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SDEEDOMETER

JONES SPEEDOMETERS are geared {o the
Truth—they cannot vary., They are constructed
on the principle of a patural law, unalterable and
unvarying. Absolutely unaifected by tempera-
ture changes, Every JONES Specdometer is
individually calibrated by expert instrnment
mikers, and their accuracy has been endorsed by

An
Unsolicited
Testimonial.

I may ¢ay that | have used practically every speedometec on the

market. and [ have faund the ** Jones '’

to be far and away the best,

not only for the steadiness of the indicator, but alw for the exireme

accuracy with which 1t measures the mileage.

Y have found the irip

simply invaluable lor reliability irials, as 1 can resel the trip mileage to
zero al every point on the route card, and in addition can cover every
tenth in 18 secs., which in these days of secret checksgalure (s very often

i SR 7 : = »xtrem:ly  necessary. I would
the highest authoritics in this and other countries. e i
o -~ s who contemplates compeling in The

JONES Speedometers reliabilily trials, and who wishes to ‘“ BABY
require no compensators, put up A gand performance, to inven GlANT 9
they have no magnets to in a_“ Janes Trip."" as mo nther
depreciate and weaken, sveedomeler)will ssrRVBh\l‘l;l'\‘IsE well, PULLEY
and arc not affected by {Sigaed) J. ) PULLER
the pruximity of electrical Capiain Dublin and Dist. M.C,C. x
Aevices. — Price

Prices from Literalure nf—

3 Guineas. MARKT & CO.

For any Cyclecar. (London), Ltid.,
With Brackets to suit. 98/100, Clerkenwell Rd., E.C.

Bedelia

The Bedelia is a real cyclecar, not a cheap imi-
tation of a full sized car. It combines all the
speed, efficiency, and low running cost of a motor-
bicycle with perfect comfort and smart, racy
appearance.

10/6

An indispensable
little tool for remov-
ing pulleys, cams,
magneto  sprockets,
and many other
mechanical purposes.

It bas lowered many records and accomplished
many difficult achievements, the two-hour and 100
mile records standing to its credit.

Manufactured by the largest and soundest firm of
cyclecar builders in the world.

May we send you
Jull particulars ?

BEDELIA, 32, Rue Felicien-David, PARIS (16e).

Teleghone : 68022, Telegrams: " Bedelia. Paris,*

KINDLY MENTIUN *"TRE CYCLECAR ~ WHLEN CORRESPONDING WITH ALVERTISERS.



*“The Cyclecar,” 2nd April, 1913,

A MIDLAND RALLY.

* A Great Gathering of Cyclecarists at Stratford-on-Avon.—Restarting Tests
on Sunrising Hill. —A Smoking Concert at Banbury next Saturday.

Saturday, 5th April.

Mid-day —London eyclecarists leave for Red Lion
Hotel, Banbury, via Watford, Bea-
consfield and Aylesbury.

6 p.m.—High tea, Red Lion, Banbury.
8 p.m.—Smoking concert, to which all motor-
ists are invited.

Sunday, 6th April.
11 a.m—Stopping and restarting tests on Sun-
rising Hill. .
12.30 p.m.—Meet and rally of Midland and London
cyclecarists at Stratford-on-Avon.
1 p.m.—Official lunch.
2.30-7.30 p.m.—Return of London cyclecarists.

end an ambitious programme, including a rally

of Midland eyclecarists on Sunday and a

smoking concert on Saturday night. The
object of this meceting is to bring into closer touch
disciples of the new motoring in London and the pro-
vinces. The meeting place selected is the Swan's
Nest, Stratford-on-Avon, on the banks of the
Avon, forming, with its background of Shakespeare’s
Theatre and the town of Stratford, a most pleasing
picture. All cyclecarists and others, whether they be
motorists, motorcyeclists or eyclists, interested in
the new motoring, are invited to assemble at md-
day on Sunday next, 6th April.

Previous to this the London contingent of the
Cyclecar Club will make the journey from town, start-
ing from the tramway terminus at Canons Park,
near Edgware, at 2 p.m., and will spend Saturday
night at the Red Lion Hotel. Banbury, which is about
72 miles from London. Here it is proposed to
organize a smoking concert, at 8 p.m. To this
funetion all motorists are invited, and several
novel and topical numbers have been prepared spe-
cially for the occasion. Seeing that ligﬁting—up time
is pot till 7.30 p.m., the journey frowm London can be
made comfortably on Saturday afternoon, the best
route being via Edgware (7 miles), Watford (17 miles),
Berkhampstead (28 miles), Aylesbury (40 miles),
Bicester (57 miles), and Banbury (72 miles). At the
Red Lion there is ample accommodation for a large
number of machines, but those who intend to par-

T HE Cyclecar Club is organizing for next week-

ticipate in the run or propose motoring to the cencert
from a distance would do well to emgage rooms in
advance, as it is anticipated that a large muster will
be present, and the resources cf the hotel taxed.

The next day is fixed for the Midland meet at the
Swan’s Nest, Stratford-on-Avon, the road down Bun-
rising Hill, situwated only eight miles from Banbury
Cross, being taken. On the famous test hill, with its
dangerous:berd half-way and its gradient of 1 in 6,
it is proposed to hold an impromptu series of stop-
ping and restarting tesbs, in which all can compete,
Many potential users of cyclecars will probably avail
themselves of this opportunity of witnessing what
will undonbtedly be the most difficult test of this par-
ticular pature to which a cyclecar has yet heen sub-
jected. The surface of the hill is excellent, the road
wide, and altogether the spot is particularly well
snited for this kind of trial. “The cyclecarists are due
to arrive at the bill about 11 am., and will rematn
there, weather permitting, till mid-day before com-
pleting the remaining 12 miles to the Swan’s Nest,
Stratford-on-Avon, fo1 the Midland rally. )

After Junch the return journey to town will be
undertaken by the Londomers, the route followed
being different to that taken on the outward journey.
It is as follows :—Shipsten-oo-Stour (10 miles), Ox-
ford (28 miles), Stokenchurch {46 miles), High Wy-
combe (53 miles), Uxbridge (67 miles), and London (94
miles). All should ‘reach town either at or shortly
after lighting-up time, unless it be desired to step
anywhere for tea. 2
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THE CALL OF
THE ROAD. . ._

W

entered for the Cyclecar Club Trial, and aiter

reading their painstaking report, published in
TrE CYcLECAR last week, it is very evident that they
have done their work well, In fact, it is surprising
bhow many bad points in design they discovered in a
limited amount of time. No doubt a more thorough
inspection, and a personal trial of each machine,
would have provided even more useful data, to-
gether with the discovery of a greater number of
excellent features in the machines. Perhaps a trial
in which the observers were the judges, and changed
places on the different cars frequently, would have
more than an element of novelty in it, and would
produce much very useful information. At the same
time, the manufacturer’s point of view should be
published, for certain practice is often adopted as an
expedient where c¢ircumstances will not allow of the
right method being followed. Further, the manufac-
turer may be ¥ight and the expert wrong—sometimes.

It is to be hoped that the publication of the report

will not produce an unfavourable impression of the
particular makes of cyclecars entered for the trial
in the minds of possible purchasers, Much the same
criticism could be directed against almost any car
made, for there is nothing perfect in this world.
Also, there #s room for differences of opinion upon
the conclusions arrived at by the judges, Dr. A. M.
Low and Mr. Glymn Rowden. Personally, I by no
means agree that windscreens are necessary, or that
passenger and driver get badly splashed with mud
owing to inadequate mudguarding. There was plenty
of opportunity for testing this, the course in places
being very wet. Another point, borne out by prac-
tical tests by different members of our staff, is con-
trary to the opinions of the judges that direct steer-
ing is less tiring than the wire-and-bobbin type. I
had the opportunity of passing one of the judges, in
an effort to make up time, when his speedometer
read 45 m.p.h. ; I left him as if standing still. Cable
steering was quite easy at this speed, but at high
speeds direct steering is very tricky and tiring. The
provision of springs at the ends of the cableg inter-
cepts shocks from the road, and, in fact, I think all
users o§ cable-steered cyclecars will agree that it
never gives any frouble, is easily looked after, and
makes steering very easy indeed. I
think, if Dr. Low would accompany
me on a fairly long drive, and per-
haps take the wheel himself, he.
would agree that there is a great
deal of satisfaction to be derived
from a machine that to his practical
eye looks crude.

I notice the judges are very favour-
ably disposed towards belt drive. I
do not see how they could be other-
wise, for this type of transmission
was certainly not the cause of any
failures, and had these machines
heen fitted with low gears of 16 to 1
so;nﬁe might have qualified for non-

THE judges were asked to criticise the machines

Asbestol gloves, showing the finger-
less type on left, and the woollen
wrist-band in another pattern,

THE JOTTINGS OF
JOHN GILPIN, JNr.

CRITICISM OF CYCLECAR DESIGN——

stop awards. A reserve gear is undoubledly a
necessity, and much more valuable than a reverse.
An ideal combination would be three gears with a
ratio of 4 to 1, 7 to 1 and 14 to 1. The bottom gear
would be sufficient for any practicable road in the
United Kingdom, After all, Sudeley Hill is no
worse than many stesp ascents of a similar character
to be met with in Devonshire or South Wales, and to
ask a machine to get up such hills on an 8 to 1 gear is
demanding something thatsis only possible when the
engine develops its highest degree of efficiency.

I have often noticed that much better speeds can be
extracted from an air-cooled engine when it is really
hot, as, for instance, after climbing very long hills.
During Easter I put this to a practical test. Coming
from Chipping Norton, the very best speed I could ob-
tain on favourable stretches of level road was two-
minute miles. After taking Aston Rowant Hill on
bottom gear, racing the engine most of the way, the
machine ran much better, and soon after we were
clocking miles in 1 min. 45 sec. This opinionis shared
by a fellow cyclecarist, who advances the theory that
a turn of low gear work, with plenty of oil, will often
put the engine into good running order when, for the
tine being, it has lost its *“ tune.”” As the engine gets
hot more o0il escapes the piston rings, which have a
looser fit, owing to the expansion of the heated cylin-
ders. With the c¢ylinder walls well lubricated,
higher piston speeds are pessible.

