursday, the 1gth of May. Ladies are pre-
cluded from driving cars.

Colours of the Competitors.

All the colours for the different competing nations
in the Gordon-Bennett cup race have now been defi-
nitely settled and accepted by the German Automobile
Club.  They will be as follows: France, blue;
England, green; America, red; Belgium, yellow;
Germany, white; Italy, black; Austria, black and
yellow ; Switzerland, red and yellow.

Cars and Drivers.

It is needless for us to point cut what a struggle
there will be in the Irench eliminatory trials, where
there are twenty-nine competing cars, all made by well-
known makers. Amongst the favourites must be classed
the Gobron-Brillié 1904 car. This year the three cup
cars, with slight excepticns, will be identical in con-
struction with last vear's model. That is to say, there will
be four cylinders and eight pistons placed vertically.
The bore and siroke, which a year ago were 140 and
r2o respectively, have been increased this vear, and
the motor, which last year gave roo h.p., will this year
give about 120, and these sizes will allow the car on
the fourth speed to be geared up to a speed of 150
kilometres an hour. A double clutch will allow for a
rapid starting, and this will undoubtedly be one of the
quickest cars. The drivers will be Rigolly and Duray
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and a gentleman driver who wishes for the present to
remain anonymous, and who is known at present under
the initials “A.B.” The drivers of the Georges
Richard-Brazier cars in the French eliminatory trials for
the Gordon-Bennett Cup will be Théry, Stead, and
Caillois.

Official Programme.

The following is the official programme for
week:

Thursday, June 16th.—Weighing-in of the competing
cars, and in the evening there will be a reception for
the drivers, given by the authorities of the Kurhaus of
Homburg.

Friday, June 57th.—Gordon-Bennett race.

Saturday, June 18th.—An excursion over the cup
course and a banquet at the Kurhaus of Homburg.

Sunday, June 19th.—Short automobile races and
records on the Frankfort Autodrome.

Monday, June zoth.—International automobile con-
gress at Homburg.

Tuesday, June 2ist,—Battle of flowers and “ Con-
cours d'élégance.”

The Nice Week.

On March 28th next the annual automobile meeting
at Nice will begin. The meeting will be opened by a
mile race for the first trial of the third Henri de
Rothschild Cup, which is for cars between the weight
of 650 and 1,000 kilogs., carrying two passengers side
by side. The rules for this trial are the same as last
year. If there should be the same winner three times
running he will be owner of the cup. It is thus that
l.éon Serpollet holds the cup, which he won three
vears running. Serpollet did the mile in 29.1¢9 seconds;
that is to say, at the speed of 123 kilometres 294 metres
per hour. The second trial for the second Rothschild
Cup (reserved for cars above 650 kilogs. and less than
1,000 kiiogs. in weight, with two passengers side by
side) will then follow, The conditions are the same as

the

tor the preceding cup, which was won last year by
Hieronymous in 31.76 seconds; that is to say, at the

THE MONACO LAUNCH RACES. The exhibitian buildings,
wherein wili be shown motor launcnes of every description in the
course ot cansiroction.

speed of 113 kilometres 328 metres an hour. The third
event will be the Baron De Caters Cup, and will take
place on Tuesday, March 2¢th, at two o'clock, on a
kilometre of ten per cent. hill on the Corniche Road.
This race is open to all vehicles without any condition
of weight or classification. Each car will start by itself,
and no car must be pushed. The competitor who has
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won twice running becomes owner of the cup. In 1goz
Serpollet won the third annual irial in s59Ygs. The
following year Rigolly won on the Laffrey Hilt in
s0l4s. The mile race is open to five different cate-
gories of cars as recognised by the A.C.F., namely:
First category—Cars weighing more than 650 and less
than r,000 kilogs. Second category—Cars weighing
more than 400 and less than 650 kilogs. Third category
—Cars weighing more than 250 and less than 400
kilogs. Fourth category—Vehicles weighing more than
50 and less than 250 kilogs. Fifth category—Vehicles
weighing less than go kilogs.

The Death of Levegh.

The A.C.F. and the French racing chauffeurs in
general are in mourning over the death of Alfred
Velghe, who was an automobile sportsman running
under the pseudonym of Levegh, and who has been
suffering for some time from a chest disease down in
the South of France, at Pau. Levegh has been ill for a
long time, and has hardly been able to follow auto-
mobile events since 19o1. He was originally a fervent
bicycle racer, and soon became an adept with the
automobile, and the sport owes much to him. Velghe
never drove but one make of automobile, and he was
until 1901 (when he was obliged to give it up) the un-
questioned champion of the Mors. In 189g, in the
“Tour de France,” Levegh, on a 16 h.p. four-cylinder
Mors, was the only Mors driver who arrived in Paris,
and at the end of the same season he won, one after
the other, the Paris-Ostend and the Bordeaux-Biarritz
races, and he was classed second in Paris-Trouville and
Paris-St. Malo. In 1goo Levegh was never beaten,
He was first in the Paris-Toulouse race of 730 kilo-
metres, and won all the Nice races, including the mile
and the Turbie Hill, and then the race from Bordeaux
to Perigueux and back. In 1gor Levegh was only able
to run one race—that is to say, the Gordon-Bennett
Cup, in which he was at the head as far as Poitiers.
where he was obliged to stop, and this was the end of
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The late M. Levegh on the 24 h.p. Mors, which he drove in the
Paris-Toulovse race 1n 190,

his glorious racing career. He was not only a good
mechanician, but also ap excellent driver. He was an
artist of some talent, and holder of the “Prix de
Rome,” and he will be deeply regretted by his large
circle of friends. He was the brother-in-law of Strom,
the automobile tailor and inventor of the parapluie du
ehawfeur, and his family are interested n the sale of
bric-a-brac and art curiosities,

The Kilometre Race at Dourdan.

L duwto announces that towards the end of June,
between the Gordon-Bennett Cup and the Ostend
week, it will hold an automobile race on the kilometre
at Dourdan. Last year, in this competition, it will be
remembered that Duray beat the record of the world
for the kilometre.

GLASGOW TO LONDON RELIABILITY TRIALS,

Reverting to the rules and conditions for these trials,
promoted by the Scottish A.C., and referred to last
week, it may be stated that the entrv fee is £10 r10s..
and entries must be lodged with Mr. R. J. Smith, 59. St.
Vincent Street, Glasgow, not later than April 13th,
though for fourteen dayvs after this date entries will be
received at double fees. The system of marking will

be as follows:

There will be a maxhnum pumber of marks for the run,
and one mark will be deducted for every minute or part of a
minute during which the vehicle is at rest from the time of
starting to the conclusion of the run. No deductions will be
made for compulsory stops at Penrith, Leeds, and Stamford,
stops for traffic or by order of the police, accidental detours,
and stop by marshal or timekeeper prior t0 commencement of
hill elimb.

There also will be deducted, in addition, one mark for every
minute in excess of the maximum time between each control,
tl(]l(:l tc,lime occupied by all stops and detours baving first heen
added.

Arrival at the end of a stage in advance of the minimum
time allowed will entail the loss of one mark for each minute
or part thereof of such prior arvival, and in any case where
the committee are satisfied that such arrival in advance of
scheduled minimum time is due to deliberate intention on
the part of the driver the vehicle will be disqualified. Marks
so deducted are additiomal to deduwetions for any other pur-
pose. Any vehicle arriving at a control in advance of mini-
mum time shall be stopped—with the engine running—tili
time has expired, and if such control be the oceasion of a
cumEulsory stop, the time of the prior arrival shall be added
to the period of the compulsory stop, and the order of restart
regulated accordingly.

Certificates will be granted in respeet of euch vehicle ecom-
pleting the trial, and will state the total number of marks,
the number gained, and (separately) the deductions for (1)
stops, except those mentioned in rule 19, and for (2) tyre
troubles; also the results of the hill-climbing test; the motive
power, horse-power, and price, as stated by the manufacturer ;
pumber of passengers carvied; weight, including passengers;
and nature of tyres.

The club wili award a non-stop gold medal in each class.
No medal will be awarded except in the event of a non-stop
run {compulsory stops being excluded), and full marks being
consequently secured; and in the event of two or move vehi-
cles in either class gaining full marks, the award of the medal
will be made to the car making the hest rvesults in the hill:
climbing test at Waoodeock Hill, near Elstree. The following
forntula will be the basis of the marks given for the bill-climb :

(w x 60 X L) + (W x h) + (W x v?)
2

AW
axnxsxi-—

\ Dr )
EXPLANATION OF SYMROLS.

wa=Laden weight of car in tons. n=Nuinber of evlinder.

L=Length of hill. s..8Stroke in inches.

W= Laden weight of car in Ibs. G--Gear ratio or nmnber of revolu-
h=Height of hill. tions of engine for one revolu-
v=Velogity in feet per second. tion of road wheel on lowest
a—Area of pision in square inches

gear.
D Diameter of road wheelin feer.
The foregoing formula is not to apply to steam cars. If
necessary a formula for these will bhe prepared.
Note.—Woodcock Hill forms part of the trial route. and the
results, as determined on the basis of above formula, will
only be used to determine medal awards, and then ouly in
event of equality, as above explained.



CORRESPONDENCE.

EDITORIAL NOTICES.

No lefters from members of the motor industry sill be published when they deal with subjects which
may be regarded as advertisements for the writers’ or their business interests,
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your contemnporaries, it seems to me that
those men who lave learned the trade of
a mechanic  seem lpl(‘ﬂsed to have the

apportunity of s i ir oW e
W ihe samme. time pROItUNiLy of sounding their own praise,

a sl o g S “ R 3.
as many of ‘he'mﬂst practicai suggestions come from these engaged in the motor industry their d.s W dl- i “Zl.“““]g down 50 called .ce-ltl
letters will be inserted when possible, though the names of the fitms they represent may be fied drivers,” the latter without distine-

expunged, and the initials of the wr.ters substituted,
Letters of a personal nature will be withheld

The Editor, although accepting no responsibility for the opinions expressed by correspondents, reserves the

tion. It pleased me very much indeed Lo
red so monly a letter ug the one from

right to publish a portion of a letter, and to omit any part which he does not consider inter- 8. 137 [30584 ], u'h({, in spite of all that

esting or esseptia),

bad Dbeen swdd aguinst i, ackuowledged

All communications under a mom de¢ plyme should be zcrompanied by the name and address af the |iimsell to lold o certificate.

writer, not necessarily for publication, butto assure the Editer as to good faith
Enquirers who ask fer the expesiences of private owners with specified cars, parts, or accessories are

1 may say that | served six months in

requested to enclose a stamped addressed envelope 30 that replies which space will not permit us to & repair 51'“}3 of one of our leuding manu-

publisb may be forwarded to them. Circulars or Jetters from interested parties will nat be forwarded. facturers

THE FUTURE OF THE AUTUOMOBILE CLUB.

[3583.}—Several fviends having written to me about my
nomination o the Refornt Commiltee, 1 desire to state, in
order not Lo cause any misupprehension, that I wus approached
by the Houn. John Scott Menfagu to stand for election on
lus proposed committee In my capacity as president of the
Suciety  of Motor Manufuctwrers and ‘Traders.  Personally,
owing tu the many cleims upon my tine, | have no desire ov
ambition to serve vu the connnittee, although perliups to sunie
it might not appear wnreasonable that the founder of a club.
during  whose three  years vice-chairmanship the clab wuy
decidedly successful, might be the holder of some hanorary
vfice in the club.

With regard to the Reform Committee, although it is
impossible to entirely agree with the jerpannd of any such
large commnttee nominated by someone else, I believe the
sg comnntiee, 1f elected, would do useful and sufe work
for the elub.

I truly lLope, for the prosperous future of the club, that
Lord Shrewsbnry’s well-meant but unpractical resolution will
not. be carried, but that of Mr. Jurrott, who puts the trulh
in a nutshell.  1f the Automobile Club shall be reduced Lo
& club of amaleurs pure and simple, we can lardly expect
any public body to coniinue to recoguise it ux a practical
anthority governing automobilism jn this coantry. No matter
which genticen happen to be elected on the new commitlee,
o few more balance shicets as the present one, with a deficit
of some £1,700, cannot fail to bring about what T ventured
to predict some three years ago, via.:

Tirstly. The reconstruction of the Autemobile Club into
a high-clasy social and amaleur club, with a Ligh entrance
and subscription fee, eliminatiug all elements socially jueligible.
and dealing with nll matbers of automobilism as n sport and
pastime,

Secondly. The Motor Union becoming the praetical body.
governing automobilism as a Socicty of Encouragement, and

taking under its immediate care and protection at a maoderate
fee all motorists, of whom there will be millions in time to
come,

Thirdly. The Society of Motor Manufacturers and Traders

aw a strong aud consolidated body, dealing with all matters
pertaining to trade questions.
FREDERICK R. STAIMS.
CHAUTFFEURSR.

[3584.)--Referring to a letter written hy o professional
mechanic named Mr. Stone vuder this bead in vour issue of
February 27th, certain passages cabnot fail to be of interest to
CAY YRETS.

T wonld theretnre  propound the {ollowing query: Do
owners pay their mechanics to ey out their instructions at
their own convenience. or to conduct themselves as if on
tering of egnality with their masters? A man can still be a
man, and yet, witheui any loss of dignity te himself, be
vespectful to his employer without making a *'tin god™ of
him {to nuore your correspnndent’s own phrase).

To take an instance which I myszelf saw only lately—a
geutleman sitting in a private car with his mechanic leaning
negligently against the dashboard speaking to him, 1 have
never yet seen or heard of a footman adopting a similar
familiar attitode when addressing his master.

The svoner—and T am sure all owners will agres with me in
this——that mechanics realise their position and conduct them-
gelves in a manner more befiiting it the better it will be for
all concerned.

Letters snch as the one I refer to can only serve to prejudice
owners in favour of the “razor stropper” as oppnsed to the
professional mechanic. W. A

[3685. ] —Referring to the various letters ze drivers which
have appeared in your columns, as well as those of one of

with  the view to procure a
driver’s berth, and there had occasion ta
see that “ Owuer's” words are quite true.
From the mechanics employed there a nan

cannot - expect  to learn anything but that which  serves

bim to no purpose. When they were usked for an explanation
as to the working of a part, 1 have invariably had the same
answer, T dan't know.™

I dare say that a good many driver-mechanics seem to
have the idea that they must do their utmost to pooh-pooh
letters as written Ly “Oswner,” Lut T wmaintain that they will
uot improve matters by writing such epistles as *“George
Stone.” He does not seem to sce that this “article and tame
monstrosity ' may, with some training, if of good intellect
and, as “Owner"” says, keen on the job, in a comparatively
speaking short time, he quite as good, and perhaps a belter,
driver than (eorgs Stone, and, in any case, [ hope, better
mannercd,  Mechanics are all very well us long as they have
to do repairs, etc., but, by what T have secn, ninety per
cent. of those employed in a motor car factory would be quite
as useless as drivers in private service as an uninitiated
“rvazor stropper.” They are told to do a certain job, and
they do it more ar less to the satisfuction of their foreman.
hut set them to find out why an engine has lost power or why
it runs hot, ete., and veu will soon find aut whether they
would make a good man to be entrusted with a car okn:;.

NATURATL CIRCULATION V. PUMP.

13586.3—1I note Mr. Wheatland's letter in reference to the
above in your last isue, and quite agree with him that the
last word should lave been sald upon these two systems of
water-cooling, and note lis remarks in refercuce to the Renault
improvements this year in this direction. Ar. Wheatland is
evidently unaware that nalural civeulation was fitted by
me to cars three and n hall years ago, and lLas heen working
most, satisfactorily on all the vehicles manufactured by the
Stivling Motor Construction Co., of Edinburgh.

T shall be pleased to hear what Mr. Wheatland's reasons
ave for believing tliat this has not been generally recognised
in the motor world. ‘Lhere is vo doubt that better resulis
and lower temperature of water are obtained withaut the
pump, provided tlie radiator and its counections are properly

designed. which, wnfortunately, is not always the case.
ARTHUR J. DRAKE.

BRITISH AND FORETGN CARS.

[3587."—1 have vead wilh considerable interest your remarks
m last week’s issue on British and forcign cars, and seeing
that this is a subject T have for a lang thme past felt very
strongly on, I heg leave to affcr a few conmlents.

1 cannot agree with yonr asscrtion that “there are so few
firms passing as British manufacturers who are really deal-
ing in foreign made cars as to render them a negligible
gquantity.” T submit, with a full knawledge of the import-
ance of wy assertion, that there are scavcely half a dozen
firms worthy of mention wha can really claim to he bond-fide
English manufacturers. By this I mean that their produc-
tions are British built thraughont.

I therefore think with Mr. Edge that it is quite time that
H.M. Customs, the Antomobile Club., and the a.utomo_bilc
press instituted a campaign, sa that the Rritish buyer might
know when purchasing a car whather it is totally or partly
British or foreign huilt.

There are many firtns wha ¢laim to huild British cars who
really only huild the chassis and wisely fit a French engine
of repute to complete the car. Now, seeing that the engine
is not only the most vital part of the car, but thai partion
of it which regnires the greatest amount of scientific and
mechanical krowledge to build, I consider that no firm
fitting an engine of foreign origin should be entitled ta style
its ear as a British production.

Yon state that English huyers at present may be divided
into two classes, i.e., those who prefer foreign cars and those
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who would rather buy the home made article. Might we
not divide these into bwo categories, the expert who has “ had
some.” these being those comprising the former class, and the
patriotic novice who is paying for knowledge he is abont to
acquire, A, E. COHEN.

INCLINED VALVES.

[3688.1—When “doing™ the show at the Crystal Palace I
was particularly struck with the Daimler Company’s latest
practice of open and unprotected camshaft; also valves at an
inclination of between ten and fifteen degrees to the vertical.
Does this not seem to be going back to the days of the old
Daimler V t-yﬁe engine with its inclined valves and exposed
actuating mechanism?

Perhaps the Daimler Company will be good enough to
put forward the advantages they doubtless claim for their
latest type engine beyond. perhaps, a quicker exhaust at the
ports and increased facility for camshaft detachinent, of
which the latter is hardly necessary? W. (. BELL.

SO-CALLED BRITISH CARS.

 [3589.]—T quite agree with Mr. 8. F. Edge in his well-
timed remarks on so-called British-made cars. I myself with
two friends {all three motor engineers) visited the recent ex-
hibition at the Crystal Palace and noted particunlarly the vari-
ous mixtures of Continental component parts hung together
and branded British-made cars throughout.  This is how
innocent purchasers are gulled, and when the car has baeen
run 500 miles or so its malleable properties have lived their
life§ Hence so many new motorists stating that Continenta)
enginears still lead in the motor world. But England was
their school and can now give them tuition.

Fam in a position to confirm Mr. Edge’s statement about
the Napier being British built, as I have seen all the parts
made at their works in Loadon.

I am in no way comnected, nor have I ever been, with the
Napier Co. MAURICE CLARKE.

ENGLISH MOTOR CAR BUILDING.

[3590.1—With reference to the question of English motor car
building and particularly the paper recently read before the
Automobile Club, I think it is bardly fair for anyons to give
lists of firms doing certain work unless they are complete and
accurate, My, Austin has already said that the figures given
for the Wolseley Co. were entirely wrong. Some of the
others are also mare than doubtful. Among firms bwlding
bodies. I see no mention of the Rex Co., of Coventry. They
have built bodies for several years, and have done it in a most
creditable manner. I know this from having possessed two
of their cars, and have been over their works many times. There
are also a number of other English firms of equal importance
who are ignored in the same way, though they surely deserve
a free advertisement as much as the few who were mentioned.

C. L. SCHWIND.

BRITISH MANUFACTURE.

[3591.]—In view of the controversy now going on concernin
British and foreign cars, T made a careful inspection of the
exhibits at the Crystal Palace Exhibition, giving my attention
only to those cars sold under English names, and hence
ostensibly of British manufacture, Of these the bodies in
all cases appear to be of home construction, but in nany
casesd, 80 far as the chassis is concerned, small jtems of
fittings and accessories, such as coils, sparking plugs, lubri-
cators, etc., are of continental make. }Jgnoring these minor
details. and also ignoring the steam vehicles, which were all
of British manufacture. I found them to be grouped as follows :

Britisg ENciNgs. Forrien Cmassis. The Crossley,

Forrigy ENcINES, RriTisE CHassis.  Argyll, Century.
Dennis, Eagle.

Arn Brrmisw.  Albion,  Arrol-Johuston, Ariel, Albany.
Achilles, Alldays. Belsize, Daimler, Duryea, Humber, James
and Browne, Lanchester. Langdon-Davies, Lea and Francis,
Ludgate, Marston. Maudslay. M.M.C., Napier, Pick, Rex,
Ryde, Ryknield. Star, Siddeley. Standard, Swift, Thorny-
creft, Vauxhall, Wilson and Pilcher. and Wolseley.

All the rest appear to be British only in body. Should I
be in error, or have omitted any from the list, I hope those
most interested will point it out, for the matter is undoubt-
edly one of more than passing interest at the present time.
Anyway, it will open the eyes of some to learn there are so
many firms turning out “all British ™ cars, and, before leaving
this subject, may I draw attention to a fact which hitherto
appears to have escaped public attention—viz., that the
official returns of the imports of foreign cars for January
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last, for the first time in the history of the trade, show
a heavy decline over the corrcsponding month of the previous
year. I tuke this as a very siguificant sign of the times,
showing that we have now come to ‘‘the parting of the ways,”
and that heoceforth we may expect to see the hitherto
enormoux foreign importation of cars into Great Britain
steadily decline, whilst the exports of British wvehicles will
as steadily iocrease. HENRY STURMEY,

F.R.P.S., Hon M.C.E.1.

NON-SLIPPING TREADS.

[3592.]—In answer to your correspondent of last week. my
experience of Wilkinson treads is as follows: I sent a pair of
new Michelin tyres to the firm to have the treads put on,
and bhave since run about 900 miles on them. (They are on
the back wheels of my car, a 16 h.p. Decauville.) I have
never had a vestige of side-slip during all the wet weather
there has been of late. nor have 1 had a puncture, though my
front tyres have twice been pierced during this period. The
small steel points at the side of the tread are but little worn,
though in the centre they are worn smooth with the surface.
and have in many cases disappeared altogether. I should
imagine, though, that the weigEt of the car would force them
out sufficiently when in contact with the ground to enable
them to grip. At wny rate there is little, if any, more ten-
dency to side-slip than when they were new. The feeling of
safety on a greasy road that they give is very delightfnl.

Of courss, 900 miles is no great distance, but the fabric
of the tread appears to be wearing very well, though it
would be rash to prophesy how much more they may be goed
for, Of their efficacy hitherto I have the highest opinion.
and if they remain effective for another 2,000 miles I shall
always use them. SBAFETY.

THE CASE FOR AI'PEAL.

[3593.}—~Referring to your notice of the above in your issue
of February 6th, I am greatly surprised that motorists
generally have completely overlooked this matter, ax I quite
expected to ree it geuerally taken up in all J\mrts of the
country. However, in fuliliient of my letter No. 3.528 of
the 13th February issue. T have pleasure in bhanding you
herewith a cheque for one guinea, and shall he glad 1f you
will kindly forward same to M. Rollet. At the same time I
am anxious to kmwow if anything further can be dowe to
bring the matter again before the public in a further issue
of your paper. JCH

‘'HE  ASCENT OF SNOWDON.

[3594.1—May 1 most respectinlly ask Mr. Ducros, jun.,
whether he will answer me the question asked by Mr. Wind.
ham? Is the setting of the photograph due to the phato-
grapher wha shaped the print and cavsed the left of it to be
tilted upwards. throwing the telegraph post out of the per-
pendicular, and thus making the gradient appear much steeper
than it really is? Or are we to assume that Mr. Ducros.
jun.. answered the guestion in your last issue when he wrote:
“T have to say that Snowdon, with its telegraph posts, is
atill in the same position as when I attempted and failed to
climb it,” knowing as we do that the telegraph poles ou
Snowdon are perpendicular, thug proving the photegrapi mis-
leading to the publie. WELNHMAN.

18,500 MILES ON A BENZ.

[3595.]—n March 1st, 1901, 1 hought a twin-cylinder 6 h.p.
Benz victoria, at a cost of £250, from Mesars. Hewetson's,
At the end of the second year T had covered a distance of
12.500 miles, and my expenses were for that distance:
Reprirs, £10 13s. 10d.; petrol, lubricating oil. etc.. £60:
making a total of £70 13s. 10d.. which is equal ta 1id. pe
mile. My third year is now completed, and I have covered
a further distance of 6,000 miles, my expenses being : Repaire.
£34 3s. 4d.; petrol, lubricating oil. ete., £30; making th
total expenditure for the year £64 3s. 4d. Adding thes
expenses to the two previous years, we have a total expend)
ture of £134 17a. 2d. for a distance of 18,500 miles. or aboui
14d. per mile. .

The car is still ranning daily. and is to all practical purpose:
as good as new. The only difference 1 can notice is a sligh
loss of power on stiff hills. This last year bas been trying
to the chains and band brakes, owing to the excessive rain.
the roads being often a sea of mud, and very bumpy.

I am now starting my fourth year. and am hoping for
equally good results, a report of which I shall have pleasure
m sending you next March. FRANK WHITELEY.

March 2nd, 1904,
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EXHAUBT GASES AND SIREN.