What with these efforts to obtain more speed and
much too rich 3 mixture owing to a flooding carburet-
ter, I suffered from overheating, with the result that
less than 30 miles from home the exhaust valve in the
front eylinder broke, fortunately, just as the resource-
ful hon. secretary of the Cyclecar Club caught us up.
Now, if there is one thing that Mr., Frank Thomas
delights in it is tinkering with his own or anybody
else’s machine. Good-hearted chap that he is, he was
soon hard at work getting out a not too accessible
valve, and, unfortunately, in replacing the inlet dome,
the seating, which had crystallized, possibly through
overheating, broke off short, and we were done. All
efforts to get one cylinder to fire for any length of
time were defeated by the carburetter, which, bad as
it was for two eylinders, was positively unworkable
for one. Efforts to correct the trouble proved, much
to our surprise, unavailing. Lower-
ing the petrol level by altering the
needle valve did not stop the flood-
ing. We went so far as to shut off
the supply altogether, and then
flooded the carburetter by lifting the
needle and got the single cylinder
running. In a few minutes, however,
althongh the needle was adjusted
to shut off the supply altogether, the
petrol was pouring out over the en-
gine, which choked and came to a
standstill. There was nothing for it
but to be towed, and this is where
your resourceful man comes in. Tw.o
spare belts were linked by their
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fasteners, and each free end looped, in the one case
round my front axle, and in the other to a frame
member of Mr. Thomas’s machine, The loops were
secured by straps and held perfectly, the only break-
age being a belt fastener, the bolt of which snapped
ofi when nearing the journey’s end. Thus we pro-
ceeded merrily home, “ Hippopothomas” spitting out
showers of sparks from its big exhaust pipe and an
odour of burnt oil, which was the only cbjectionable
feature of being towed. Fortunately, a little light
cyclecar does not require much power to draw it, and
we kept up & good pace without mishap, but with
many derisive remarks from jovial carousers,

During the last few months the question of suitable
gloves has been a very pressing one with me, especially
as & few hundred miles has always proved sufficient o
ruin the glove on the right hand, which, naturally,

gets all the work of starting up, gear changing and so
on. Ordinary leather gloves are worse than useless,
wool wears through in a very short time, and it was
rather as a last resource, prior to getting someons
to make me a vuleanized rubher-faced glove, that I
tried a pair of Asbestol gloves. The fact that they
have stood 400 miles driving, without any sign of
wear, is sufficient testimony to the quality of the
material, which is a special feature. The wind cuffs
and woollen mits inside the glove keep the hands
fairly warm, although no glove will do this reaily
effectively with separated fingers. The disadvantage
of Asbestol gloves is that they are not waterproof—
nor, for that matter, is any glove-that I have tried ;
but this particnlar kind certainly lets the water in too
freely through the seams, from which it trickles up
the arm. They are, however, undoubtedly excellent
gloves for motoring and worth their price.
Jory Givrin, JNE.

CYCLECARS IN THE FRENCH ARMY.

THE important role now played by motor vehicles
in the French army is probably not realized by
the French public, nor is it understood by the civilians
of other nations. As each type of vehicle has be-
come perfected it has been adopted for military pur-
poses, until, at the last mancwuvres, the whole of the
water, meat, bread and other provisions, as well as
the ammunition and fodder, were carried by motor,
a full army corps depending exclusively on motor
vehicles for its supplies. It has been decided to
abolish the use of horses for the artillery, some of
the heavy guns at the present time being drawn by
motor tractors. At the opposite end of the scale,
motorcycles have been used for carrying urgent mes-
sages for a long time, and in the annual manceuvres
have given every satisfaction. The latest develop-
ment 1s the adoption of the cyclecar for military pur-
poses. The French military authorities are of the
opinion that its most useful role is the carrying of
wounded soldiers from the fighting line to the field
ambunlance. The chief advantage of the cyclecar is
tlat, owing to its narrow width and low weight, it
can travel through lanes, thus picking up men where
it would be impossible for the motor ambulance vans
to travel. Its speed, too, is at least triple that of a
horse ambulance, a matter which is of immense 1m-
portance where wounded men have to be dealt with,

Our illustrations show how an Automobilette has
been equipped for ambulance work in the French
army. 1t 1s an ordinary type of touring machine to
which four stout vertical tubes have been attached,
two of the tubes being at the front end of the ma-
chine and two others.about midway along its length
Anr ordinary military type of stretcher is attached to
these by means of four coil springs, thus assuring
very easy riding for the wouaded men. On reach-
ing its destination, the stretcher is instantly de-
tached. Under French law all motor vehicles from
the |4 h.p. motoreycle to the 40 h.p. limousine, are
liable to ﬂﬂ cailed up for service on the outbreak of
war, and in view of this possibility they are examined
carefully and registered every year. Ifithe owner
is eligible for military service—and under-the French
conscription system practically every able-bodied
man js eligible—heswould be put in.charge of the
machine which he previously owned. In the case of
cyclecars they wouFd either be attached to the head-
guarters staff for carrying messages, or would be
spec.ia,llﬁ fitted up for ambulance work. In the ma-
chine shown, ihsre is really room for two men: a
seriously wounded soldrer could be laid full length on
the stretcher, and another, whose wounds were of
a less sevious nature, could be placed in a reclining
position in the somewhat modified froné seat.

An Automobilette fitted qut as an ambulance car, with a special reclining front seat and supports for r.mtcl:e;.u

R
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OBTAINING INCREASED POWER:

How Greater Efficiency may be Obtained from the Engine, Transmission and all
Frictional Parts, with More Power on Hills and Greater Flexibility at Slow Speeds.
By A. W. JUDGE, A.R.C.Sc,, Wh.Sc.

Part. Il.—The Valves, Engine Bearings and Carbonization.

N the first article the value of increased power
I and efficiency was explained, and the effect upon
power of'lowering or raising the compression.
We are led next to a consideration of the valves, and
in so doing might remark that it is surprising what a
lot of possible power is wasted through faulty valves.
The seating of a poppet valve should be at an angle
of about 45 degrees, although flat valves have been
used in a few cases, but possess the disadvantages of
greater warping and trapping of grit and carbon
particles. The width of the seating should be quite
gmmall, and in good designs seldom exceeds 4 mm.
across. The effect of too wide a seating is to cause
the incoming or outgoing gases to be throttled or
trapped, and so reduces the efficiency considerably.
Diagram No. 5 illustrates this fairly clearly, and the
lines of flow of the gas have been drawn, from data,
for the case of a wide seat and a smaller correct seat;
it will be seen that the latter allows nearly twice the
amount of gas to flow past at the smallest section
marked A. These two types of valve seatings are
anglogous to a hole through two different thicknesses
of plate, as shown in the smaller .nset drawings, and
taken from hydraulic practice.

Another fruitful source of power loss is that due to
the “pocketing” or bedding of the valves in their
seatings, caused by the latter hecoming worn down
by constant valve grinding, bad design or material,

or excessive hammering due to strong valve springs.
It will be observed from Diagram 6, which illustrates
this defect, that the effect of pocketing of the valve is
to reduce the effective opening of the valve when
lifted by the cam, and a comparison with the correct
valve seating, shown in Diagram 5, will make this
point quite clear. The remedy in such cases is to
have the * pocket ’ removed either by means of a flat-
bottomed boring tool, or miller, or by using the port-
able valve seating machine with a flat valve geater, as
sold for the purpose. The valve stem itself should be
a good working fit in the valve guide, and protected
from dust and grit as far as possible, as this quickly
wears the stem and so reduces the value and effect of
the guides. The writer has seen valve seafings on
the valve and cylinder worn quite round instead of
flat, through the valve stems wearing in this way, and,
unfortunately, the roundness was generally far from
even around the meriphery of the valve.

Another important point tc notice is that the
amount of clearance between the valve stem end and
the tappet is as small as possible, not exceeding
1-50th in., which clearance is to allow for stretching
due to rapid action of the spring, and not, as generally
stated, to allow for expansion, as this is a fallacy—the
whole c¢ylinder expanding and counteracting the valve
expansion. The effect of any greater elearance than
this is to reduce the lift of the valve and to alter the

Diagram 5,—Showing throttling effect of wide-1eated valve and.

correct width giving no throttling.

4 b
Wide seated \/ ;
9 Normal seated O U
valve gl R valve §5 é§
Hydraulic Anal ryoragic Analogy y/ %
: of "t piate . . W
/AW B Thick piate X .% OF lnsulator
Z

ime e

Berore tensmgnmg
\bendin, C'O//ﬂ/'
Light spring
Pocketed Valve Pocketed Valve = S
Closed. ‘Open , Adfustment Thimble gz adjuster

Plan of Collar

Diagram 6.—Showing a common form of vaive pocketing and

19 how it throttles gases flowing past.

Diagram 7.—Illustraking methods of adjust-
ing tappet clearance, spring tension, etc.
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valve timing, as the valve will open later and close
garlier, so particular attention should be given to this
clearance adjustment. In most cases & small thimble
can be made out of tin and slipped over the tappet,
apd devices are sold for this purpcse as shown in
Diagram 7, or a piece may be soldered to the tappet
top or screwed thereto after softening the metal. The
device shown fitted to the top of the tappet in
Diagram 7 is very useful where no means of tappet
adjustment is provided, and consists of a metal cup
with a washer of the required thickness loosely slipped
between it and the tappet, and shown in black in the
diagram in the position it will occupy.

The Valve Springs.

Perhaps>one of the most fruitiul fields for experi-
ment is that of the strength of the valve springs, and
it is remarkahle how the tension and elasticity (or
guickness of action) of the springs can affect the power

UThrotthng erfect of Sturp édges (21 Effect of Rounding ot eoges

Diagram 8.—lilustrating the difference between a
sharp-edged hole and a rounded-off one in throttling
the passing gases as shown at Section A A.

and running of an engine. It is rather surprising
that the makers do not fit an adjustable spring-
tensioning device to all valves, as the effect of the high
temperature and rapid working of the spring is to
cause a big falling off in the elasticity of the material.
A valve spring should be replaced after every 500 miles
runmng in order to obtain the most out of the engine,
unless some means of tensioning is fitted. In order to
discover the suitability or otherwise of the spring
tension, if a serew-driver be held under or above the
valve spring collar whilst the engine is running. the
effect upon the speed of varying the tension will be
veadily observable by pressing in each direction in
turn, this being a very simple test.

The spring itself conducts heat from the cylinder
from its top end, and this may be reduced by fitting a
washer of some non-conducting material, such as hard
wood, fibre, or asbestos wire, woven between the
spring and cylinder, as shown in Diagram 7. This
diagram also shows an easily-made collar for altering
the spring tension by moving up or down the valve
stem and locking in position by the twwo screws,
besides being an easy means of taking the valve com-
ponents apart. The smaller compression spring
shown below serves to keep the tappet or to the cam
rocker, or may be fitfed under the tappet to keep it
up against the valve stem in order to reduce the noise
and hammering action there. Finally, the springs
chould be given the full benefit of any cooling air
currents as much as possible. Wide coiled springs
radiate the heat much better than close coiled cones,
and allow much freer ingress and egress of air, be-

sides other mechanical advantages which they
possess, therefore large springs are advisable.

If the valve spring on the inle} be too weak, the
valve will not close quickly enough on the beginning
of the compression stroke, with the result that a
“blow back’ of part of the charge oceurs, and the
power falls off through this, which also has the effect
of limiting the engine speed.