[3596.1—It will interest your correspondent *Siren™ to
know that his suggestions, as laid down in letler 3,569, were

carried out with great succesa on the 1903 Beuz-Iursifal
FACITIE CAT. S. G. NASIL

HORNS.

[3597.}—" Siren's” suggestion as to ntilising the exhaust
gasges i3 a good one, but I do not agree that the warning should
he continnons. It must, as now, be turned on only as wanted.
The nole is the thing to be remedied first. Cannot makers
of musical instrunents suggest some alteration of the present
horns, so as to make them sound like a bugle?

The “noise™ of motors has alwaye been one of the vbjec-
tions of our e¢nemies, and [ am sure that this subject is worth
more than a passing thought, as the harsh coughs and grunts
of some of the large horns are painful in the exircue.

TOOT.

SHOW ATTENDANCE.

/3598.1—" Autocrat's” reference to the Agricuitural Hall
Exhibition of last year, though doubtless well intentioned,
does an injnstice to the visitors. The *undesirable class”
llas cerlainly not been in evidence at the Agricultural Hall
shows, e fail to believe that the exhibitors, who receive
A number of tickets in proportion to the space they book, do
not utilise these to Lheir best personal advantage. Ay a
matter of fact, the *shoals ™ to which “ Autocrat” refers
ar being present on the Saturday evening at the last exhibi-
tion werce absolutely non-existent. Tt was o very wet evening.
and the attendance was slacker than it had been on any
night during the week. CORDINGLEY AND (O.

[We have weut a prool of the above letter to * The Autocrat.”
He replies as follows: * Evidently Messrs. Cordingley's
definition of the ‘undesivable cluss’ does not agree with
my own. Accounting for one Suturday eveuing does not
answer my rvemarks. [ referred ‘Lo almost every evening.
and particularly on Saturday evenings.” The undesirables
may pay to come in.  This could easily be found out by
comning to distribute free tickets by the thousand.”]

INCOMYETENT LEXPERILS.

[35699.] My Llime has bLeen so jully occupied the last two
weeks with malters pertaining to the Automobile Chib and
the coming clection of the new club committee that T have
been unable to give ecarlier atteatlion to your correspondents
who bave addressed you ou the above snbject.

First, to reply to R whose letter of complaint instigated
my letter pnblished in your dssue of the 13th ult.  According
to my view, the business of ab autocar vet. should be purely
consultative, in order that his opinion may he completely
unbiased. 1t goes without sayiog that an agent who deals
in cars or recelves commissions on sales ar introductions can
make as much profit out of one deal as a professional man
could probably make in the way of fees out of ten cases.
For this reason the autocar vet. will—-at least for some timne
to come—he a man who has some other profession or business.
though if my idea of periodical examinations and reports
catches on - as it 15 bound to when its advantages are fully
vecognised —there should bhe enough  work  to keep many
autocar vets. employed in populous centres. This also answers
one point raised by Thomas Parker, jun. What T do iusist
on is that an agent interested in the sale of any particnlar
car or cars should nol be accepted as an indepcnsent expert.
I do not helieve in “sitling on the fence™; he honest and
get down on one side or the other, either into the * trade”
field or the “professional” field. Tt rests with the users of
cars to assist the man on the “fence™ into his proper field.

I quite agree with “B. 0. H.” that the makers will pro-
bably welcome the advent of the autocar vel. Tf half the
tales one hears respecting the way the trade are bled in the
way of commissions by, in many cases. persons having ne
connection with the trade, this evil must be a serioms one.

Most of your correspondents have touched on the crucial
point—yviz., how is a competent man to make himself known?
Advertising is supposed to be unprofessional. but even if it
were not so, or evep were justifiable under the new ecircum-
stances. one would scarcelv care to see one's advertiscment
classified amongst those who in most cases are traders first
and experls afterwards.

“R" says that the man of ordinary intelligence who owne
& car knows what he wanits when it comes to buying one,
and that he also knows, or ought to. all about the upkeep.
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The only inference to be drawn from these statements is
that antomobilists as a body are not men of ordinary intel-
ligence, which T deny in foto. What T contend iy that the
average automobilist” knows very little about his car, and
even when lie bas reacbed that stage when he thinks he konows
all about it, he lhas only reached that stage when “a little
knowledge is dangervus.” The real fact of the matter 1
that motor cars are now so reltable that they will run for
a considerable length of time without giving the driver any
trouble, with the result that one is upt to think that every-
thing is going all right, whereas in a large majority of cases
excesstve wear and tear and often more serious damage i3
taking place quite wnkoown to the owner uutil the time
comes when the mechanism gives ont, and then comes the
bill for averhauling and repairs, whereas if the car had been
under the supervision of a practical engineer the proverbial
stitch in time would have saved the mine. T am sure that
if “R” will consult any of those gentleinen who are practising
as autocar vets., and who have addressed you on this subject,
he will at once be advised of a shop where he can send his
car under the conditivns he lays down.

ROBERT E. PHILLIPS,
M.IMech. E., Assoc. Inat.C.E.

ATR-COOLED FENGINES.

13600.|—I see from tbe reports of the New York Metor Show
that in America they build cars with one, two, amd four-
cylindered air cooled engines. Now I take it that these must
work satisfactorily, otherwise they would not continue making
them. How is it. then, that with the exception of the Lan-
chester (so fur as T know) we make no large air-cooled engines?

If aiv-cooled cngines are a success, a maker using them
should surcly be able to turn out a much cheaper and lighter
car than if he nsed a water-cooled engive, and the purchaser
wonld nat be troubled with broken pumps, leaky joints, and
frost-cracked radiators or water jackels.

Perhaps somte of vour readers have tried Awmerican air-
cooled enpines. If so, I should like very much to have their
opinion. AIR-COOLED.

THE SECURTTY OF NUMBERS.

[3601.]—We would ask the favour of space to utter a word
of warning to car owners and the trade, that they should see
that their numbers are so fixed that they cannot be fampered
with.  During the Crystal Palace Exhibition we were running
& car around Lhe Palace, and we garaged it. with a numher
of athers, in a local livery stahle. Oue day our driver had
searcely left the garage ere be was stopped by a policeman,
and then found there was no number on the front of his
car.  An some half-dozen athers found fhemselves in 2 similar
predicament the occurrence eould scarcely have heen accidental.
The sequel was a summaons to appear at the Lambeth Police
Court last week. and a fine of five shillings and costs. We
therefore suggest that the numbers of private cars— which,
when once registered. keep the same number “for all time ”—
be, wherever possible. painted 1wpon the car itself, and not
attached separately. With traders’ and manufacturers’ num-
bers, which are changed about from car to car, this is not
of course possible. but it will be well for all to sce that the
numbers are so affixed that it will be impossible to remove
them without considerable trouble, or much inconvenience and
injustice fo drivers may result. D.C.

SUNDAY TRIALS OF CARS.

[3602.]—T appreciate the letter by K. Robinson npon the
ahove subject 1 7'he Adutocar of March 5th, As work-
shop foreman of a repair works in the North of England, I
gel quite enough of motors for six days in every week, and
desira to enter my protest against the apparent selfishness
of the leisnred class of motor owners and motor dealers who
wanld necessacily rob me of my divine right to a rest on the
Snnday. T have yet to learn that any permanent profit
acernes from Sunday trading, but if other motor traders
adopt a Continental Sunday in deference to the requirements
of their custamers T fear lest the spirit of competition should
compel my employers unwillingly to request my attendance
at hnsiness seven davs per week. The keenness of competi-
tion I observed strikingly in evidence at the Crystal Palace
Show, but thers is no good reason why such competition
should trespass upon the workers’ day of rest @ la Froncaise.

W. E. COROUTT.
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THE FRENCH SHOW.

[3603.]— SF.E.'s ™ remarks as regards the French Show
are only what are expected {from him, and the only thing to
admire about him is his courage in making a sugyestion
which he could not uphoid for Hve minutes, and which 1
candidly believe he has as little belief in as 1 bave,

The suggestion that English manufacturers should not show
in Frauce is a little too rich. 'There have been wup to the
present monwnt  three manufacturers showiog v France.
One wus showing a type with an borizontal engive which
was discarded by a fow French mannfacturers in the year
1900: the sccond—the tirm of your correspondenl  showed
a car which was at least threee years oot of date, and who is
this year maoufacturing a car which has not in its design
a single thiug to recommend il «s original or a new imvention.
or thal is not in every point and detail an alteispi to copy
the Trevelt makers of 1905, There is not a single thing wpon
the car that the French have not uwsed wor discarded before
he fitted i, H “SE.E.” can mention a single thing vwpon his
car that is new. or that would give any hielp to Freuch manu-
factorers to perfect their manufactures, 1 should be pleased if
he would name it. In fact, “S.F.E..” not six months ago,
wrote letters in your correspondence colummg runuing down
most of (he articles he is now ftting. As regards the third
manufacturer who exhibited at the French Antomobile Slhow,
he gave a genuine and interesting display as far as it went,
and as he bhas not claimed anything special, or surgested that
he went over with the object of tewching Frenciumen, there
is no mneed to treat his silence with anything else but the
courtesy it deserves, and I would snggest that " S.F.T." took
a lesson in courtesy from this same firm. DLW,

A DANGEROUS PRACTICE.

[3604.]—1 recently saw an innovation on a car novel to me
ab apy rate. Across the back ol a covered car (Limousine,
I think) a row of iron spikes 14in. to 2in. loug, painted white,
had heen nailed. TPresumahly, the object was to prevent
small boys having o cheap ride, but as the car had a side
entrance I could see no foothold for them. As a motorist, [
venture to protest against this device. Aopyone who drives a
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car in crowded thovonghfares konows the necessity of ocea-
sionadly  stopping dead, not to mention occasioually driving
on the reverse. The consequences for an unlortunate cyclist
or horse might be terrible. A

TRIALS OF CARS.

[3605.) The letter of Mr. 1. Robinson in yuur sssue of the
5th has my warmest sympathy, and he deserves the heartiest
thanks for Lringing the matter forward in such a manly and
Christian nwnner.  Now the question of Sunday tratlic has
been raised in conncction with the motor industry, 1 should
like to plead for those who, like myscll, are engaged in it ab
@ watering  place,  where there Is a  greal tendency
to take wo potice of NSunday heing a day of rvest.  During
the smnmer inonths especially, we are enpaged for Jony hours
from Monday morning until Saturday awhe aml are willing
to oblige motorists at all tunes, day or night, and therefore
feel we should be allowed one day’s rest, putling on one stie
for the moment the religions guestion.

Tn most cases we recogmse it is simply want of thought,
and we hope (hat Lhis summer car owners will as far as
possible obtain what they require on Saturday evenings, and
thus allow a little rest Lo those who have the right of the
worker (o a doy of rest, and also a duly to Him who has
ordained the Sabbath. SUSSEX.

SUMMARY OF CORRESPONDENCE,

AvrToMaTic CARBURETTERS. In reply to " Correct Mixture,”
we reconunend the new carburetter made by the Rover Cycle
Co.. of Coventry. which gives a correct mixture at any speed.

TyYrREs axp 1OE Siwow. The Maison-Talbot inform us that
there were 980 wheels fitted with Michelin tyres at the
{rystal Palace Show, and that the statements which have
been made to the effect that there were more of anolher make
are therefore incorvect.

TyrE INFLarion, The questions asked by F. J. Tompson as
to the action of the products of petrol combustion upon tyres
in the Pampeesi tyre inflator were anticipaled and answered
last week by the leiter [3562] published trom Messrs. {‘harles
Jarrott and Letts, Ltd.

A LANCHESTER CAR IN SOQUTH AFRICA We have previously noticed some of the exploits of Lanchester cars in Snuth Africa

and their adaptability to the topographical conditions which prevail there
The car is the property of the Rudge-Whitworth Cycle Co. {agents (or the Lanchester cars),

between Johannesburg and Bloemlontein.

whose manager at Bloemlontein (Mr, Earley) informs vs that it was intended to drive the car on vir Kimberley to Capetawn.
successfully accomplished it will farm one of the best runs yet accamplished on this make ol car

Particulars are to hand of one of these cars having made a trip

I( this trip is
Before Jeaving Bloemfontein the car was

tested on Naval Hill, which is noted for the severity of its pradient, and the surface of which had been rent and torn by tarrential rains.
The car, however, travelled over sluvits, boulders, sand, and bog, quite pleasantly, most ¢f the hime at the rate of twenly-five miles an hour,

sometimes getting on to its top speed of torty miles.

The illustration depicts a Lanchesler car engaged in electioneering wark in South Africa,
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Flashes.

Lord Hastings has purchased the handsome-looking
28 h.p. Gladiator which was shown at the Crystal
Palace, and which was illustrated in our show report.

% * *

The Clarkson steam motor ‘bus which has been pur-
chased by the Eastbourne Corporation for public
service purposes has commenced duty by making
alternate journevs between Victoria Place and the
Tally Ho and between Victoria Place and the
Cemetery,

3 * *

Those iuterested in the Georges-Richard cars may
remember that the 2o h.p. car had a stop booked
against it on Westetham Hill in the thousand miles
reliability trials, This it seems was a mistake. The
observer. apparently. was not acquainted with Wester
ham, and booked a stop which occurred on a hill
previous to Westerham as taking place on the test
hill 1tsclf.

£ x %
The ordinary reporter’s ideas of the working of an
mternal  combustion  engine
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The Ivel agricultural motor has been awarded a gold

medal at the Cairo agricultural exhibition.
* * *

It will no doubt be useful to motorists in the Glasgow
district to know that Messrs. David Carlaw and Sons,
a firm of mechanical engineers in Finnieston Street,
are specialising on motor car repairs and alterations.
They have storage for fifty cars, so that it should be a

(‘OﬂVGI’li(‘,’B(‘.(‘: to marny.
¥ x ¥

I'he Motor Car Co. point out to us that their 1o h.p.
Decauville still holds the London to Edinburgh record,
as in June. rgo2. this car was run in 20h. 4om. from
capital to capital without a stop of the engine or the
road wheels.  This performance was vouched for by
an independent observer (Mr. F. T. Bidlake). and up

to the present it has never been equalled.
* % %

An amusing narrative appears in The Tudian
Sporting Times. entitled “ My First Motor Car,” appar-
entlv written by an Incdian military officer on leave of
absence in Great Britain. Amongst other experiences is

one in which. on being unable

are  pruverbially  crude. bur
we do not remember having
seen a case in which

were so mixed up as in the 0 12 —HIRI A-C
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ideas Mar. 11, Noctinghao and District A.C. Annual Dinnee.
¢ Generul Meedng.
,. T2—Manchester Motor Shaw closes,

to obtain petrol as expected
from a service of motor 'buses
at Dunbar. owing to the service
being discontinued. he. “in

mind of a reporter who. in his
report of the Edinburgh motor
show. spoke of a sixcylinder
Napier fitted with “a new

hydraulic contrivance for the

13-20.—Cannes Automabile Weck.
14-19.—Bascon, (1.5 A, Autocar Show.
1516 —a.C
6. —Eniric
I7.—A. C. G. BB. [, Paper. ' The
By Mr Moresby White,
17 Paris Rome Tauring Trials commence.
19-26 —Mator Cat Show, Agricoltural Hall.

C. Amrrica Commercial Vehicle Trials,
= elose Vienna Alcohol Maotor Fxhibition.
Use of the Highway,™

desperation. went to all the
chemists” shops in the town,
and bought up all the inflam-
mable fluids they had, in-
cluding naphtha. benzol, hen-

regulation of the pressure of " 1g-27. Frankfoct on-Main Awocar Show. zine, and other fluids, varying
ot . N —Nice W ons icn Trials 22nd » il ]

air. for the mivture of the | o BRTRESTAN (SR N Show 0 in colour from bad beer to fine

water, and I)L-!Tr()] {for  the ,» 22.—Mator Union Annual Meetinﬁd{s o), Agriculiural Tlall. gin‘ The few dI'OI)S of IJthO]
o . 22, —Manchester A.C. Paper, My lixperiences with a I . . oS

engine. 60 L.p. Meroedes.” By Mr. Higginhotham. remaining assisted in  starting

¥ % % '
- :  2+—A.C.G. B. 1.
By commandeering a motor

car, a Metropolitan policeman '

. 22-27. —Trials of Electrical Vehicles, Paris. the

Paper, “ Alcohel as a Mative Power,"” .
Ry NDr. W. R. Orwmondy.

26,—Shetheld A.C. Run to Retford.

30.—Chelienham A.C.  Leclure by Mr. ] W. Roebuck.

engine ”  (remarks the
writer), “and by keeping her
on the go we managed to get

effected the arrest of a man |acdGBL Side slip Trials.  Beginaing of April along.  But. oh! the odour
. 2 Gordon-Bennert Klininating Trials April ar May. i ) .

charged with uttering a M?;- L:IQ’-ZO.—'GIasgow t: Lendon  Reliability "Trial qentries | W€ lefr on the trail!”

>0 1 . - The clase April 13 * % %

counterfeit  half crown.  The June 17.- Gordon-Benuett Cup Race. h

man galloped off in a trap, What happened when a

but, jumping on a motor car
which was passing, the constable caught him up after
a hot chase for a mile.

* % ¥

A sparking plug adapter. having a travsparent window
m a side inspection chamber, has been devised and
patented by Mr. E. B. Milburn, of Northumberland
Works, Wilts. It consists of a T-piece. one arm of
which screws into the cylinder, and into the other end

St of this arm an ordinary
© sparking plug is screwed.
The remaining opening
from the T-piece is closed
by a thick glass window
held between two packing
washers with a gland nut.
The external face of this nut has a small swing door on
it. which effectually prevents any moisture from settling
on the glass and causing breakage.  This adapter
suffers, unfortunately, from the common defect of the
glass sooting up and becoming opaque. Owing to the
fact, however. that the adapter removes the glass rather
further from the combustion chamber than usual, it
is probable that the sonting would be less.  There is
also the advantage of the sparking plug and inspection
adapter being interchangeable.

horse met a mator car driven
by a doctor was described at Shoreditch County Court.
A man was riding the horse,” said the doctor, “ but he
lost control of it, and the animal plunged about. and
finally sat on the front of the car. The front was bent
in and the wings broken by its weight.” “ Possibly it
fele 1l and wanted to consult vou.” suggested the
defending solicitor.  The doctor was awarded £i1o

damages.
) Ok *

Messrs. Deasy and Co.. owing to the increase of
business. will sharty be maving from 217, Piccadilly,
to 1o, Brompton Road. Albert Gate. where larger and
more commodious premiscs have been secured.

* * *

The London Power Ommibus Co. have bought fram
Strling s Motor Construction Co. (1903), Ltd., Granton
Harbour, Edinburgh. eight omnibuses with which to
begin their service. The vehicles will be run on the
road Dbetween Brandeshury Station and Marble Arch,
where the passengers will be deposited at the station of
the Central London Railway. The intention is to give
a frequent service of six omnibuses to this point without
wasting time plunging into the congested traffic of
Oxford Street.
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We are informed that His Majesty the King's 28 h.p.
Mercedes car was delivered at Buckingham Palace a

few days ago.
* * *

Some of our readers may be interested to know that
the Mot_or Mart, Ltd., 145-14%, Kuston Road, N.W.,
recently installed a complete charging plant for electric

motor cars.
o ¥* *

At the meeting of the Junior [nstitution of Engineers
on March 4th, a paper was read by Mr. G, C. Alling-
ham, entitled “ Notes on Llectric Accumulators.”
Speaking of motor car and other portable
cells, the author said the usual practice
was to employ light pasied plates, which
had a wvery short life, but which are
made as cheaply as possible, and simply
scraped and replaced by new ones as soon
as they begin to give trouble. The
extreme importance of the chemical purity
of the materials, not only ol those wsed in
the manufacture of the plates, but also of
the acid, and even of the water used for
filling up, was insisted upon.

- % %

It is satisfactory to note that the recent
agitation by Mr. E. J. Coles and others
against strewing the roads of the Metro-
politan boroughs with chippings of flint is
likely to be successful. The Town Clerk
of Marylebone has informed Mr. Coles
that the question of the kind of ballast to
be used in ballasting roadways in that
borough is now under the consideration of
the Works Committee of the Dborough

council.
* * *

The Hotchkiss car (which was one of
the new and striking features of the Paris
Salon last December) will be shown at the
Agricultural Hall next week by Messrs. Mann and
Overtons, Ltd. It will be its first appearance in this
country, so that no little interest will be taken in it.
We understand that during the show one will be avail-
able for tdal.

royal calours.

* * ¥*

A very interesting race Lor motor boats will take place
on August 8th hetween Calais or Boulogne and Dover.
The race—an International one—will be for the
Récopé Cup. This cup has been presented by Comte
Récopé, the vice-president of the Yachting Division of
the Automaobile Club de France. ‘The euntries close on
June 3oth to the French club, 6, Place de la Concorde,
Paris. The French Minjster of Marine has promised to
convoy the racing boats by torpedo boats in French
waters, and our own Automobile Club is taking steps (o
obtain Admiralty sanction on this side of the Channel.
The club is also seeking the co-operation of the railway
companies, municipalities, and vacht clubs, so that, all
being well, the 8th of Aupust should see a combined
féte of automobilism aud motor racing which will not
be soon forgotten, as there is no doubt that a large
nvmber of automobilists will drive down from town and
elsewhere to see the boats come in. There is no
question of a good French entrv. and we hope that the
British makers will also be sttongly in evidence. The
French Automobile Club is thoroughly alive to the
importance of the internal combustion launch to the
naval authorities, and it feels strongly that the race
should take place under the direct patronage of both
the English and French naval departments.
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The extreme ease with which a Lanchester car can be
driven across country, thanks to its unique springing, is
occasionally a wee bil too temptling, as was discovered
by Mr. Claude Browne and his party (consisting of
Mrs. Claude and Ronald Browne, Mr. Harry J.
Swindley, and the mechanic) when returning from
Woking on Saturday last. Between New and OId
Woking the road forks, cne road going to the right to
Stoke and Guildford and the other to Ripley. By
error, the right-hand road was taken, and when the mis-
take was discovered Mr. Browne essayed to drive across
a rough triangular piece of ground forming the fork. In

THE GERMAN EMPEKOR'S CAR BODY. This illustration depicts the body built
for the German Emperor’s car by Messrs. Hooper & Co., 54, St. James Street, W. It
follows the genzral lines of that fitted to King Edward VIL's car by the same firm; this
similarity being the result of a drive which the Emperor William took in his royal
uncle’s car soon after it was finished.
the car are glazed. The straight portion across the front seat can be slid up under
the roof. The sides between the glass bends may he closed in with curtains at willy
The canopy and glazed portions of the superstructure are remavable.
tonneau is luxuriously seated to accommeodate six, and thebody is finished in the German
The upholstery is in plain red leather, this being the only feature in
which the car differs from King Edward’s, which is buttoned. The window [frames are
painted ivory white. One large electrolier is set on the canapy.

The ends and bends of the passenger portian of

The double

so doing the car wheels got into ruis, which presently,
getling deeper and deeper. caused the differential gear
box to ground upon the mound between, so that the car
came (0 a dead stop, while the wheels spun furiously in
the wet and slush. To exrricate the car was quite a
feat of civil engineering. The ruts had to be widened
and cleared away in order that plank runners might be
laid far the wheels to rotate upon. ane it was necessary
to drive a heading beneath the differential gear box in
order to allow it to come awav. A couple of the horny-
handed and numerous boys. however. soon made shift
to effect the work. and the Launchester was presently
backed out of its dry dock.

* * *

Mr. Mervin (YGorman's “ Motor Pocket Book,”
which we hope to review in an early issue, is really a
most useful work, and one which, with the “ Dictionary
of Motoring,” will enable recruits to autamobilism to
bring themselves right up to date.

A LOST CAR.

Mr. A. C. Payne, Rosenau, 89, North Side, Clapham
Common, S.W., writes: “Car A-2140, derelict, was
taken into custady this morning (Monday) after being
left outside my house fram six o’clock till ten. No
owner to be found. Tt was about roh.p. M.M.C. It
had not come far, and petrol tank was full. My own
opinion was that it had been stolen, and that the
hatteries had run out. The owner may see this, if
the police have nat already found him.”
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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 jare of gzeneral

interest will be published, though all ww bpe

answered direct theough the post, for which purpose a stamped and addressed envelope should be enclased,

Whnen advice concarning diiferent makes of cars is sought, each vehicle should be given an indentifying number.

Letiers should be addresssd The Editor

INSPECTION PIT DIMENSIONS.
Can you yive tue the proper dimensions for an ipspection pit?
—H. G I

The inspection pit dinensions should he 3ft. 6in. wide by
about 4fc. 6in. deep, and sufficiently long to enable the
oparator to have ready access tn all parts of the car from
the front of the enyine to the rear live axle. If. however,
space does net permit of the pit beivy made of sufficient
leugth to do this. it mizht be wede about 4ft. 6. long,
and the car pushed into tbe posivion renwired to reach those
arts which veed attention. The pit should be lined with
ricke ot boards; the former preferably, and these should be
blug on account of their damp resisting gualities. ‘T'he pit
should be well drained, particular attention being patd to
thia point. A putter formed round the edge of the pit and
led away to the nearest drain trap will prevent a lot of
moisture running into the pit itself A ledge should be formed
along the upper edge of the pit, into which siout boards at
least 1zin. thick con be fitted over the top of the pit so as to
eomplete the Hoor space when the pit iz not n wse.