Whilst upon the subject of valves it might be men-
tioned that steel with a high percentage of nickel,
viz., 25 per cent. alloyed with it, will give a practic-

Diagram 9,—(A) Method of enlarging holes in valve seat
by countersinking and enlargement of diameter. (B)
Plan of valve seat showing this. (C) Plan of valve seat,
showing alternative methad (original holes shown dotted).

ally incorrodible and strong material weil suited to
exhaust valves,' whilst a smaller percentage of abaut
8 per cent. will;give a steel far stronger in resisting
the impact stresses set up, and so will stretch very
little compared with high nickel steels.

The inlet and exhaust ports themselves limit the
amount of charge taken into the cylinder, so that any
enlargement of the smallest section or reduction in
the amount of deviation from the ideal straight line
will be a great advantage. Thus, where gas enters a
square-ended pipe, the effective area is much reduced
by the square end, and is increased by rounding off
the corner. Also, the overhead inlet valve ports or
holes are usually the places of smallest effective area,
although they may be equal in area to that of
the inlet pipe, and some throttling of the charge
occurs here. “The writer has obfained marked im-
provement upon the power by making these holes
streamline in form, by countersinking from each side
and enlarging. Diagram 8 illustrates the effect of
rounding off the corners upon the effective area of an
orifice,-which is well known in hydraulic practice, a:nd
in Diagram 9 will be noticed the methods of enlarging
the effective area of the valve ports. In the second
case, the original holes (shown dotted) have been
filed to the shape of bars, and in some cases only
three equidistant bars will prove amply strong
enough, and give an appreciable increase in the area.
Projecting screws, ridges and corners can be filed off,
and sudden changes of section in the passages made
gradual with beneficial results. The effect of too
small 2 carburetter opening will be considered later.

The Valve Operating Parts. .
Next in consideration comes the valve operating

cams and timing wheels. 1f the cams become worn,

the lift of the valves and also the timing will become

altered. The remedy is to fit new cams, or, it s]-::llful
wiB
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enough, 1o soften the worn cams, face down the worn
edge and pin or scsew on a new part to the correct
profile, and case-harden same again. Wear in the
teeth of the timing wheels, although, fortunately, un-
commeon, will alter the timing of the valves to some
extent ; and also a fairly common trouble

more power is required to work the engine with the
compression taps open than with them closed,
Similarly in the crankcase, it is of greater advantage
to allow the air inside to be simply compressed and
expanded on the down and up strokes, than to pro-
vide numerous small orifices for the air to be
trapped and throttled in. A closed crankease is com-
mon practice in steam sngines working

of the engine shaft timing wheel key work-
ing loose will also prove detrimental to the
valve and magneto timing unless remedied.

The Engine Bearings.

Special attention is required periodically
to the condition of the bearings and work-
ing parts of the engine, for any appreci-
able slackness (due to wear) of the gudgeon
pin, big end and main bearings will not
cnly cause noises and vibrations, absorb-
ing power, but will allow the grit and car-
bon particles to get to the wearing surfaces

Oif scoop

at high speeds, and is much more econo-
mical in o1l consumption, due perhaps to
the oil being partially forced out of likely
places of leakage and sucked back again.

Carbon Deposit.

(Carbon deposit, when present in appre-
ciable quantity, has a marked effect upon
the power output in several ways. In the
first instance, the carbon and carbonized
matter takes up room in the eylinder, and
if appreciable in amount will raise the com-

much more readily. All wearing pins and
shafts should be free from scoring, as this
increases the frictional resistance con-
siderably, apd it 1s well worthy of the
trouble to have these hardened parts trued
up properly by grinding, and the bearings adjusted
or newly fitted. Too tight a bearing will cause a very
great loss of engine power, and will eventually seize
up. If the piston and rings are too tight a fit, the
frictional resistance set up at high speeds due to the
rubbing which occurs is considerable.

Diagram 10 shows the effect of wear upon the big end
bearing of the connecting rod, and method of taking
it up, by carefully filing or plamng down the faces
marked A, which is common engineering practice, the
pin being assumed to be true. One fairly common de-
fect which develops in the gudgeon pin is that of the
locking screw or device becoming loose, and so caus-
ing the pia to move slightly in the piston.

Wuite a number of moterists are under the impres-
sion that it is important to allow the compressed air
in the crankease to be released into the outside air,
and some fit extra ‘“air release’ valves for this pui-
pose. Now it is known by experimenting with a
petrol engine, by driving it around with an electric
motor with the eompression taps open and elosed, and
incidentally the throttle opening varizd, that far

rid

Diagram 10.—Showing
oval shape of brasses in
big end due to wear,
and faces A A for re-
adjustment.

Held up in the traffic and dwarfed by towering mokorbuses,

pression pressure, which in most cases will
be a disadvantage, and apt to cause too
early or premature explosion of the com-
pressed charge. It is therefore advisable,
more especially to owners of air-cooled en-
gines, to remove this carbon deposit
periodically by the methods suggested in the motoring
handbooks. Perhaps the chief disadvantage of the
carbon deposit in the ¢ylinder is upon the cooling of
the engine, for it prevents the heat inside from reach-
ing the water jackets or atmosphere, as it is well
known that it is a bad conductor of heat, and conse-
quently overheating, with its accompanying evils, is
apt to oceur. Carbon deposit causes much wear of the
working parts, for the fine carbon particles become
embedded in the softer bearing material and act as
a kind of miniature grindstone upon the harder parts
revolving at relatively high velocities.

Before concluding this portion of the subject deal-
ing with the engine, attention is drawn to the work-
ing of the minor parts of the power unit, such as the
oil pump, circulating pump, fan, etc, and their re-
spective drives, for an appreciable amount of energy
is used up in working these parts, and so care should
be taken that the bearings, driving wheels ar gears,
ete., work quite freely, and are properly adjusted and
lubricated, so that they function properly,

(To be continued

A Perry light car snapped in Piceadilly,
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Birmingham '—9-10, Burlington
Chambers, New Street.
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SOME idea of the rapid progress
made by the cyclecar move-
ment can be obtained awhen awe
mention that in the next issue of
THE CYCLECAR avill appear the
phofographs of 12 Midland lady
drivers and their machines. The
phofographs are accompanied by
an inferesting article on the driwing
experiences of these fair devotees
of the neww motoring by Mps.
Hartley - Smith, herself a keen
«y:lecarist, We should awelcome
photographs of {ady cyclecarists
from other parts of the Uniled
Kingdom.

NOTICES.
Letters.

EnITORIAL Communications sheuld be
addressed lo The Editor, "' The Cyclecar,”
7,9, 11, 13 and 15, Rosebery Avenue,
London, E.C,

Letters relating to ANVERTISRMENT
and PUBLISHING Departments should be
addressed tn The Manager. SUBSCRIP-
TI0NS shonld be forwarded to the Manager
{rate, 6s. 6d. per annum, or pro rata).
Fress Times.,

IMPORTANT LATE NEws and Photo-
graphs can be aceepted up to first post
Monday morning for insertion in the
following Wednesday's issue,

ADVERTISEMENT CoPy, Blocks, &ec.,
should come to hand by Wednesday
morning to ensore careful attention and
allow time to submit proofs, except when
an earlier time is specified.

Retarn of MSS., &c.

Drawings, Phatographs and MSS. nat
suitable for publication will be returnerd
if sufficient stamps are enclosed for this
purtpase, but the Publishers cannnat hotd
themselves responsible for the safe keep-
ing or return of contributions.

Copyriskt.

All Engravings, Photographs, Portraits,
Drawings, Articles or other Contributions
mbst be submitted, and will only be ac-
cepled, upon the express condition that
the copynght therein becomes the pra-
perty of the publishers upon acceptance
by acknmowledgment or publieation, and
may not be republished or reproduced
without their permission.

Sopres of 1hs Day

1\ ANY manufacturers of cyclecars are finding the definition by weight

a serious maftter in designing a eyclecar, especially in the case of .
machines which are really light cars. This has prompted a suggestion
from a correspondent that the weight limit should be
removed, and a cyclecar defined simply as a three or 'f:.l"% the
four-wheeled vehicle other than a motor-bicycle and At Limit.
sidecar, with an engine capacity not exceeding 1100 c.c. 'Fhis is a
matter that reguires very careful consideration. Manufacturers of
small cars have been prompt to realize the advertising value of tha
cyclecar movement, and, wherever possible, to get in with it. Thus
there arc quite a number of cars of 8 h.p. or less which have not been
designed to meeb the cyclecar demand at all, but by lightening the
chassis the manufacturers have been able to seize the advantages of
the new movement, which incidentally embraces competitions and the
right to exhibit at the eyclecar show. We have foreseen a demand for
the weight limit to be inereased, and there is as much to be said against
as for this demand. The wider the definition the greater the variety of
machines, termed ** cyclecars,”” that will be offered to the public. This
is excellent in one sense, providing that the object of the movement as .
a whole is not lost sight of. If in the public mind an impression is
created that a cyclecar is a small car of any power from 8 h.p. to 20 h.p.,
weighing anything from half to 13 ton, and costing from £140 to £250,
we shall be no further advanced than we were three years ago.

L 3 * ¥*

FTVHE greatest mistake in the present definition is the acceptuance of

nachines with a chassis weight not exceeding 6 cwt. where
the body is not inseparable. ~The one definition of a total maximun
weight of the complete vehicle ought to be taken as :
the rigid line, but this is not expressing an opinion d”m’.’:”“’
that the weight complete should remain at 7 ewt. As :
a matter of fact, many of the simplest cyelecars exceed this weight
when put on the scales. The manufacturer who, for show or competi-
tion purposes, hag to pare down the chassis weight to 6 cwt. is working
under a great disadvantage. It is extremely difficult under such cir-
cumstances to produce a satisfactory vehicle, and it is next to impossible
to sell it at a low price, such as the cyclecar movement demands. Given
more latitude it would be easier to produce the £100 miniature car, and :
it would give better results on test. This should be fairly obvious, for
the lighter the construction the greater the expense of production, that
is, of course, so far as following the orthodox lines of big ear practice is
concerned. Hither such machines should be relegated to the light car
class by the abolition of a chassis weight definition, or some other varia-
tion of tho definition adopted, such as by raising the total weight.

L » »

THIS brings up the question of the objects of the cyclecar movement.
Those who originated it had in view the requirements of & very
large class who were provided with the choice oéha motor-bieycle and
sidecar combinsation and a cheap light ear. is
section of the publicis a very large one, having means un: Ii‘f}ob;:fn“enot{
too limited to consider the purchase of a car or ifs
upkeep, somewhat afraid of the motor-bieycle, and also not possessed
of sufficient confidence to drive a car. Their requirements are well met
by the cyclecar—a machine easier to handle than a motorcar, having
greater stability than the motor-bicycle while affording more comfort
to driver and passenger alike, and almost as cheap to purchase and as
economical to run as a mofor-bicycle and sidecar.  Surely there must
always be a big demand for such a machine, and one that c'amlot be
ignored? More expensive types, with greater complication, less
economical in use, will appeal to those of wider tasbes s.md gl‘(_iﬂ-tﬁ‘l[
spending power, but for the majority the simple cyelecar is the idea

compromise between the motor-bicyele and the motorear. »

»
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THE USES OF A PASSENGER.—Sketched by John Bryan for «The Cyclecar.”
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Notes, News

B S R DT PO P T

CHIEF EVENT OF THE WEEK.END:
Midland Rally at Stratford.
(See First Page).