CRACKED WATER JACKETS.
Through carclessness the recent frost has made & small crack
in the waler jacket of my 9 lp. De Dion enpine. The
supgine jtself is unaffected, but the water escapes slowly
ot the jacket.  Can anyihing be done?—C. K.

A small erack in fle water jacket of an eungine is a rather
more difficult matter to deal with than one which is of larger
dimensions,  For in the latter case vue can easily repair the
Fracture by means of wlat is known in the engineering world
as a “vust joint.”  This is made by filling the erack with fine
iron filings damped with a solution of sal ammoniac. This
causes the surface of the fractore to vxidise. and with this che
fine iron filings wonld set in sufliciently hard to repair the
fractnre. In the present instaurce if the abuve treatinent can-
nof, by reason of the narrowness of the fracture, he carried
out, the repair will be niore satisiactorily executed by simply
soldering the fracture with hard tinman’s solder. The surface
of the jucket alohg the fracture should be filed bright and
clean, and some acid scidering flnid 1un over the joint, if
possible allowinz it to vun in through the crack. for which
purpose it wonld he advisable to form a V-shaped chanvel
along the crack by neans of the edge of a file. The jacket
should be well warmed by the aid of a tinman's blow lamp,
and havd solder veo into the fractuce.  If the bloewpipe is em-
ployed ureut care should e taken Liat the petrol tank aud the
carburetier are completely empiied, and tbat no infainmable
fumes arising  from  peteol ave wbout the car. Otherwise
damagr muy prssibly vesult.

A GOVERNOR DOUERY.

Will any of your readers who lLave run the new rype 12-14
hop. governed Clement-Tzlbrt gzive their experiences? [t
seenis (0 me taab i cases such as this, where the yover-
nor is fitled asx a = leol-proof ” apparates mereiy to pre-
vent the cngioe racing sl exicssive speeds, the ear must
on all nrdinary ones be ranuins with the throttle full
opru with a cotrespending increase of petrol consumptinn,
In the car under wy notice ten to twelve miles per wullon
was the best dani—aof cowse. a guite impossible raie.
Surely in all such vases there shouli be sune band appli-
ance for “setting ™ the governor at will. and then work-
ing 1he scceleratar to meet the road regnirements” —U AW

The butterfly thrvottle in ihe indnction pipe immediatels
over the ject is fitted with a strang sprine. which when the
aceelerator pedal is allowed to lift 10 its fullest extent entirely
closes the induction pipe save for a small hole made thruugh
the centre of the throttle, which permits mixture sufficient
to pass to keep the engine running slawly declutched, Jiven
when well sparked up. the action of the spring on the throttle

“The Autocar,'’ Coventrys

valve i so quick that se vacing  results  wien chaugmg
apeedd  Lhe laree capsumption of peieol referred to by our
carrespnti:lont tuay be dus Lo the Lut that be always bas bis
hot water jucket m operation.  We fiml that tiis is only re-
quisite in very cold and Jdamp weatiwr. hut if allowed to
operate wuew The weather is comparacively dry a considerable
increase in petrol conswmnption is the result

OPENING CELLTULOID ACCUMULATORS.

Could vou inform me how to open and sval up a cettuloid
aerumulater? I lave one in woich  the plates  have
dropped.—L. I WeBBER.

You will be well adviscl not to aitempt to open the
aceumutater, but rarther to retum it to the nmukers, or send
it to an electrwian who undertakes ilie repairing of accumu-
lators, to have the necessavy tepasirs executed. If, however,
yon are particularly ausious to do the wark yoursell, the
top of the actumulator will have to be detached by dissclving
the celluloid cement at the eap juints by the aid of acetone.
This is a solvent of celluloid, aud should therefore be Landled
very carefuliy, the liquid betny applied only berween the joint,
8o that it will artack the cement only and touch the sides
of the cap as little az possibie.  Luuid celluloid will bave
to be employed to re-seal the case.  T'ne same liquid is useful
for fising small strips of shezt celluloid ta cells which have
hacome cracked ; also for stopping leaks.

THE RESISTANCE OF A COlL..

Would you be good enough to lot me know the usual resist-
ance of tie winding of induviiun cuils fur motor cars?
Thie primavies of my pew coil balance 0.45 ohm, and
the secondaries 495w. The former seems rather low,
Would you advise putting external resistance in the
primary cireuit *—P.

The resistance of the windings of your coil are about
normal.  Warking from a fonr-volt accumulikor, your primary
waould pass from eight to ten ampéres on closed cireuit, which
is rather high, but vot at all uuusnal.  The current taken
under working conditions depends very much on the adjust-
ment of the trembler, but would probably be about twa
amperes.  In all probabibicy. w small external resistance would
not  materially atfect the spark, and  wauld decrease the
maximum eurvent. You might try a yard of No. 14 Climax
high-resistance wire. This has a resistance of abiout a quarter
ohm per yard. If this iz made up as 2 coil, it shonld be
doubled over at the centre and wound double. llie current

then flows up the coil one way and back the other, which
prevents it from baving any self-inductive effect.

THE BRITISH ELIMINATORY TRIALS. A stretch of road near
St. Jahn's, on the proposed Manx course,
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VALVES AND VALVE MECHANISM OF INTERNAL COMBUSTION
ENGINES.,*

In opening his paper, Mr. Phillips suggested that if any
apology therefor was necessary the receut controversy touching
the merits and demerits of automatie valves supplied it. To
achieve brevity the author's remarks were eutirely confined
to valves and mechanism of internal combustion engines of the
four-cycle type.

Present Practice,

In the modern petrol engine it was the universal practice to
open the exhaust positively and to close it by a spring. At
first the induction valve was opened atmospherically or
automatically, and was closed by w spring, but the latest
tendency was to open these valves in the same manner as the
exhausts. To judge by some manufucturers’ remarks, this
was ouly done to meet the public demand ruther than to
obtain any advantage. Mr. Phillips then proceeded to
describe the construction of both automatic and mechanically-
operated valves, their positions in the cylinders, and the
means of actuation, going on to sey that wlere there was
room to place the valves side by side without undue decrease
of valves or inerease of length of engine, he thought this was
the best arrangement. Failing this, the induction valve
above the exhaust was tu be preferred. He by no means
apf:roved of placing the valves on opposite sides of the
cylinders, as, apart from extra parts necessary, the conse-
quent irregular shape and enlarged area of the cooling surface
of the combustion chamnber must be detrimental to consump-
tion and to general efficiency. After pointing out that with
atmospheric valves the springs were light and with mechani-
cally-operated valves lLeavy, und the methnd of lifting or
ing the latter, Mr. VPhillips emphasie-d the important

Openm%
part played by the spring in conne-lin wir: the automatic
valve. It must be light enough to permui L' valve to open

as soon as possible in the charging stroke, but not so light
that the valve should be stuggisii or irregular in closing.
Increaze of the strength of the spring increased the lag and
the tendency to vibratory movement or fluitering. and a com-
promise as regards the strength of spring was necessary.
Further, the automatic valve was liable to *stick up.”
Many attempts had been made to improve the automatic
valve, My, Phillips cited the valve with weak and strong
spriug by Mr. E. Estcourt, the annular inlet valve of Mr.
Montague Napier, and the double spring valve of Measrs.
Pidgeon and Bradley which improved as to opening was in
no way superior to the ordinary valve as regurds closing—
rather otherwise—and while it got over the sticking-up diffi-
culty, it accentuated rother than decreased the greatest
defect of the atmospheric valve—viz., the dependence on a
spring for efficient action. To compare the automatic valve
with the mechanically-operated valve it was necessary to
ﬁx]a :tandard. What are the essentials for an idea] induction
valve?

(1.) Positive and instautaneous opening immediately pressure
in cylinder falls to that in induction pipe; positive closing at
end of suction stroke at all speeds to ensure greatest valume
of charge in cylinder.

(2.) Tnability to become impaired or disarranged.

(3.) Automatic adjustment of time of opening according
to speed.

(4.) Inability to “stick up" on seating.

. {5} Absence of vibratery motion, eonsequently diminution
i wear, and absence of noise.

Dealing first with opening aud closing.  Atmoespheric valve
only opened after piston had cempleted such part of suction
stroke as was necessary to create vacuum in cylinder sufficient
to overcnme strength of spring, cousequently a full charge
of gas was never drawa intu the cylinder  Also awing to
lightness of spring, valve does not return positively at end
of suction stroke, so that percentage of gas was discharged
back through the valve, resulting f loss of quantity. com-
pression. and power. Loss of compression in the cylinder
increased log of valve at opening. 'f‘he time of opening alse
varied with pressure of exhaust gases remaining in the
cylinder at end of exhaust stroke. A mechanically-actuated
valve presented wo such variations; its action was positive,
but owing to the varying pressure of the exhaust gases in
the cylinder at end of the exhaust stroke the valve must be
set. to close some time later than the dead centre to avoid
opening before the pressure of the exhaust gases had fallen to

*Excerpts trom a paper read before the members of the Automoebile Club
hy Mr. R. E. Phillips. M.I.M.E.. A M.1.C E , etc.

atmospheric pressure, otherwise they would blow back into
the induction pipe and reduce volume of incoming charge.
Consequently, whether apeniug at dead centre or later, a
full charge could never he drawn into the cylinder with
engine running at high speed.  Though the mechanically-
actuated valve was advantageous its actiou was by no means
perfect.

With regard to wear and tear. “Lhe perfect action of the
automatic valve depending upon its spring—the weak point
of which was its delicacy—any variation therein impaired the
efficiency of the valve. Cotters and washers acted on by the
springs were subject to wear, and occasional breakage through
the continuous hammering, A wmechanically-actuated valve
suffered much less from this lLammering, the only serious
wear taking place in the operating mechanismm. Wear in the
strikers or lifters meant so nuch lost motion, involving lag
at apening and lead at closing.

Valve Adjustment.

In the matter of adjustment, there was cunsiderable diffi-
culty in adjusting strength of automatic valve spring, even
with single-cylinder engine, and this difficulty was hugely
increased with multi-cylinder engines. The same difficulty
arose with mechanically-actuated vulves in udjustment of
strikers to obtain similar period of opening all valves, but
as this adjustment was much simpler than that of the springe
of automatic valves, cousequently there was an advantage
under this head.

“Sticking up" could not take pluce with mechanically-
operated valves. Then with regard to vibratory action and
notse.  All automatic valves chattered more or less on account
of the sucking action of piston. This diminished the intaken
charge, and caused wear to cotters and wasliers by subjectin
them to considerable hammering. With mechanically-actuate
valves this vibratory action was entirely absent.

Therefore the mechanicaily-actuated valve approached most
uearly ta theoretical perfection, but neither it nor the
atmaspheric wholly reached the ideal stundard, as neither
opened at the theoretically correct time at all speeds, and
both required adjustment to preserve their efficiency. If
the valves and operating mechanistm were properly designed
the construction of exhaust valves left littlle to he desired.
Any improvement would prubably lie in the direction of
water-caoling, or varying the time of closing according to the
speed of the engine, and of obtaining a quicker opening or
closing so as to obtain longest pussible period of complete
opening. Water-cooling the valves had uot yet been success.
fuilly employed in petrol engines for autﬂﬂ'l(]{liles,

Mr. PEilfips then referred to experiments carried out hy
Mr. Mervyn O'Gorman, v order to obtain more rapid opening
and closing of an exhaust valve. A supplemental spring,
arranged to throw the valve wide open immediately upon
Iifting, was made use of. Mr. Phillips then went on to
deseribe an induction valve of lils own dpsign, which, he
claimed, fulfilled all the ©essentials he had lajd down.” Its
special feature he termed auto-mechauical. It wag retained
«n its seat during whole of compression, and working part
of exhaust stroke by a spring. and during latter part of
exhaust stroke by pressure of exhaust gases in the evlinder
alone, so that it was free to open automatically, either by
gravity ar by the spring. immediately upon the pressure in
the cylinder equalling that in induction pipe, so that «
always opened at the corrvet moment at all speeds. 'The
spring was strong enough ta ensure positive closing, and its
pressure was temoved so as to free it hefore the end of
exhaust stroke, and was restored to close the valve at the
end af suction stroke by mechanical weans, preferably from
cam on haif-time shaft.  The tiwe of removal of spring
pressure was immaterial within certain limits so long as it
was in advance of the time of apening.  This mechanism
had been tried tharaughly on his Rochet-Schneider car, and
na alteration ar adjustment had heen made after the valve
had been placed in positinn. "Che valve requires no adjust.
ment either in first instance ar subsequently. As the original
atmaospheric valve could he replaced at will, he had made
frequent running comparisons between the twao valves, and
had no doubt as to the increased power afforded by the
auto-mechanical valve, and in this he was supported by many
qualified to form an opinion. Lack of c]pport.umt.y had pre-
vented brake tests, but he hoped befare long to make public
the results of such a test.