Light up Saturday, Sth April, 7.35 p.m.

Rally at Stratford!
Every cyclecarist should endeavour to turn up.

The rendezvous is the Swan’s Nest, the time 12
mid-day, Sunday, 6th April,

_These meets of cyclecarists have a great educa-
tional value for the public, and do much to arouse
mterest in the new motoring,.

One thousand miles in a fortnight is the record of
Mr. H. Hulbert, who drives a Singer, and uses it
for business and pleasure purposes.

The Qakleigh Motor Co. think that the cyclecar
referred to by a Prighton reader in THE CyCLECAR of
12th March is the L.A.D., made by them,

There are many who would never make good drivers
of either motor-bicycles or motorcars, who feel quite
at home on a cyclecar after 100 miles experience.

A fragment of conversation. Shepherd (neglecting
his flock to cyelecarist chain repawing): *‘1Is that
chain broke?’’ (One hour later): * That chain be
broke, never fear.” (After two hours): '‘ Aye that
chain’s broke, and I must be minding me sheep.”

Two well-known beltdriven cyclecars will be
brought out in new form shortly, with rather startling
innovations of design. As they are experimental as
yet, it is not likely that they will be offered to the
public for some time.

We recently examined some Lyso belts which had
been ran on a cyclecar for 18 months, during which
iime a considerable distance had been traversed.
They were certainly in an excellent condition, and
should still give satisfaction for a long time.

So far as we can asceriain, no intimation to the
Press was given by the B.M.C.R.C. that the cyclecar
high-speed reliability trial would start at 10 a.m.
The information was not given to us until the end of
the week, but it is obviously a most important item.

The photograph on the front cover this week was
taken in the members’ enclosure on the charming fir-
clad slopes of Brooklands, above the test hill, and
the cyclecar is the Carlette, which was described in
the issue of THE CycLEcakR for 12th March. A
feature of the machine is its single belt drive,

At the last meeting of the Auto-Cyecle Union the
following were elected to serve ob the competitions
sub-commitiee :—Rev. E. P. Greenhill, Capt. David-
gon, and Messrs, Southcombe May, A. V. Ebblewhite,
A. G. Reynolds, J. W. G, Brocker, E. M. P. Boileau,
E. J. Feeney, A. Sharp and Stanley Carter. Only
one of these gentlemen owns a cyclecar, and yet the
committee are empowered to make rules for cyclecar
trials and generally to encourage the new motoring!

A sidecar combination which was recently entered
for 2 3000 miles trial, officially observed by the
A -C V., was withdrawn after 1217 miles had been
traversed. During the trial the kick starter chain
was lost, part of the gear and clutch-actuating me-
chanism disappeared, the gear rod connection broke,
the petrol tank became locse, while seven attecmpts
had to be made on Sunrising Hill before the summit
was reached. Finally, the top tube of the frame broke.
Altpgether there were 28 stops. varions fittings break-
Ing or shaking louse. Can any cyclecar beat this?

ot THE ECYERECAR : NEORIID s il

and Gossip of The New Motoring.

asvereversvennac 44nssiagrrtveiarimnrrirninonsel

Great disappointment is felt in Ireland over the
abandonment of the proposed cyclecar race,

Four thousand miles on one friction disc. Such is
the record of the Rev. E. P. Greenhill’'s G.W.K.

The simple cyclecar provides an excellent com-
promise between the motor-bicycle and the motorcar.

Why does a well-known cyclecarist always carry a
sleeping tent and ground sheet with him when out
on. the road?

The manufacturers of the Rollo cyclecar are shortly
experimenting with a model fitted with an American
two-stroke engine.

A police constable in the North of London has
built a four-wheeled cyclecar in his spare time. He
estimates that it only cost him £40.

Euntries close for the Grand Prix cyclecar race on
30th April. Entry forms and printed particulars of
the race can be obtaimed from Tur CycLecak, 7-15,
Rosebery Avenue, London, E.C.

A set of Rom tyres fitted to the cyclecar belonging
to a member of the staff have completed well over
2000 miles, the only puncture being caused by a nip
in one in putting them on eoriginally. There 1s prac-
tically no sign of wear, and only a few small cuts.

The spatking plug department of Messrs. Lodge
Bros and Co. will be amalgamated from 3Ist March
with the Mascot Co., Rugby. The new company will
be known as The Lodge Sparking Plug Co., Lid,
and their registered offices will be at Wrentham
Street, Birmingham.

The weight of a simple monocar, fully loaded up,
and with all accessories, proved to be 4} cwt. when
tested on the L.C.C. scales. A belt-driven machine,
similarly eéquipped, with heavy tyres, a spare wheel,
and a full kit of tools and spare parts, tipped the
beam at 7 ewt. 8 lb.

“ Do ‘60, wouldn’t she, sir?’”’ said a eonstable to
us the other day, anent a pather racy-looking eycle-
car from which it would be difficult to extract 30 m.p.h.
But there, the police look upon most of these ma-
chines as minjature racing cars, Let us hope they
will not act accordingly.

The journal that so frequently prints remarks
deprecating the cyclecar did, so again Jast week,
together with much other useful information on
“ eyclecars ”’ %hat anywhere else would be termed
* motorcars.”” These efforts to keep pace with the
movement are really guite amusing.

The interest taken in cyclecars in Ireland is im-
mense, and there are vast numbers of people
anxiously awaiting the advent of a machine which
will stand the strain of the Irish roads. Certainly we
know of no better test for a cyclecar than to drive i1t
in Ireland for a considerable length of fime. The
first manufacturer who thus demonstrates the capa-
bilities of his machine in the * distressful country’’
should reap a rich reward in the shape of orders.

From all accounts it appears that the north-western
district of London is in the happy position of having
sporting policemen. One member of the ¢ force
has actually built a eyclecar for himself, and is very
interested in the ‘' new motoring”’ The other day
we met him with two rims and two hubs, and_he m-
formed us that a neighbouring garage had com-
missioned him to make up two wheels. Several
others, though not actually cyclecarists, are keen fol-

lowers of the movement.
821
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THE DALLISON

ARRANGEMENTS are now being made by the
Dallison Gearing and Motor Co., of Sutton
Road, Erdington, to turn ouy 90 of their cyclecars
er week. It;will be remembered that this machine
1s to be fitted with an 8 h.p. air-cooled Preecision en-
?ne, a V.H. magneto, and a B. and B. carburester.,
n front of the bonnet special louvres are placed,
whick can be regulated irom the driver’s seat, to
vary the amount of air to the engine. The drive
is taken from the engine through the patent Dallison
gear, which gives five speeds forward and a reverse
to the live back axle, an overhead worm being fitted.

CYCLECAR.

The axle is also provided with a floating differential.
The frame is constructed of channel steel, stiflened
with ash, and is*mounted on the axles by semi-ellip-
iical springs. Steering is by worm and sector, while
the wheels are shod with 26 in. by 2} in. Contmental
tyres. The wheelbase is 6 ft. and the track 3 ft. 6 in.
The price of the complsote machine will be 100 guineas,
whicﬁ will include electric lamps, hood, screen, tools,
etc., while a hand-starter, which is worked from the
driver’s seat, will be fitted as standard. We give
illustrations of the machine from the side and front.
1t was described in TAE CycLECAR, 12th March.

Front and side views of the Dallison cyclecar, 30 of which, we are informed, will be turned out weekly.

WHERE BENZOLE CAN BE OBTAINED.

At the request of several readers who wish to experi-
ment with benzole, we give below 3 list of places where
it can be obtained. '%he price varies from 1s, 2d. to
1s. 6d. a gallon,

Accrington.—Althamt Benzole Co., The Altham and Great

Hanwood Colliery.

Barnsley.—Mitchell Main Colliery Co.

Birmingham.—M. Whittingham Jones, 27, Edghaston Road ;
Henry Garner, Ltd., 120-124, Alcester Road.

Cleckheaton.-—Henry Ellison and Co., Cleckheaton ; The Old
Sitkstone Chemtical Works.

Cumberland,—West Cumberland Bye-Product Co., Ltd.,
Flimby, near Ma.r}.rport.

Cheshire.—C. R. Alexander, 132, Ashley Road, Hale,
Altrinchar.

Gateshead-on-Tyne.—Judpge, Brand and Co., Litd.

Glasgow.—William Baird and Co., Lid.; Richard Smith's
Execulors, West Street; Brotherton and Co., Provan
Chemical Works,

Hull.—Blerkin and Son, 76, Queen Street; Major and Co.,

td., Sculcoates.

Inverness and Nairn.—Macrae and Dick.

I{not\t‘}ngll:y, Yorks.—Stainsby and Lyon, Ltd., Aire Tar

orks.

Lancashi:ae.—“’ligan Ceal and Ison Co., Lid.; Messrs. W,
Bletealf, Lid., Church; Thes Automobile Trading Co.,
Barrow Sireet, St. Helens,

Leeds,~—Brotherton and Co., Lid.; George Exley and Son,
Hunslet Lsne (in two-gallon tins); R. e{lilkie, 68,

_ Albion Street.

Leicester.—Green and Co., Evesham Road.

Liverpool—Brotherton and Co.; Bradbury and Hirsch; 11,
Dale Street ; Theo and Co., 6, Hatton Garden, 15, John-
son Street,

London and Suburbs.—Gas Light and Coke Co., Ltd., West-
minster, Beckton, Woolwich, and Goswell Road depots;
Gas Lighting Improvement Co., Ltd., Salisbury House,
London Wall, E.C.; Otto Gas Co., Queen Street Place;
A, W. (}amaﬁ'e, Ltd., Holborn, E.C. (who supply in two-
ﬁllon tins) ; Thos, Crow and Sons, West Ham, E. ; South

etropolitan Gas Co., Ordnance Works, Tunnel Avenue,

E. Greenwich ;*Southern Automobiles, Ltd., Westcombs

5 2*;111, Blackheath, S.E. ; Central Motor Co., Ltd., 110, High

Street, Croydon ; The Elhurst Garage, 47, Streatham Hill,
8.W. (in two-gallon tins); 8. Bowley and Son, Wellington
Works, Battersea Bridge, S.W. ; Smith and Milroy, Ltd.,
High Street, St. Mary Cray, Kent; G. Stone and Co.,
Park Garage, Thornton Road, Clapham Park, S.W.;
Longman's Garage, 90, Upper Gloucester Place, N.W. ;
Clifford and Co., Motor Works, Main Road, Sidcup,
8.E. ; The Mostyn Garage and Engineering Co., Akerman
Road, North Brixton, S.W. ; A!‘i(ﬁ and General Repairs,
Ltd., Camberwell New Road, S.E.; 8. Brock and Co.,
Thornton Road, Thornton Heath ; Smith and Mitchelmore,
Ltd., 1-21, Avenue Close, Poplars Avenue, Cricklewood.