{To be continued.)



SOME DETAIL DIMENSIONS OF PETROL ENGINES.
Compiled by Mr, R, E. Phillips, M.LMLE,, etc.

HE leading dimensions and other data given in
the following tables arc extracted from a very
comprehensive list, which was incorporated

in a paper on “Valves and Valve Mechanism,” read
before the members of the Automobile Club, by Mr.
IX. E. Phillips. The tables were compiled with the
abject of showing the results of emploving different
sizes of valves aud giving them ditferent lifts, and to
obtain some definite comparisons between the auto-
matic and mechanically operated inlet valve. The
results obtained will be of very great value 10 aulo-
mobile engineers in gencral, while to the practical
antomobilist, even a cursory comparison of some of
the leading particulars and dimensions, such as the
number ot cylinders, their Lore, stroke, number of
revolutions per minule, and horse-power, will provide

Morse-power 3 = ! ’ L6
Number of eylinders a- il s - 4
Dhameter of evlinders ) b
Steoke N 375
Revolutions per minnte y 1400
Volume swepl by piston {(cubie inches) 36.07
0 e
Mxton speed in feet per minnle .. i]rt;:i?"mm 1277;
Type of admission valve - M
Diameter of admission valve 1:25
[aft of ndmission valve | 218
Area of charge inlet port (maximnm) 854
Charge velocity through inlet valve [ Mecan 164
in feel per second Maximum| 257
Area af induction pipe 833
Charge veloeity through induction | Mean 168
pipe in feet per second ll‘f&ximum 2064
Diameter of exhaust valve 1.25
Lift. of exhaust valve 218
Arca of exhaust port {maximum).. 851
lixhanst. velocity through exhanst | Mean 164
valve in feet per second ‘Maximom| 257
Area of exhaust pipe 833
Velocity through exhavst pipe in feet | Mean 168
per sacond .. P - «o | Maximum| 264

much food for wseful thought. in his paper, Mr.
Phillips has treated with such a large number of
cogives that consideration of space precludes our
dealing  with the whole.  We have, therefore,
extracted those engines which are well known and in
general use, or contain any distinctive dimensions or
features departing from current practice. We have
also arranged all the engines of any one make under
their distinctive heading for the purpose ol ready
comparison.  In the case of the Aster engines—
of which some particularly interesting figures are
given—the names of the cars to which these engines
are ftled are given.

The most striking difference in the tables is found
in the 12 h.p. Aster engines, one of which has four
eylinders and the other two; both have the same

stroke, though the one has a larger bore than the
other, and their normal speeds are identical. As
there is a great deal of interest being taken in the
question ol multi-cylinder engined cars at present
it would be most instructive to have some definite
records of the two engines running both on the test
ench and upon the roads for purposes of comparison.

In order to appreciate the figures given in Mr,
Phillips's tables 1t will be necessary 1o follow very
carcfully onr completed report of the author's paper,
though, as we have already staled, there are many
detail figures which a large proportion of our readers
will now be able to follow readily with advantage to
their knowledge of petrol motors.

On the preceding page we publish the first part of
our report upon Mr. Phillips’s paper.

Aviel. [ Aster. Daimler. De Dion.
‘Gladiator!| (Clemeut) | {(lement) | (Clement) [(Gladiator j{(ladiator )
18 63 9 10 12 12 14 18 28 6 8
] 1 2 4 4 2 4 4 4 1 1
3.5 3.46 3.40 3.30 3.46 4.13 3.46 3.74 4.33 3.54 3.93
4 4.23 5.51 4.72 511 5.1 5.11 5.11 59 4.33 4.72
1400 1400 1200 1006 1000 1200 1200 800 750 1700 1600
38.48 10.7 81,79 4. 35 48.03 63,42 48.03 56.10 86.84 42.6 £7.25
433 1010 1102 786 851 1022 1022 681 737 1226 1258
1466 1587 1731 1235 1337 1606 1606 1070 11568 1926 1976
M A M . M M A M M M A A
1.31 1.14 1.18 1.18 1.18 1.96 LIS 1.25 1.37 1.29 1.45
218 118 236 236 .236 196 276 27 275 118 157
BOR 422 873 873 873 1.20 1.01 1.05 1.18 477 714
167 376 198 128 163 190 158 118 152 422 366
262 A0 311 201 240 298 248 185 238 663 659
.882 817 193 1.38 1.93 1.74 1.74 1.38 1.56 628 817
170
267
1.31 .18 1.18 1.18 1.18 1.65 1.18 1.25 1.37 1.25 1.37
218 236 236 236 236 315 275 27 276 .196 196
895 873 .873 873 873 1.63 1.01 1.06 1.18 768 842
167 189 198 128 153 140 158 118 152 261 I 302
262 207 311 201 210 220 248 186 238 410 486
882 1.09 1.93 1.3% 1.93 2.68 3.01 1.38 1.56 b8 1.66
170 346
267 543
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De Dion, Fiat. James ani] Browne, Maadslay. Mercedes, Standard. |
Horse-power > - 10 12 16 24 9 12 18 18 25 20 60 12
Number of cy]unlera . o, 5 2 2 4 4 2 4 4 3 3 4 4 2
Diameter of cylinders o+ - - 3.64 3.93 4.33 5.11 4 3.5 4 b 1] 3.93 5.61 8
Stroke « . 4.33 4.33 4.33 5.12 a 4.5 6 3.5 ] 5.11 5.9 3
Revolutions per mibute - 1500 1500 1000 1000 700 800 700 800 700 900 1000 1200
Volume swept. by piston (cublc mclws) 42,6 52.52 63.73 104.75 75.36 13.29 75.36 48.7 98. 18?3 6l.%§é l4gé(;5 58{.;;16
‘Alean 1082 1082 721 851 700 600 00 466 5 7 3
Fiston speed in feet per minute .. {y imuml 1700 | 1700 uss | 1337 | 100 | e 1100 | 732 916 1203 | 1544 942
Type of admission valve .. - A A M M A A M M M M M M
Disineter of admission valve e 1.25 1.45 1.37 1.53 1.87 1.87 1.87 1.62 1.62 1.41 3.46,1.92| 1.37
Lift of admission valve ‘o 118 157 236 236 093 093 25 376 376 315 1587 376
Arca of charge inlet port {muxumum] | 462 14 1.01 1.13 445 .545 1.46 1.90 1.90 1.39 2.64 1.61
Charge velocity through inlet valve | Mean 384 306 155 257 268 176 100 80 100 111 147 121
in feet per second ‘ .+ | Maximum] 603 480 275 403 421 276 157 125 167 174 231 190
Area of induction pipe . is o 535 817 1.30 1.65 1.47 1.47 1.47 1.47 2.40 1.09 1.74 985
Charge vcflumty through induction %d{ean ig.‘; é;?; f-;g‘; .};?g
sipe in feet per seccond .. o aximum K
I)Janl'neier of exllnust valve e 1.29 1.37 1.37 1.53 1.6 1.6 1.8 1.62 1.62 1.41 1.96 1.37
Lift. of exhaast valve ac | 196 .196 236 236 376 376 376 375 376 315 316 376
Area of cxhaust port (manmum] 7193 842 1.01 1.13 1.76 1.76 176 190 1.9%0 1.39 1.93 L.61
Kxhaust veloeity through exhaust  Mean 224 259 175 260 83 54 81 80 160 i1l 202 121
valve in feet per sccond oc |M.:u.mmum 352 407 276 408 130 85 127 126 167 174 317 180
\rea of exhaust pipe .02 L.74 1.30 2.68 1.76 1.76 L.78 1.47 2.40 1.22 248 109
Velocity through exbauat p1pe infeet | Mean 103 126 180
per second ., - °: lMa,)(imum 161 198 282
Napier. Rochet-8chneider. Sanbeam, Talbot. T:nrz?:'y ) Wolseley.
Horse-power .. 5 oo o o 00 16 30 16 24 10 16 11 14 20 8 24 A0
Numher of cylnulors . . = oc 4 4 4 4 4 6 2 4 4 2 4 4
Diameter of cylinders oo . - a.5 I3 393 4.33 114 3.14 3.54 3.14 4 4 4.6 ]
“iroke . K 4 5 558 5.90 4.72 4.72 4,72 1.72 4,37 4 [ 7
Revolutions pee minute L 1200 1000 900 800 800 800 1500 1200 900 K00 800 850
Volome swept by piston (oubic inches) .. 38.48 R 15 66.83 £6.84 RIS 36.53 46,44 36.53 54.88 5024 79.5 197.89
yat in 3 . Mean 800 833 826 780 620 629 1180 944 666 (00 666 )
'islon speod in fesl per minute .. Y, imum| 1287 1300 1298 1235 988 988 1854 1483 1029 042 1046 1557
U'ype of admission valve M A M M A M M M A A A
I)'Y&{)meter of admission valye 1.62 1.31* 1.65 1.73 1.25 1.18 1.29 118 1.37 ].62 1.87 2.56
Lift. of admission valve 25 L125¢ .236 236 315 315 275 255 166 125 156 .2n
Arca of charge inlet port (mamnum) 1.27 205 1.22 1.28 1.23 1.16 1.11 943 670 G35 )i 2.
{ harge veloeity throngh inlet valve Mean 101 132 136 160 65 70 174 129 204 190 193 232
in fect per second " Maximum 158 07 2256 265 12 110 273 202 320 212 301 R6d
Area of induction pipe 085 2.74 1.09 1.47 .76 .75 .76 oS 1.22 1.47 1.76 24
Charge velocity through induotion (ﬂe.'m 130 %jg i?? lgg 2;3 éﬁz
ipe in fenl per sccond aximnm| 204 6 ] 3 5
I)iKlEPl&l of cxplmust valve 1.69 243 1.65 1.73 .18 1.18 1.29 118 1.5 1.75 2 2.5
Lift of exhaust valve 375 437 236G .236 216 315 275 255 312 315 .35 5
Area of exhaust port (mawlmum) 1.87 3.33 1.22 1.28 1.16 1.16 1.11 M3 1.46 2.05 2.36 392
I'xhanat velocity through exbauat ,Mean 68 81 136 150 69 70 174 129 93 61 75 119
valve in feet per secand . ‘Maximum 107 127 225 235 108 110 273 202 146 95 117 187
\rea of exhaust pipe . 485 2.74 1.22 1.47 95 95 1.83 1.83 1.76 2,06 2.06 314
Velocity thmugh exhanst pipe in feet  yMean 130 " 85 83 R4 145
per second . - IMaximum| 20 155 | 133 133 133 232

* There are four valves to each ¢ylinder.

MVOOLAY dHT

*P06I ‘H1ZI HOUVIY
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A SOLID-TYRED VOITURETTE,

This is a particularly interesting car, because when
it was first fitted with Buffer sohd tyres by Mr.
McLulich for his wife’s use it was regarded somewbat
in the light of an
experiment.  Up to
that time the makers
had not, we believe,
felt safe in recom-
mending  solid  (yres
to all four wheels for
so hght a machine
originally designed
for pucumatics, and
we  oursclves  should
bave  hesitated  to
have  recommended
them at an earlier
date; but after the
work which has been
done on this car
which often carries
three people, as it
will be seen it 15 a
victoria with a hood
and dickey—there
need be no  longer
any  hesitaton as (o
its suitability for solid

wvres. The tyres are
2%%in., of the high
conical pattern. and

we  can say  [rom
actual experience that
the running ol the
voiturette is most pleasant.
are used as for pneumatics, these are sufficiently
flexible t¢ absorly all ordinary road shocks. The hill-
climbing powers are increased rather than diminished
by the sobd tyres, as a more pearly direct drive to the

Aithough the same springs

roa:l is obtained ; i fact, this particular 6 h.p. De Dion
has been found faster with three up than some of its fel-
lows with pneumatic tyres with two passengers. We have

not seen these experiments, but have no reason to dis-
beliecve them. as similar ones conducied with anotber
make of vehicle resulted in a precisely similar
manner.  The life of the tvres is calculated at about
20,000 miles.