Manchester.—Hardman and Holden, Miles Platting; J, E. C.
Lord, Ship Canal Tar Works, Weaste; Messrs. Craw-
fords, iid., Chorlton Road and Stretford Road; The
Cl:{tiyton Aniline Co., Ltd., Clayton; Baxendale and Co.,
Lid., Miller Street, Works and Warehouses.

Middle;beough.—Bolckow, Vaughan and Co., Ltd.; Sadler
and Co.

Normanton.—Whitwood Chemical Works.

Rotherham.~—Ellison and Mitchell, Ltd., Don Chemical
Works, Kilnhurst.

Staffordshire.—Birchenwood Colliery Co., Lid.; Kidsgrove,
near Stoke-on-Trent (not retail); Major and Co., Ltd.,
‘Wolverhampton.

Sunder)and.—Brotherton and Co.

Surrey.—Byfleet Antomobile Engineering Co., 0ld Woking
Road, Byficet (for Byfleet district onf‘y).

The M.C.C. Hill-climb.
A special class for cyclecars has been arranged in
the hill-cimb organized by the Motor Cycling Club
for 12th April. ~ The climb is intended to test the
flexibility of the machines, and the first portion of
the hill must be covered as slowly as possible. The
machine is then brought to a standstill, and the findl
ridon of the hill must be covered as fast as possible
rom a standing start. The winning cyclecar will be
that which has the greatest difference in time between
its slow and fast climbs. Entries close on 7th April,
and the competition is only open to members.
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THE TRUNER CHAIN-DRIVEN CYCLECAR.

A Four-wheeler with a Positive Drive at a Moderate Price.

HE distinctive features of the Truner cyeclecar,
made by Messrs. Turner and Co., of High Street,
Willesden, are the transmission by chains throughout,
and the drive by the off rear wheel. The engine, an
8 h.p. J.A.P., is set parallel with the frame, driving
by chain to a cone clutch mounted on the first counter-
shaft. Two chains connect this shaft with a second
one set further back, one chain serving for each speed,
the ratios being 5} and 10} to 1. Either of the sproe-
kets can be locked to the countershaft by means of a
double-ended dog clutch, which is operated through
the hollow shaft by a small handle anounted on the
scuttle dash. The ash frame is mounted on the axles
by means of half-elliptic springs, the suspension, by
personal trial, being quite satisfactory; a roomy two-
seater body is fitted, and the control levers for the
Amac carburetter are mounted on the steering
column. The steering is direct, and the wire wheels
are-shod with 26 in. by 2: in. Sirdar tyres. A large
toolbox i provided behind the seat, and the mud-
guarding is well carried out. Aceessibility of the en-

gine and gears has been studied, and the engine can
be removed by detaching four bolts. Correct weight
distribution has also received attention, the weight
being 4] cwt. In the course of a short spin, we found
the machine ran very smoothly, and it is rarely neces-
sary to change speed. The operation of the change
speed is very easy, engagement of the dogs being
faciitated by ‘‘ backing off ”’ their reverse faces. The
price of the machine 1y 80 guineas complete.

The Eagle cyclecar described recently was nob
actually new, but was brought out a year ago.

In the next issue of THE CYCLECAR we expect to
publish the first fully-illustrated deseription of some
new cyclecars of considerable interest.

With reference to the letter from Mrs. Hartley-
Smith in our last issue and the footnote appearing
thereto, we understand that the Swift cyclecar did
not. actually pass another competitor on Nailsworth
“W,” but waited until they had all ascended.

Rear view of the Truner cyclecar, showing
first countershaft and clutch.

Side view of the chain-driven Truner cyclecar, showing the
rcomy locker at the rear, and the single final chain drive.

View from the underside of the Truaer cyclecar, showing the doz-clutches used for changing speed. 03
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The water-cooled Blumneld-engined Morgan, entered

by Mr. N. F. Holder. It was placed second in the
1100 c.c. class,

F the 100 miles high-speed reliability trial for
cyclecars, run off by the B.M.C.R.C. at Brook-
lands last Saturday, was as dull for the drivers

as it was for the spectators, then it was a dreary
proceeding indeed. Perhaps the rain damped the
spectators’ enthusiasm unduly, but even if it did,
there was little or no excitement in seeing 11 cycle-
cars running round the track at between 30 and 40
miles an hour. The idea of the test was that drivers
in the 750 c.c. class had to run at a minimum speed
of 30 m.p.h., whilst those in the 1100 c.c. class had to
run at » minimum speed of 35 m.p.h., the driver in
each class whose variation in lap times was the
smallest being the winner.

The following started : —In the 750 c.c. class, Mr.
J. Mundy (A.-C.) and Mr. V. Busbhy (Morgan-Blum-
fieid). In the 1100 c.c. elass, Mr. N. F. Holder (Mor-
gan-Blumfield), Mr. A. W. Lambert (Morgan-J.A.P.),
Mr. A. G. Fraser Nash and Mr. C. M. Whitehead
(G.N.), Mr. G. W. Hands (Calthorps), Mr. J: T.
Wood (G.W.K.), Mr. L. F. de Peyrecave (Duo), Mr. B.
Haywood (Singer), and Mr, R. P. Aldersey (Carlette).

Early on it became obvious that the Singer was

A composite view of the trial in progress.

B24

i The machines appearing in the photograph are : first, Mr. Nash’s G.N., fall
G.W.K. Mr. Hands's Calthorpe follows, then Mr. Bushy's Morgan, entered for the 750 c.c. class, and Mr. Lambert’s

THE HIGH SPEE
Morgans Win Both Classes in the |

going for the 100 miles and two hours eyclecar re-
cords, for it was lapping rvegularly at between 40 and
45 miles per hour. The other competitors contented
themselves with running round at speeds approxi-
mating to the minimum allowed. Generally, the pas-
scoger acted as timekeeper and directed the driver
as to when he ghould cross the line. The result was
that some competitors approached the line very slowly
indeed, awaiting the instant to complete the lap.

The proocession round and round the track
was most uninteresting from the point of view of
the spectators. Soon it came om to rain heavily,
which tested the belt-driven G.N.s and the
Duo transmission, For miles these machines ran
Bﬁlendidly, the new Grand Prix G.N.s running with
the greatest regularity. On these machines the en-
gine is set transversely in the frame and drives to a
countershaft by means of a shaft. The final drive is
by belts over 8 in. pulleys. Unfortunately, Mr, Nash
punchbured, and had to retire, whilst Mr. Whitehead
hag@ fitted new belts before starting and stopped to
take out the Initial stretch when it rained.
Meanwhile, the stream-line-bodied A.-C. and Mr.

-

Mr. C. M. Whitehead's G.N., with his own design of b0dY, SEa G warin:
arrangement of p ger’s seat and the special petrof tank, wayy e
neath which is a tool cupboard. Mr. Whitehead finished shhipa

Carlette, with its t.l“*
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£ LIABILITY TRIAL.

e Singer Disqualified for Overweight.

Busby’s Morgan had been lapping very regularly in
the 750 c¢.c. class. The latter, however, had the cen-
tral electrode of his plug blow out, and had to stop.
Trouble also befell several other competitors in the
big class. Mr, Wood (G.W.K.) picked up nails in his
off rear and near froot tyre, but quickly put on a new
rear cover and tube and went on with a flat front tyre,
Whea this left the rim he deemed it advisable to
retire, and came in with the cover round the passen-
ger’s body. Everyone commented on the smooth run-
ning of the Singer and Calthorpe, the former being
fitted with two carburetters and a very ne&t recep-
tacle for the spare wheel. After five laps the Carlette
machine retired, owing to backfiring in the carburet-
ter ; the driver having also broken his steering wheel
before the race started, found it somewhat {ricky to
control his machine,

Mr. Holder, on the water-cooled Blumfield-Mor-
gan, on which a neat honeycomb radiator is fitted
just behind the engine, experienced trouble with a
broken petrol pipe, which his passenger held up to
the union for many miles. Soon after this contre-

temps, the oif front wheel of the Duo came off.

Mr. A. W, Lambert’s Morgan, on which he wen in the 1100 c.c.

class,

itebead’s GN., above which on the banking is Mr. Mundy's A.-C.,

e roak

A feature of the machine is the arrangement for carrying
& spnre wheel shown o

e, these two being the winners in their respeciive classes.

had earburetter trouble,

Mr. J. Mundy’s A.-C., with its navel sporting type of
body tapered at both ends.

The Singer was the first to finish. followed at con-
siderable Intervals by the rest of the survivors. I&
was decided then to wel the machines, which
brought to light the fact that the chassis weight of
the Singer was 36 lb, overweight, and the machine
was therefore disqualified. The results of the event
are given below, and show that the Morgan three-
wheelers scored 1n each class:—

CLASS A, 780 ce.

Differenge Total time

in tima. Fast, Slgw, 100 miles.

M, S, M. S. M. S H. M, S

1. Mr. ¥, Bushy iMorgan) - 4 % 4 53 91 2N
2, Mr, J. Mupdy (A,-C.] ... - 12 38 4 15 16 682 3 66 61

CLASS B, 1100 c.c
0 16 4 6 4 22

1. Mr. A. W, Lambert (Morgan) 2 8 10%
9, Mr. N. F, Holder (Morgan)... 4 158 8 33 8 8% 9 37 8
8. Mr. C. M. Whitehesd (G.N) 12 24 8 56 16 19 2 40 44

Mr. G. W, Hapds (Calthorpe) 0 203 4 f 4 49 2 &1 41}

Mr. J. T. Wood (G.W.K.) completed 29 iaps {(tyre
trouble); Mr. L. F. de Peyrecave (Duo), 23 laps
(front wheel brake); Mr, H. G. Nash {(G.N.), 20 laps
(punctured hoth rear wheels); Mr. R. P. Aldersey
(Holstein-J.A.P.), 6 laps (carburetter trouhle); Mr.
B. Haywood (Singer), disqualified for overweight.