THE AMERICAN INDUSTRIAL
VEHICLE TRIALS,

The American A.C., in its trials of industral
vehicles, from Apreil 4th to gth, taking a lesson from
the last Liverpool heavyv vehicle trials, will place the
competing cars under actual working conditions. That
15 to sav, the cars will be required to perform work for
cne of the American carrving companies, at whose
service they will be placed during the continuance of
the tests. A record will be kept of each day’s work.
cost of ronning, ete., and the awards will be based on
the results as shown by the cconomy v time, fuel.
ratio of payine load. ton-mileage, general reliability, and
availabiiity for service. The classification will be on
the basis of deacd load carried. and vehicles of the
same tonnage, whatever their mode of propulsion— -
whether by petrol, steam, electricity, or any other fuel—
will compete with cach other in the same classes. The
classification will be as follows: (z) Vehicles carrving
1,000 Ibs. {8 cwts. 3 qrs. 2o Ibs.) or under; (2) 1.000 0
2,000 lbs. (17 cwis. 3 qrs. 12 Ibs); (3) 2.000 to
3000 lbs. {1 ton 6 cwts. 3 qrs. 4 1bs.); (4) 3.000 to
4,000 Ibs. {1 ton 15 cwts. 2 qrs. 23 lbs.); (5) 4.000 to
5,000 lbs. (2 tons 4 cwts. z qrs. 16 lbs.); (6) 5,000 to
6,000 1bs. (2 tons 13 cwts, 2 grs. 8 1bs.)

THE MANCHESTER MOTOR
SHOW.

‘The first annual motor show, promoted by the Man-
chester and District Cyele Trades’ Association, Ltd.,
was opened at St. James's Hall, Manchester, on Mon-
day last.

[nteresting  speeches were made by the Earl of
Shrewsbury—who performed the opening ceremony—
the Ford Mavor of Manchester, Alderman Rudman,
and others.  The Earl of Shrewsbury wamed thosc
interested in the trade against the dangers of over-
capitalisation. ‘I'hev had seen sct-backs in many other
industries by that policy, and he hoped it would not be
the case in the motor trade.  He was also of the
opinion that British firms were well able to hold their
own,

As regards the show itsell, there is a grand display
of all the pnocipal makes ol motor cars which
attracted such attention at the recent Paris and London
shows.  Thonsands ol visitors have attended the show
during the week. Many of the local makers are well
to the fore with examples of their latest cars, such as
Messrs. Horsfall and Bickham, Crossley Bros.. Ltd..
Marshall and Co., and other well-known firms.

The promoters are to be congratulated upon their
enterprlse,
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THE AGRICULTURAL HALL SHOW,

Next Saturday, the roth inst, Messrs. Cordinglev's
Maotor Exhilition will be opened at the Agricultural
Hali. and will remain open till the following Saturday.
ln all there are about two hundred and ffiy exhibitors,
and the building will be as full as it well can be.  Yor
the [irst time in connection with a motor exhibition the
Berners Hall in the gallery will be utilised ; not only
50, but the Minor Hall will, as hitherio. he devoted to
beavy vehicles, awd the King ldward’s Hall to new
mventions, while, ot course, the main oor and gallery
will be fully oceupied.  The Aero Cluly have an ai-

ship and balloon section, and among interesting ca
chassis which have not been shown before will be a
4o h.p. and 6o h.p. Mercedes, the Huton, and the
Ilotchkiss.  Next week we shall give a guide to the
show on our usual Jines, which will briefls indicate the
chief features of the exhibits.  The social events in
connection with the show nclude a dinmer by the Auto-
mobile Cluly and a reception by the Ladics’ Automobile
Chib. “The annual meeting of the Motor Union will be
helid duriog the week.  Several local clnb events have
heen postponed o prevent elashing with the show,

m

THE BRITISH ELIMINATORY TRIALS. The house Seen in the
backgraund is the Quarter Bridge Hatel, the starting point for the
eliminatory trials over the praposed Manx course.

THE BRITISH ELIMINATORY TRIALS. A view af the proposed
course at Bishop's Court, [sle o Man.

THE MANUFACTURE AND

The paper on the above subject read by Mr. J. 1), Siddeley
before the Automobile (Tub and reported in our pages last
week was closely and exhaustively disenssed, but the inteni
of the remarks of Lhe several speakers can be sutficiently
gained Ly the veply of the author (o Lhe several points raised
during the discussion.  In opening. Mr. Siddeley said with
regard Lo Lhe temperature of vulcanising, no exact fignre
conld he guoted, 1ts range was so greal, and everything
depended npon the length of time the cover was cured. DBu
hy means of the Donghty process of vulcanisation—a greal
advance—a tyre conld be vuleamised in the twinkling of an
eve. He had seen single and donble tube tyres so voleanised
i a minute.  larer tubes were now heing made by the
Dunlop Company by this piocess.  With regnmd to the sug-
gestions re mixed rubber and pigments, the manuofacturer
who wanted to make a mood tyre would provide a proper
thickness, and it was as cheap to make a thick tyre of good
as of poor rubher. In all tyres of repute the roliber used
was as pure as possible with due regard to violcamsation and
tonghening.  ITe admitted that he never took a iyre off for
cxamination simply, as in his view suflicienlt unto the day,
cte.  As Lo Lhe question re st in the rims. mueh of this
was dne to the tyres being pul on to the rims before the latter
were properly painted inside.  Fven the best makers crred
in this wise. DBlisters on the covers were frequently due to
unpraper vuleanisation. In a moving tyre there was vasl
friction. aund the rubher quickly ground itself into powder
and formed the blister. Too light tyres were too frequently
fitted, and those who suggested tyres of too litlle weight for
the car did a great injustice. The question of tyre prices
was  rapidly adjusting  itself.  To delermine whal air
pressure was required m tyres, he gencrallv gol his passengers
and load into the car and inflated until the tyres were just
ready to hnlge under the load, no more and no less. Snft
tyres might mean casy running, but they meant also wear
and expense.  Cuts. he thought. were irreparahle by the

amateur.

USE OF PNEUMATIC TYRES.

A gaiter could be pub on, or the cover might he
patched from the mside. The value of hnrst covers was al
the outside 2d. per lb., and the market cven then had to be
good. The contingency referred to by Mr. Swindley as to
what might happen if the new cord Palmer tyre got badly
cut was the same as in any other tyre. In the Palmer each
cord was self-contained and could be separately dealt with,
Any tyre that was really cut through was. in his opinion, of
very little value, although he was frequently snrprised to
see what zood jobs makers sometimes made of badly eut
tyres. The disappearance of the steel bands introduced into
the treads of some af the early bicycle tyres was due to dis-
integration by vibration and not to any chemical action. He
did not anticipate any such action upon the steel
pegs to which the Talmer cards were anchored. He
agreed that the Palmer tyre was no novelty, but la Force
and the Weslwond (vres were self-contractile tyres in which
inflation expanded the top and deflected the hase of the tread.
The new Palmer tyre was quite different. With regard to
the repair question, it was, to his mind, very danperaus o
go through three layers of fabric on the tread before send-
mg the cover to the repairer.  Mr. Siddeley then dealt very
severely with the comments of Mr. Lupton, whe criticised
the hebaviour of tyres doring the thousand miles reli-
ability trials in Ths Autorar correspondence columns. He
considercd thal Mr. Lupton's deductions were altogether fal-
lacious. He {Mr. Siddcley) had made an analysis af the
tigures. and found Lhat while 104 cars starled, seventy-nine
finished the 1.019 miles. giving 80,501 car miles ran, or
322,004 pneumatic tyvre miles. There were eighty-seven tyte
stops. or less than one per 1,000 car miles. Thise stops would
be found less even wpon closer analysis. for by reason of poor
or unsnitable tyres, in many cases one car had five, six, or
seven stops  This was more particularly the case with the
hght cars.  He did not think the stops were in any way out
of propoetion to the work done.
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WAR OFFICE TRIALS

A series of tnals of two Strling motor lorries has
just been carried out by the War Office authorities in
and around Edinburgh.  These vehicles have been
constructed to carry a load of fully three tons over the
roughest possible ground, such as is found in campaign-
ing. ‘The steering wheels have steel tyres 71210, wide,
and the driving wheels are 361n, in diameter, with steel
tyres gin. wide, the latter being also fitted with diagonal
bars to prevent slipping.

By means of barrels of water and heavy pleces of
iron, with loaded sacks on the top, the total weight was
made up to seven tons; which, as the bodies of the
vehicles are roft. 6in. long and only 4ft. 3in. wide, had
to be piled up to a considerable height, thus constitut-
ing a good test for the springs owing to the swaying of
the load when passing over nregular ground.  Thus
loaded, with some half-dozen officers and the engineers
of the builders perched upon the top, the vehicles
presented a striking appearance,

The Testing Ground.

The frst day's testing consisted of a run through
parts of Edinburgh, where steep hills could be found,
and then cut by the west end to Linlithgow by indirect
roads, in order to encounter as many steep hills as
possible.  The roads were very deep in heavy mud, and
a gale of wind and rain lasted all the day. T'he run
was a continuous one from the works at Granton
Harbour and back again, covering a total distance of
forty-two miles. In spite of the load and heavy roads
a speed of nine miles an hour was mawtained on the
level, though the contract only called for speeds of
two and a halft, five, and seven and a half miles an hour.

On the second day the route was from Granton
through Newhaven, Leith, Portobello, and Musselburgh
to Prestonpans and back, which should give examples
of stone setts, tramway lines, and probably the worst
road surface in Scotland, in order to test the springs
and the frames, as well as the steering gear, when
subjected to irregular strains and shocks.  The run
was successtully accomplished, and other tests of the
special parts of the design were made.

Near the rear axle a large winding drum is fitted
with a long steel cable for the purpose of extricating

the vehicles from quagmires and the like. An
interesting test was made on returning  from
Prestonpans by driving over irrsgular natural

ground, part of which was deep in slippern mud
owing to the continuous heavy rains of the past season.
In the centre of the field was a hollow in which rain
and mud had gathered so as to form a sort of morass.
The heavily-loaded lorry plunged into the soft miud,
finally sticking there, with the driving wheels buried
up to the spokes. The wire cable was attached to a
foundry chimney about one hundred feet off, and the
engine being started the vehicle was hauled out,

After this the drniving wheels were fitted with their
spuds or “ paddle blades,” to enable the velicle to travel
over soft or treacherous ground. In this operation it
resembled a paddle steamer.

Next day the engine and mechanism were taken to
pieces in order to sec how they had stood the jong
runs with an over load. and the severe strains and
shocks of such rough usage, and they were found to
=xhibit no signs of distress.

Some Details.

‘T'hese motor Iniries have four-cylinder petrul engines,
developing 24 b.hop, at about eight hundred revolu-
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OF MOTOR LORRIES,

tions a minute.  They are fitted with mechanically
aperated valves and solid cylinder heads. High ten-
sion electric ignition with accumulators is fitted in
addition to the magneto. The power is transmitted
by a large metal friction clutch to change speed gears
g@iving three speeds, which are enclosed in an air-tight
a1l bath, No chains are used, the rear wheels being
driven by a universally jointed shaft ta a driving bevel
pinion driving the countershaft, which latter 1s fitted
with steel-toothed wheels engaging with driving rings
made of a special metal attached to the inside of the
wheels. When this type of driving was first adopted,
doubts were expressed by experts as to whether the
wear and tear on such exposed teeth, considering the
great power which they had to deal with, would not be
excessive, But an examination of the first car which
was fitted with this method, and which has now run
about 40,000 miles in very hard pubtlic service, shows
that the quality of the metal 15 such that a very long
life can be counted upon for these toothed wheels and
rings.

Two brakes are litted, and both of them wiil hold
the vehicle with a full load upon 2z hill of one in six,
and this either backward or forward. The foot-brake
works upon a water-coclzd drum on the shaft, and the
very powerful hand lever brake acruates a system of
internal expansion Dblocks inside the driving rings on
the rear wheels. Wheel steering is used, with a special
ring to absorb road shocks. The driver's seat is over
the mechanism, thus giving him a very good view
ahead, and shortening the total length, which is only
16ft., with a width of 6 L4ft. over the hubs, and a wheel-
base of ¢ft.  All complications are avoided, the aim
of the design being strength and simplicity. There are
no circulating pumps, the coaling water for the engines
having a natural circulation, which is so effective that
only a very small amount of water is lost. This is a
matter of great importance in military operations,
especially in hot countries. Between the engines and
the radiators there is only about seven inches of water-
pipe to give possible trouble from leakage,

We are informed by the makers—Messrs. Stirling’s
Moaotor Construction Co. {1903), Ltd.—that the vehicles
have passed through their trials, which have extended
over several weeks, with every satisfaction.  Some of
the officers of the Royal Enginesrs, who have been
conducting the trials, will drive to London on the
waggons. The work done by the lorries during the
trials has surprised even the makers, and has caon-
siderably exceeded the War Office requirements.

THE BRITISH ELIMINATORY TRIALS.
Laxey, [sle of Man.

The road approaching
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CLUB DOINGS.

Derby and Disteict A.C.

The inaugural run of the present year took place on Satur-
day last., when, in spite of the very adverse conditions, a good
muster of local motorists was wiinessed. Ashbourne was the
destination, the following maotorists participating in the run:
Mr. H. H. Raphael (9 h.p. De Dion), Mr. C. L. Schwind
{16 h.p. Rex), Dr. Le Fanu (10 h.p. White), Mr. C. T. Leech
{6 h.p. Regal), Mr. J. Hill (12 h.p. Chatsworth), Mr. G. B.
Fletcher (9 h.p. Mohawk), Mr. Francis Bolton (16 h.p. Daim-
ler), and Mr. H. 8. Chaplin {12 h.p. P'anbard).