Mr. Hands did not maintain his minimum speed.

then Mr. de Peyrecave's Duo, behind which is Mr. Wood's
Stopped on the edge of the track ie Mr. Aldersey's

B23

-
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THE PRODUCTION OF CHEAPER MOTOR FUEL.
A Few Details of the del Monte Process. "

UR sister journal, “ The Motor,” has been inves-
tigating the possibilities of eheaper motor fuel

for the past two years, and in the course of their in-
vestigations they were attracted by the potentialities
of the del Monte process of low temperature distilla-
tion of coal, by which guantities of motor spirit can
be obtained from cheap grades of coal. The process

is extremely simple, consisting essentia'lv of haking,

“cannel ”’ coal 1n a gas-heated vertical
retort. The retort is heated externally,
and at the same time gas is either drawn
or pumped through the bed of baking
coal. The gas is previously heated when
passing through gas-circulating coils
round the outside of the retort. The gas
passes irom the retort to an ordinary
type of cooling and scrubbing apparatus,
and thence to an ordinary gasometer,
From the gas thus obtained from the coal
snlphate of ammonia, henzine, and other
light hydrocarbon oils are derived, in
addition to the motor spirit. In an accu-
rate test which was carried out at the
suggestion of ‘* The Motor,” it was found
that from 2 cwt. of * cannel’’ coal 51.8
pints of crude oil were obtained. This is
at the rate of 84.7 gallons of oil per ton
of coal. From this crude oil ne less than
24 gallans of ** petrol egquivalent ”’ can be
obtained per ton of ‘‘cannel” coal.
Many valuable by-products, such as sol-
vent naphtka, pitch, varnishing oils, ete.,
are also obtained, and the ready sale for
these by-products assures profits being
made, even if the motor spirit has to be
sold at a loss under the stress of competi-
tion. The solid residue left in the retort
can also be used as a fuel.

The motor soirit- was.testad on Brooklands against
Shell 1 spirit. The engine started easily, the exhaust
was practically odourless and smokeless, and the car
covered 28.8 miles to the gallon, compared with 25.6
miles per gallon with Shell I. At a temperature of
55.5 degreesr Rahr. the new spirit has a specific
gravity of ,746.

With regard to the commercial possibilizies of the

rocess, ' The Motor”” suggested to the proprietors,
essrs. Oil and Carbon Products, Ltd., 37, Walbrock,
London, E.C., and Barnes, S.W., that they should
obtain a report from a reliable source. They there-

fore submitted the matter to Mr. Bertram Blount,
F.I.C., of 76, York Street, Westminster, London, 8.W.,
and he has 1ssued a report showing that it is possible
to make a profit of £91.233 per anazum from a plant

The old and the new : The Truner cyclecar, described on page 497, and
the “Plough Inp,” Kingsbury, near Hendon.

A hostelry dating back
800 years.

costing approximately £150,000, the tnotor spirit to
be sold at 1s. per gallon. If the motor spirit were o
be given away, it would still be possible to make a
profit of £31,000 from the sale of the by-products and
residue ; thus the proprietors of the process would
be independent of competition in the motor spirit
market. Truly, this process may be said to have vast
possibilities.

FORTHCOMING EVENTS AND FIXTURES.

APRIS.
2nd.—Swrrey Motor Cycle Club hill-elimb.
5th, Bth.—-{Sycleca: Club week-end rally in Midlands; Satur.
day-to Banburt (Red Lion), Sunday to Stratford-on-
Avon {Swans’ Nest),

Sth.—Wuolwich, Plumstead and District Motor Club one-day

trial,
12th.—Birmingham M.C.C. one-day trial.
12th.—M.C.C. "hill-climb,
19th,—Cyclecar Club fuel-consumption trial,
19th.—Bristo} M.C.C. trial.
26th,—B.M.C.R.C. meeting at Brooklands.
27th—Cyclecar Club afternoon run to Breoklands.

May.,
3rd,—Herts. M.C.C. hill-climb,
Oth, 10th.—M.C.C. London-Edinburgh trial,

12th {Whit-Monday).—B.A.R.C. race meeting, Brookiands.
17th—-B.M.C.R.C. race meeting.

JUNE.

4th, 6th.—Tourist Trophy race in the Isle of Man,
Y —2Addland A.C. hijl-climb at Shelsley Walsh.

JuxE.
14th —B.M.C.R.C. race meeting, Brooklands.
19th.—Cardiff M.C. hill-climb at Caerphilly.
21st.—B. A.R.C, race meeting, Brooklands.
21st.—Cardiff M.C. speed trials at Porthcawl.
JoLy.
2nd.—Grand Prix race for cyclecars, Amiens.
5th.—M.C.C. meeting at Brooklands.
2lst to 26th.—Sccttish Six-days Trial,

AvGusT,

4h—B.A.R.C. race meeting, Brooklands.
9th.—B.M.C.R.C. race meeting, Brooklands,
11th te 16th.—A..C.U. Six-days Trial.

SEPTEMBER.
13th. —B.M.C.R.C. race mceting, Brooklands,

24th,—A.-C.U. Autumn One-day Trial.

27th.—B.A.R.C. race meeting, Brooklands.

OCTOBER.
1ith.—B.M.C.R.C race meeting, Brooklands,

" Club secretaries would oblige by forwarding the dates of other cyclecar events,
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A TALE OF WOEL.
The Troubles of an Amateur Builder, and the Delight of a Favoured Village

=
»

RULY life would be exceedingly dull if all cycle-
cars were perfect; but it is becoming a
question—though only when we are very wet

and depressed—whethey our own particular cycle-
car is not a little too imperfect to be nice. We are
not ashamed to admit—in fact, we are rather proud
—that this particular machine is of our own design
and construction, with the exception of the engine.
Now there may be some esoteric influence exerted by
amateur-built frames upon the power units they are
asked to support, but whethier this influence could
have been the cause of the big-end bearings of our
engine not being provided with some means whereby
oil could be adequately afforded them, is rather an
apen question. This being so, it was not to be won-
dered at that before the cyclecar had run many miles
it developed a conscientious and decided objection
to run with any degree of certainty. The trouble
developed in this wise. Late one night we were
sauntering along the usual greased tramlines, when,
without warning, the engine snddenly stopped, which
caused the machine to slide along for 20 yards and us
to dismount and prospect. Of course we imagined
‘something”’ had seized, but, on engaging the
starting handle, found all free, the engine starting abt
once. We reached home without further trouble,
but still a little mystified.

Synchronized Stoppages.

The following day, towards the close of the after-
noon; we made rather a late start to keep an appoint-
ment some 60 miles away. The engine started up
readily enough, but just as we were taking our seats
it stopped with alarming suddenness. This dual
operation of starting and taking our seats must have
been repeated quite twenty times, and as on each
occasion ib was possible to turn the engine with its
usual freedom by the handle, we did not suspect bear-
ing trouble, but, instead, acecused the carburetter of
harbouring water, the petrol pipe of secreting dirt,
and the harmless magneto of every imaginable evil,
Then at last, to our delight and surprise, the en-
gine showed a strong desire to continue, and we
safely accomplished our 60-mile jaunt withont 2 stop
—in fact, we hardly dared 0. However, we had kept
our appointment, although rather late, and after a
well-sarned night’s rest, rose to a very substantial
breakfast—necessary as it transpired—and prepared
to start again, There was no question about the
quantity and quality of oil, but the engine followed
exactly the same tactics as on the previous afternoon,
starting at each pull over, and just as we were feeling
elated, stopping dead.

On this occasion the entertainment was continued
till the local rustics, village children and others, who
should have been e]sew%ere, came to regard our
efforts as & sort of cinematograph continuous per-
formance. They would retire for a brief time for
meals, refurning with portions thereof to comsume
during the free exhibitions we were providing. The
entertainment started at 9.30 in_the morning and con-
tinued till 8.30 in the evening. Every possible part of
the carburetter and magneto was examined and over-
hauled 2 dozen times, and everything, except takin
the engine completely down, was done—cylinders off,
two different carburetters fried, a score of different
plugs, new carbon brushes, and everything we could
possibly think of. It was most en]oyabfe—for the
villagers. At 4.20 i bezan to.rain, but the enthusi-

-~

astic erowd produced umbrellas, and, to give them
their due, ofiered us shelter. Feeling, as it were, in
their debt, we endeavoured to improve the perfor-
mance, but instead of our redoubled efforts produc-
ing the desired resulf, the entertainment suddenly
came to a somewhat tragic conclusion, the engine
resolutely refusing to turn at all. The audience could
scarcely believe their eyes, for they seemed hardly-to
realize that the long entertainment was over, as we
retired in search of a meal and a rest.

Whether it was enthusiasm, obstinacy or what you
will, we were very soon at our job again. The news
spread with wireless magic, lanterns were brought:
and dozens of small hands were soon helping to catch
the shower of nuts, bolts, etc., which began to fly?
By this time the children knew their parts thoroughly
—those who held the different parts—and we pro-
ceeded apace. Of course, as we were now convineed
as to what had happened—that the big end had seizec
—the mention of the word paraffin produced a supply -
that would have freed even a worse engine.” Now ii
is a remarkable fact that, as we particularly wished
to reach home at any rate before the next morning,
the paraffin, aided by much muscular effort, did its
work. We nearly smiled again, but the audience were
80 keen on assisting in the performance that it be-
came rather difficult to select the particular part re-
%ul_red from the dozen or so that were presented.

owever, all was soon nearly ready again, and the
engine started with not only a roar, but—well, we are
thinking of running on paraffin in future. We had
not troubled to run the paraffin out, so for a good ten
minutes it was allowed to burn out 1n the usual rather
unpleasant way. Fortunately, there was no local fire-
brigade, or we might have been ‘put out,” and the
only section of the audience who exhibited any alarm
were the members of the adjoining farmyards.

The Village Rejoices.

How those cows bellowed! The hmman element of
the crowd regarded it as the transformation scene of
the pantomime, a kind of grand finale, and cheered
themselves hoarse. Presently we stopped the per-
formance, and as the engine started again, first pull,
we positively shrieked with delight, gave all the
children pennies, stood the older folk their supper
beer, and departed poorer but very happy men. All
went well until within a few miles of home, when sud-
denly another stoppage occurred, buf again the en-
gine, apparently quite free, started easily, and we
reache&p ﬂome successfully, 1f somewhat late. There
was now uo longer any mystery.

Once more the engine had to come completely down,
and later in the week it did. Perhaps the verdict is
that we were very inexperienced and very stupid not
to have guessed the trouble at first—it 1s always so
easy to diagnose other people’s troubles and to see
clearly when once you know—but read a little further
and think us more hopeless still. Those bearings
were all carefully cleaned, all the ways were cleared,
and proper holes were drilled for bt‘g~end Jubrication ;
but we foolishly left the main bearing wien the cause
of most of the trouble just as it was. True we knew
of an engine of old with even a much shorter bearing
which always had an oil-way along one of the crank
case webs to reach the greater way down the bearing
and also we knew of such things as otl scoops, nng
and helical groowes, butastill we blindly pub thes
engine un again as it was, For a time 1t seemga
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IS IT AS BAD AS THIS?
New Euntbusiast (proud owner of a diminutive hybrid cyclecar): “How do? old feller ; come out and have

a yun, I've got the car ontside.”
OIld Feller : * Car?—car, where?”

oerfect order, and with more oil than petrol we again
set out for a run the next week-end.