The Scottish Automobile Club {Western Saction).
Cost, Care, and Upkeep of an Autocar.

A meeting of the above club was held on Monday, the
29th ult., Mr. John M. Ross in the chair.

Mr. John Adam, chairman of the section, and Mr. J.
Huanter Steen introduced a discussion on “The Cost, Care.
and Upkeep of an Autocar.” Mr. Adam stated that " cost™
was such an elastic term that the prospective buyer should
make up his mind first as to the use to which he intended to
put bis car, the carrying capacity required, and having
regard fo the amount of money he was prepared to spend,
shauld then fix upon the type of car he wished, and make
the best terms possible with the seller. In his opinion,
for one who was an absolute novice, and who had yet to
learn to drive, it was advisable to purchase a second-hand
car and practise on it. On the question of housing a motor
car, he suggested a small house for a single car, which he
advised should be 18ft. by 9ft., that the pit should be near
the door, 6ft. by 3ft., and that the depth should be anything
up to 5ft., if the drainage system wounld permit of this. The
house should be of corrugated iron with wood lining, the roof
having a layer of felt between the corrugated iron and the
wooden sarking. Light should be admitted at the side, and
there siould be through ventilation.  The cost of such a
house he estimated at £24. A cement floor with the neces-
sary drain trap would cdst ten guineas, and a slow combus-
tion stove £4 10s., all extra. Mr. Adam thounght this would
be a sufficient and satisfactory house for a motor car on the
most moderate basis, though he said any persen proposing
to spend more money on it could do so advantageously. It
was mistaken policy to pay a heavy price for a motor car
and to begrudge a sufficient sum {or its being properly housed.
Mr. Adam advised any recruit to automobilism, immedistel
on getting his car, to make himself thoroughly acquainted with
its workmg. Thereby the novice would have much less
difficulty in the event of roadside or other troubles. He
counselled a regular and methodical examination and adjust-
ment of parts and brakes. He submitted statistics prepared
byer. Steen of the cost of running a 10 h.p. car for 7.065
miles.

£ sod
Light, oils, and grease 3 5 64 .11 of 1d. p.m
Petrol . 2212 8 77
Repair and replacements. . 12 9 11 .42
Tyres .. 27115 3 86
Sunduies, license, stabling,
and washing 14 10 114 .56

£80 14 4 2.724.

The quantity of petrol used was 346 gallons, the average
cansumption giving 20.41 miles per gallon. Mr. Steen ex-
vlained that aﬁ the running had been done on Scottish roads,
many of which were of the roughest and most primitive type.
Mr. Adam further submitted similar statistics handed to him
by Mr. Seligmann with regard to a 12 h.p. car, and which
worked out as follows:

Per mile
Petrol - 76
Qil p . 066
Grease . . .033
Electric current .016
Tyres 1.332
Repairs and sundries - 212
Stabling, washing, and license 417

2.836d.

These rvesults were based on an experience of 5,000 miles,
and attention was drawn to the marked similarity between
the two results attained on similar makes of cars. both of
whiclk it was mentioned were 1903 cars. Mr. Adam deall

with the cost of transport of goods by autocar, and quoted
the figures used by Mr. J. E. Thornycroft in his lecture to the
Glasgow University Engineering Society a few days hefore
with regard to vehicles for goods transport, in which it was
made out that a steam lorry costing £665 would cost 2.75 of
1d. per ton mile. Mr. Adam also submitted statistics which
he had prepared with regard to the nse of a public service
vehicle, 12 h.p., costing, say, £500, and based on an esti-
mated annual running of 7,800 miles, which brought out that
the expenditure would be as follows:

Salid tyres £42
Petrol and lubricants - . £32
Motor man's wages and entry form £80
Attendant : £59
Repairs and upkeep £30
Interest on capital £25
Depreciation £52

£320

or 93d. per mile.

These statisties had been prepared for a public body in
which he was interested, ancr which contemplated the sob-
stitution of mechanical for horse traction in the conveyance
of poor house and asylum patients, and showed a consider-
able saving on the present expenditure for horse traction.

In the discussion which followed, Mr. Smith quoted his
experience on a 6 h,p. four-seated car, which worked out at
almost exactly 23d. per mile. Mr. Murray pointed out that
those who had stated their experiences were their own
drivers and looked after the cars personally. This had a
varlv] material effect on the reduction of expenses, particularly
with respect to the cost of tyres. Mr. Steen thought that
the bulk of cars were too lightly tyred. 'L'yres should never
Le run under 80 1lbs, pressure. Non-skid chains, while they
slowed the car about three miles per hour in ordinary running,
increased the speed considerably on greasy roads and aided
somewhat in lengthening the lives of tyres. His experience was
that the chains would run about 700 miles, after which the ex-
pense of renewal amounted to about 20s. per wheel. Al the
costs quoted applied te pneumatic-tyred vehicles, and in no
case was the owner's insurance premium included in the
figures.

Manchester A.C,

The fourth annual dinner of the Manchester A.C. was held
on Friday last, Mr, Frederick Smith presiding. ’

In proposing the toast of “ Automobilism,” the Chairman
referred to the differences at present existing with regard to
the Automobile Club. He saidp the organisation of the move-
ment was a big thing, and had to Eass through its natural
phases of evolution. Certain men who were highly qualified
to start the movement and who had rendered valuable service
were perhaps not the best men to direct the movement in its
present stage. Many mistakes had been made by the London
club, and perhaps there was a disposition just now to forget
its services, and it was always easier to look back and correct
errors than to anticipate and avoid them. Speaking of the
delights of automobilism, he said when the public realised how
safe and how ecomfortable motor cars were these vehicles
would be as numerous on the public roads as hansom cabs and
private carriages. Much had bheen said about the dangers of
motoring, rapid driving. reckless turning of corners, etc., but
for a dangerous drive he commended his hearers to the hansom
cab. A good deal was also said about the dangers of the
motor car, but he would like to point out the reckless mditfer-
ence to human life that was shown hy foot passengers on the
road. The danger of the motor was as nothing in comparison
with the danger both to themselves and to others caused by
that vacuous stupidity which too often marked the ordimary
man in crossing traffic. Most of the accidents that happened
in the ill-fated race from Daris to Madrid occurred through
the reckless indifference on the part of the foot passengers.
If the people could only be persuaded to keep to the footpath
and exercise some reasonable precautions for their own per-
sonzl safety what a boon it would be. When they got a per-
fect pneumatic tyre, an approximately perfect road, and a
careful user of the road, there would be no limit to the Bossi-
hilities of the motor car as a friend of humanity. Mr. D. Q.
Henriques responded, and gave an amusing account of his
motoring expeviences. The toast of the visitors was proposed
by Mr. Arrowsmith, and responded to by Mr. Lennox Lee
and Mr. G. Haworth. A vote of thanks to the chairman, pro-
pssed by Mr. J. A. Morris, terminated the proceedings.
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SERGEANT JARRETT AGAIN
REBUFFED.

On Sarurday last Mr. Claude Browne. the managing
director of the I.arcre Motor Co. of Poland Street,
Oxford Street, W.. was stmmoned Lefore the Woking
Bench for driving his 12 h.p. Lanchester car through
Ripiev village on the 21st ult. at a speed which was
dangerous to the public.

The charge was preferred Dy Sergeant Jarrett. who in
his evidence asserted thar he had timed the car as it
approached him round the curve i the village street for
a measured distance of 176 vards, and found it 1o be
travelling at a speed ol thirty miles per hour. He also
said that there were a number of people about the
village, and that “two little children ™ crossed the
street about five vards in front of the coming vehicle,

Unrler ihe severe crass-examination of Mr. Staplee
Firth. whn appearerl for the defence, hergeant Jarrett
sald that he timed the car with the same watch he had
used to time Mr, Kelvie's car in the case which was dis-
missed by the Guildford  Bench on the previous
Saturday.

The potice constable who stopped the car upon
Jarrett’s signal aiso zave evidence tn the effect that the
car was cominyg down the village streel at a “ terrific ™
speed. Lut that he did nol see the children. nor did he
see amybody ju the road wha could he said to he en-
dangered bv the progress of the vehicle.

The wimesses for the defence were AMr. Claude
Browne, who was driving the car at the time. and who
testined o the effect thal he and his party, consisting

of Mrs. Clauwle and Mrs. Rowland Browpe and a
mechanic, left Winchester about twelve o'clock. stave
haif an hour at Petersfield for hnch. apd reached

Ripley at a guarter to iive. It rained throughout the
journey, and the rmads were verv heavyv,  He slowed
down considerably on approaching Riplev village, and
certainly was oot driving a yvard over fitteen miles per
hour as he passed through.  Upon receiving the signal
te stop about Afty vards awav. he pulled up within
the length of his car.  Jarert then walked up to himn
and satd. “ You are going wo fast.” He replied that
he did not think he was. as he was not travelling fifteen
miles per hour. whereupou the sergeant replied,  Very
well. then; T shall summon vou for doving o the
public danger.”

Mrs. Claude and Mrs. Roland Browne both went into
the Dox and gave evidence in support of what Mr.
Browne had alleged. as also did Mr. Browne's
mechanic.

ln crossexamining these witnesses. Serueant Jarrett
failel 10 shake their testimony in the slighiest legree.

Mr. Harry J. Swindlev (7'%he Adwlfocar). hon. official
timekeepr A C.G.B. and 1.. was then put into the box.
aud gave evidence as 1o the speed of London waffie.
particularlv that travelling on the Thames Embankment
between half-past four and fve o'clock in the afrernnon,
when about eight hundred vehicles per hour were
passing. He produced figures to  show that the
speerl of  hansom cabs was from nine to  sixteen
and a half miles per haur. and that people rrossed and
tecrossed the rad In considerable numbers and in
perfect  safety whilst he was engaged o making
the tests.

While in the box. Sergeant Jarrett's watch was
handed to him. and he was asked his opinion vpon it
as an instrument for taking speed records. He replied
that in his opininn it was practicallv worthless for the
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purpose. as he had tested it and found that it could be
stopped. either accidentally or intentionally, by a slight
pressure on the plunger. in exactly the same way as he
had shown betore the Guildford Bench that Inspector
Marks's watch could be influenced,

Mr. Swindley demonstrated to the magistrates the
manner in which Sergeant Jarrett's watch could be
retarded. and these uentlemen seemed samewhat sur-
prised ut the behaviour of the instrument.

The Bench retired without calling upon Mr. Staplee
Firch to address the court upon the case. and upon re-
turning dismissed the summaons on the ground that the
evidence was insufficient to prove the speed of the car.

New Patents.

Tlhis depavtruent 5 conduzied by Mr. G. Douglas Leechman, consultiug
engineer ani registered pacent agent. 18, Hertford Street, Coventry.
32, Yark S:iveet. Doliding ard ¢ Eschunge Chambers, New Street,
Birmingham ; frem whaw any furiher informatian respecting patents.
demgns, and rade wicks may be abtmped.

The following specifications were printed and published on
the 3rd March, 1904. Al notices of opposition to the grant
of patents on the several applications should be filed not later
than the 17th April, 1824

1903.

3.128.—T H. Wyatt. Epicyclic motor eycie gear attached
to rear wiicel hub.

M Young and W. G. Murray.
double-opposed horizentat moter,
B. Brooks and J. Holt. Mator cycle saddle with
compound springs.

6,422 —C. Lemale. Internal comhustion turbine of ITaval

7.882.—1I. ]‘5.p and J. B. Dunlop. Antomatic carburetter

with saw blade in jet to maintain constant flaw.

E. (hifton. Two-stroke motor compressing

against under face of pistan.

7.981.-—=M. Raabe. Dust ccreen to attach to rear of car.

8.309.--W. H. Clarke. Construction of triangularly braced
frames.

20.127.—H. W. Hollmann, Driving, steering,

ing mechsnism jor motor hoats,

5. Alexandre.  Puncture-preventing outer cover

for tyres

23.958.—C. 8. Schultz. Driving gear for motor vehicles
with electrically- operated clutches.

24,659, —\V, (. Lloyd and C. R. Townsend. Portable stand
far mator eyeles.

25004 --B. (. Hicks. Motor car with central driving
wheel arranged betwoen rear wheels,

27.627. —Brauhot and Cie, FExpanding friction clutch.

3.184.—R. Four-cylinder

5,807.—1.

7.932.— W,

and revers-

23911

28.487.—T. Hunlen., XNon-slipping studded band to strap
on wheel,
1924,
386.—R. A. Kent.  Construction of solid tyres.
601.—W. H. Sewell Tyre comprising spherical pads

attached to swheel rim.
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