It was no wonder we were popular in that little
village. They concluded on our appearance that we
had come once again to cheer tlge lonely winter of
their discontent ’—and we did not disappeint them!
Exactly the same performance was presented, and
they seemed to think we did it on purpose. The
srand finale this time, however, was rather more

ramatie, not to say tragic. All the paraffin in the
village failed to appease ‘the offended dignity of a
seized-np solid main shaft, and the entertainment
thus ended early, although some of the enthusiastic
audience deemes it part of the show to escorf us for
three miles to the nearest telephone, when we rang
up & good friend, the prond owner of a eyclecar, who
promised to come over in the morning to tow us home,

Of course it was still raining in the morning, but our
friend arrived on his cyclecar, skipping ropes were
borrowed, and, with more cheers and pinafore wav-
ing, we proceeded slowly homewards. e can throw
a little mud ourselves, but if a real genuine feast is
wanted, try being inseparably connected at about 20
paces distant behind that cyclecar. What a journey
it was! There were a few real hills on the way, and
it was not to be expected that a cyclecar would carry
its own passengers and tow two others on a fairly
heavy chassis as well, without occasionally insisting
on some assistance being given.

. That night we discussed the position by the fireside
1n some small degree of comfort. We were now fairly
certain that the main bearing was undoubtedly the
trouble. and we determined to make a thorough job of
u urg‘ltrselves, so, later in the week, having recovered

our temper and spirits, we took that engine down
once more, and one solid hour was fully occupted by
three fairly hefty individuals in getting half of the
crankecase off the shaft. The shaft was then smoothed
up, and the bush skimmed out, a ring being turned
out well towards the outer end. As the webs were
rather too light to drill, we put a 3 in, tube from the
crankcase above the bush through the boss down to
the ring. HFurther and deeper grooves were made,
and by the time we had fimxshed we wers prepared
to stake our lives upon the behaviour of that bearing
in future. Never were bearings more carefully ex-
amined, every one of that engine receiving our most
painstaking attention.

By the next week-end we were on the road onmce
more, and for the first time in its brief existence that
engine began to turn over. So far—irue only a week
or so—all goes well, and if nothing else happens we
ghall soon have another and brighter story to tell.

C. C. Miuzes.

An Indispensable Handbook.

All eyclecarists, partieularly those whose motoring
experiences:are not varied or long, should bave in
their possession a copy of the ¢ gycleear Manual,
which sells at 1s. if bound in paper, or 1s. 6d. in cloth.
The simplest language is used to describe and explain
the various parts of a cyclecar, so that. they can be
understood by any novice. By keeping the Manual
on the machine itself, any defect which may reveal
itself when out on the road can be accurately
diagnosed by referring to its pages. The last
chapter, entitled ‘ The Cyclecar and the Law,” ex-
plains the regulations to be complied with.
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“VETTING"” A SECOND-HAND CYCLECAR.

Bad Points to Look Out For Before Purchasing.

then there is no mistake as to whick cylinder is on

o ; — e
& ¥ § ? g
T is hoped that these notes may prove useful to be tried. To do this it is best to remove a plug from
the prospective buyer of a second-hand cyclecar  every cylinder except the one to be tested in turn,

when he first sees the machine and listens to its
praises sung by its owner. First, it is a good thing
to try and find out the real reason why the car is
for sale, since, if one believes all the aforesaid praiges,
it seems extraordinary that anyone ghould want to
get rid of such a superlative machine. Then try and
extract the year of manufacture, and how many
miles running has been accomplished, After that a
thorough inspection of all parts is necessary, and
how to proceed in this last matter I will endeavour to
explain as simply and as clearly as possible.

The Engine.

We will begin with the most important unit—the

engine. Since most of the vitals of the engine are
covered up, it is dificult to tell except on the road
the condition of such parts as bearings, journals or
pistons, but careful examination will reveal i thers
i8 much wear in the valve gutdes, tappets or other
exposed parts. To test for play in valve stems and
guides, try to puli and push the ends of the stems
when each valve in turn 1s raised by its cam.  Much
looseness will cause trouhle in the case of inlet valves
by allowing air to be «drawn through, so weakening
the mixture. In the case of loose exhaust valves only
slight extra noise can be caused. The tappets can
also be tested in the same way, bub since lubrication
of these parts is usually fairly easy practically no
play should be found. The space hetween the end
of the valve stem and the tappet should not exceed
about 1-32 in., and note shouldpbe taken at the same
time if there is any method of taking up wear at
this point. An exhaust valve may be removed, and
an examination of its face and stem will indicate
if it is made of proper material and not burnt by the
exhaust being throttled or by too rich a mixture
being used. %t will be instructive to notice if the
valve is easily removed or not, as it will be a job
the new owner will have to perform occasionally. The
valve having been replaced lubricating arrangements
should be examined to see if they work properly, like-
wise the carburetter and magneto controls.
. Turning now to the carburetter, see if any leakage
of petrol takes place when the petrol tap is on, or
whether the float chamber floods of itself without the
float being depressed. If it does, it is a sign that
the needle valve requires attention. Indications of
damage to nuts or screws of the carburefter, or in-
deed of the whole machine, should be looked for, as
thereby parts which frequently give trouble may be
located with accuracy.

The magneto may usnally be taken for granted,
provided starting up is easy and misfires do not occur,
though it is just as well to see if the spark is good
when the engine is pulled over, by removing a plug.
A fat blue spark shows all is well with the electrical
arrangements, and the next point may he taken.

Now the engine may be started up, particular note
being taken of the ease or otherwise of this opera-
tion, Much priming or flooding shows that the car-
buretter is not tuned up well. Onge running, try how
slow the engine will turn over, and whether it acceler-
ates well on opening the throttle, and particularly if
any knock occwrs when picking up. A knoek will
show that a big end is loose, as pre-ignition should
not cocur as the epgine has only just been started and
could not have got too hot. The engine having been

ewitched off, the compression of each cylinder should .

the compression stroke, and il is easy to hear if
hissing comes from either the valve seat, valve cap,
or into the crank chamber, The last ig the wourst,
as it indicates the piston rings are faulty, or possibly
that the cylinder walls are scored or worn oval, A
little oil applied round the valve caps will instantly
show by bubbles if the leak is taking place there,
Each cylinder should have equal compression, indi-
cated by the equal pull requured to turr the crank
in each case against the compression.

The radiator or fan, if any, next calls for attention.
A cursory inspection will show if there are any leaks
in the radiator either active or repaired. The fan
bearing may he tested by shaking. A

Transmission.

Since this item varies so much in different classes

of cyclecars, 1 will subdivide this section into ;—

(1) Big car type of transmission.
(2) Friction discs.
(3) Belt transmission.

(1) In this class begin by having the gearbox cover
removed, and also some grease from each gear wheel.
By feeling the edges and faces of the teeth an esti-
mate can be arrived at of the amount of running they
have had, also of the skill of the driver in gear chang-
ing. All gears which slide into mesh have the edges
of the teeth rounded off, but in cars which have had
rough handling these edges are chipped and broken,
The gearbox bearings may be tested by trying to
shake the shafts ; a swall amount of end pﬂly does not:
matter, but other movement shows wear. The slid-
ing member should be felt to see if it is loose on its
feather or square shaft. The gear lever should he
moved into each notch, and note taken if the gear
wheels come opposite each other, as otherwise bad
adjustment or wear has taken place in the rods and
links of the gear-shifting mechanism.

The clutch should be withdrawn, and the leather
or other surface inspected. The frictional surfaces
may be burnt or glazed from continued slip. The
universal joints next claim attention. Holding the
brake drum behind the gearbox try and rotate the
cardan shaft, when any appreciable wear in the joint
pins will be apparent. The brake may be tested to
see if 1t 1s h-arg on when the pedal is moved about
one-third .of its travel. Coming now to the back
axle, the chief places of wear are in the bevel and
crown pinions. A certain amount of backiash is
always present, but it should not be possible to turn
the propeller shaft more than ahout 15 degrees with-
out turning the crown wheel. The back wheels may
be jacked up and shaken transversely to make sure
they are tight on the axle shafts, and that the latter
are tight in the differential pinions. In plain bear-
ings more play is usually allowed by the manufae-
turers intentionally.

(2) The chief places to look for wear in this form of
drive are the faces of the friction discs. Flat places
an the driven disc should be carefully loocked for as
this indicates both harsh running as an effect, and
slip at starting as a cause—both serious chjections.
The final transmission is probably by chain or bevel
gear. In the case of the first look at the chamn
wheels, if badly worn the teeth will be sharp-pointet.
Shaking the shaft on which the disc slides will reveal
any looseness in its bearings. odb
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EXERCISE FOR
THE PASSENGER.

{3) The V grooves of the pulleys are the most prob-
able place of wear. The sides should be flat and
should ferm an angle of 28 degrees with each other.

The belts themselves sheould be flexible, not
perished and not cracked. If the pulleys are of the
expanding type the loose part may be worn where
it slides towards the fixed part.

The countershaft bearings are best tested by
attempting to shake the shaft when the belts are
removed or allowed to be in their slackest pesition.

Steering.

This being a mechanism on which the very life of
the motorist depends should be put to a very careful
scrutiny. Especially is this true in the case of cable
steering, Any frayed wires ghonld be looked upon
with the greatest suspicion, and all shackle pins
shoudd be examined to make sure they are not
dangerously worn. With rack-and-pinion steering,
an idea of the wear may be got by the angle through
whirh the steering wheel may be rotated before the
roatd wheels move. This should not be more than
about 10 degrees, or, say, 2 in. on the outside of the
steering wheel before the front wheels move.

Since tyres can be renewed easily, wear on these
should not weigh too heavily with the prospective
buyer. Bad cuts and blisters should be noted, also
cracks near the bead. The condition of the tubes
must be taken at the word of the owner.

Too much attention must not be given to the condi-
tion of the paintwork, but doors, if any, ghould be
tried to see if they shut easily and do not rattle.
The screen, if one 1s fitted, should likewise be scru
tinized, and the hood put up to allow holes and weak
places in the fabric to be seen.

Extras, such as tools, spare parts, ete., should be
examined, but do not by an ini!;rior car just because
it hae a nice set of tools or because several old tyres
are thrown in. It is someiimes only the old trick

of g'[\‘ing something away with a pound of tea.
S

Mr. Bamford’s Humberette, which was a standard machine with standard gears,
has to drop the passenger on Birdlip Hill in the Cyclecar Club triel. The
unfortunate passenger may be observed running after the machine.

The Trial Run.

The trial run is really not so important as some
think if the foregoing examination has been thorough,
though it should not be scamped. The run should be
of fairly long duration, and preferably over roads
well known to the would-be purchager. By this
means he can tell by the car’s performances or hills,
up which perhaps he has taken another cyclecar pre-
viously, the comparative powers of the two machines.
A route comprising some hills of different kinds of
gradient, say, one long ascent of slight gradient and
one of as steep a gradient as can conveniently be
found, will best reveal the weaknesses of the ma-
chine. A piece of bad road to test the springing, and
a piece of flat straight to try the speed, where the
police trouble not, will also be an advantage. Stop-
ping ard starting on a hill will often reveal weak
spots. Perhaps the clutch is fierce and stops the
engine, or the brake may not work to prevent the
car running backwards on a stecep gradient.

If the engine is air-cooled, special steps should be
taken to make sure overheating and *‘ conking ’’ on
hills are absent. To ascertain this a change up after
rnning on low gear for some little time should be .
made ; any tendency to overheat will be at once de- '
tected by the metallic ““conk’ given out by the
engine. Loose big-ends or worn pistons will emit a
different sound when the engine 1s picking up after
running light on the level.

Tricks on the part of the driver should be watched
for, as often a car can be made to run more sweatly
by judicious clutch slipping or the like. :

The purchaser should take the wheel himself for
some time and try if all the eontrols work properly,
and also if the driving position is comfortable.

Finally, do not decide in a hurry. One is able to
come to a better decision after thinking things over
than deciding on the spot, especially as the seller
will naturaily try to help one to decide in his favour.

G. L. CoLous.
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THOUGHTS AND OPINIONS.

" The suggestions of to-day may
be the realitics of to-morrow.”

| THE VALUE OF COMPETITIONS.

The Futility of a Weight Limit.

May I be permitfed to endorse the remarks of your
contributor, ‘ John Gilpin, Jnor.,”' regarding the
A.-C.U. regulations for cyclecars, and to go even a
step further and suggest that a cyclecar be defined
as ‘“a three or fonr-wheeled machine (other than a
bieycle and sidecar) with engine eapacity of not more
than 1100 c.c.”’? I believe that such a definition,
which leaves the manufacturer free to build his
machine exactly as he thinks best, would be more to
the interests of the public than the present one. To
fix an arbitrary maximum weight is tempting manu-
facturers to cuy down parts, many of which are vital
to the safety of the passengers. At the present time
we have a definition which takes into consideration
eogine capacity and weight, the latfer being that of
the chassts unladen. Imagine the chaos at the be-
ginning or end of a one-day trial if the judges insisted
on having all the machines stripped of their bodies,
mudguards, ete., their tanks emptied and the chassis
weighed. With a_large number of competitors this
would he impossible; further, what private owner
would be willing to have his paint damaged, as would
inevitably eccur? The object of a trial iz surely to
prove what a given car is capahle of. This is what
the public want to know. They can be left to them-
selves to say if the machine they think of buying
comes up to their requirements in comfort, cleanli-
ness and silence. With the stifi courses which are
now the rule, a3 machine cannot be made very heavy,
or it will be unable, with an engine of 1100 c.c,, to
average 20 m.p.h., and climb all hills ; further, it must
be strongly made if it is to compete in such events
as the Scottish and English Six Days Trials with any
hope of success. There is one thing which should, T
think, be done in every trial, viz., that the gear ratios
of all machines should be published and manufac-
turers should be made to run onlv similar machines

to those they are willing to sell to the public. Pefrol
consumption might also be published, for this could
be easily checked by sealing all tanks at the start and
only allowing an official to fill them at the luncheon
stop, when he conld measure the exact amount put
in, the morning run being long enough to give a fair
result. Caanpos W. JAMIESON.
London, W,

Cyclecar and Sidecar Competitions.
May we protest against the suggestion of your in-
teresting contributor, ‘John Gilpin, Jur.,” that
Tre Crycrecar should cease to ‘publish results of
trials in which. motoreycles and sidecars compete with
cyclecars? Surely the cyclecar is not afraid of the
sidecar. It is by converting the users of sidecars to
the superior attraction of the cyclecar that the de-
mand tor eytlecars will grow. But how can we con-
vert them unless we prove by competitive fests the
superiority of the cye?ecar?
Moruan Motor Co., Lap,

Freak Hills and Low Gears.

The inclusion of freak hills in reliability trials has
always appeared to me to be wrong., Some of these
“ pimples’’ are so steep, and their surfaces are in
such a bad condifion that the competitors are com-
pelled to fit specially low gears, otherwise their
chances of success would be nil. Now the ordinary
private owner has no wish to go ‘‘ mountaineering,’’
hence the results of these trials give him very little
help in his choice of & machine. What I suggest is
this: All trials should be run over a course which
dees not include *“ freak ’’ hills, and every competing
machine should he absolutely standard, as sold to
the public. Under these regulations these trals
would be of some use to the public.

Lowdon, . W. P. C. MoonEy.

Making light of a stiff gradient, Mr, Bamford’s Humberette on the Nailsworth “ W,” a Gloucestershire gradien;;s
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THOUGHTS ANXD OPINIONS (contd.).
Awards in the One-day A.-C.U. Trial.

A very extraordinary and, to us, ridiculous decision
has arisen from the awards made in the last One-day
A.-C.U. Trial. As you are aware, a single-seated
“ passenger”’ (%) machine obtained a first-class cer-
tificate and silver medal. We do not begrudge the
award in any way, but our own machine, which carried
a passenger, made a non-stop also, but, in a moment
of excitement, the passenger did not remain normally
seated. The absurd part of this disqualification is
that the secretary of the A.-C.U. informs us that
‘“ there is po doubt that if the A.-C. machine which
made so creditable a performance in the One day Trial
had not carried a passenger it would have been en-
titled to a certificate and a medal, which, I deem, is
illogical and unfair to yourself.” We think you will
agree that we were unjustly treated.

Thames Ditton. AvuTo-CARRIERS (1911) LD,

‘“ What Make Is 1t 2"

Replying to Mr. John Plunket’s inquiry as to the
make of machine he saw, it was undoubtedly one of
my Baby Peugeot demonstration cars, as the letter
“V” is that allotted to me for my trade numbers in
the countﬁ borongh of Dublin. Some of his assump-
tions, such as the dummy radiator, are incorrect, and
I hope to have the opportunity of putting him right on
thf;,eb]la_oints later on. JP Purrar PHIBES.

uplin.

. Yes, sir, just as you come past ‘e juraped right out et me a hissin’ and a spitttin’ and a kickin’ up a dust, but I
properly with my spade and got the better of 'im, but ‘e wore the toughest snake as ever [ did seel”

E

Hs

Writ Sarcastice-

The ““new motoring ’ is a pastime from which
much actual profit may be made, as a study of adver-
tisements will skow, Thus: the first really genuine
advertisement that caught my eye was an improv
fool-proof carburetter, the use of which guarante
the lucky investor a saving of at least 25 per cent.
Accordingly, on it went; and the car seemed to ran
quite as well as before., The next, vouched for by two
correspondents to a contemporary, advocated the use
of camphor, to give the pefrol a kind of * cocktail,
thereby effecting a saving of another 20 per cent.
One would have thought that the carburetter above
referred to was the very last word in that direction 3
but no, another 50 per cent. could be obtained by the
use of somebody or other’s petrol saver jet. So in
that went! A shock absorber {and, I suppose, weight—
adder) next promised & paltry 10 per cent.; a foul-
proof sparking plug another 15 per cent.; and =
silencer still another 15 per cent.; and I am by no
means sure that further gain in power and efficiency
was not claimed for a map holder and a particular
brand of waterproof clothing. There were numerous
other devices of less modest pretensions ; but perhaps
what I have here set down will be sufficient to con-
vince the most hard-headed and obtuse that the net
saving in those I have enumerated must result, not:
in a loss, but in an actual gain of at least 35 per cent.,
which, reduced to plain Ianguage, means that your
running expenses cost you nothing!

Horley. Rounning EXPENSES.

|
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DOES IT PAY TO BUILD A CYCLECAR?Y '

A Conversion at a Cost of £5.

ft would bz regrettable if “ False Economy's”
letter, mm your issue of the 12th ulf., should act as a
deterrent to the great number of amateur cyclecar
builders there must be up and down the country,
especially those converting old tricars. 1 am at pre-
sent engaged on a 1905 3% h.p. Pheenix Trimo that has
seen considerable service, and I consider that 1t will
make a very satisfactory vehicle in its new form.
The alterations include cutting out the bicycle frame,
except the back forks and the bottom bracket, re-
moving the forecar, putting the engine right forward
in the frame between the front wheels, stiffening the
frame by means of ash planks laid on the side tubes,
staying the back wheel with two diagounal tubes, fit-
ting {iller steering and providing a two-seater soci-
able body, The whole of this work, including rcbor-
ing the eylinder and a new piston, I expeet will cost
no more than £3, because I am doing practically
everything myself. I bave a very small workshop
with an apoclogy for a lathe and a few hand tools.
I would not think of spending a lot of money on the
job, but I know, when the machine is finished, it will
be satisfactory, and it is to those in a similar position
to myself that I should like to give a few words of
encouragement, Of course, the job takes time; in
fact, I have been about three months on mine, but I

have only the body to make now and the final fitting-
up to do, so I expect in another two months to have
it completed. If one buys the parts ready to
assemble, as ‘‘ Falsc Economy” has found, it comes
out more expensive than buying tlie complete vehicle.
London, B, W. DENBIGH COLLETT.

Made Everything Himselt,

Referring to the letter on the subject of  Home-
built Cyclecars,” appearing in T CICLECAR re-
cently, 1t might interest some readers to know that

I have built a cyclecar for which I have not bought

a lot of component parts like *° False licenomy,”” but

have made everything, with the exception of the en-

gine and wheels, which I purchased second-hand for

a small sum. The frame is made of four ash battens,

the body of sheet tin on a wooden frame with a

scuttle dash, whilst the machine has chain drive from

the engine to the home-made variable gear, and an-
other chain to the live axle. The building of a cycle-
car is a most interesting hobby, and is economical if

done in the right way. C.L.W,
Searborough.

[A machine assembled by an amateur, out of new
component parts, s bound to be more expensive
and less satisfactory than if it were bought com-
plete, in our opinion—ED, THE CYCLECAR.]

To Flood or Not to Flood.

+In Tz CycLecar of 19th March ‘“ LA6225 " says
with reference {o starting up his A.-C. that a B. and B.
adjustable jet carburetter should never be flooded.
ow I use my A.-C. every day, and in oold weather
can get the engine invariably to start on the second
pull by flooding the carburetter. I have all the air
ports covered with guuze, so am unable to see any
harm. Psa.

Kingston-on-Thames.

A Machine’s Identity Revealed
We notice in TeE CvoLEcar of 12th March a phote.

taken on the Epping Road, underneath which is the’

query, ““ What make of ma-
chine is this?’’ As a matter
of fact, we built the machine
to a customer’s order over
two years ago, and the par-
ticulars are as follow :—Ash
frame, 4 h.p. water-cooled
J.AP. engine, two-speed
Chater Lea gearbox, central
chain drive, thermo-syphon
cooling, starting handle con-
nected direct to gearbox,
and ghort change -speed
lever just above. The body
was hardly large enough to
take two comfortably, ai-
though, as often as not, a
passenger was carried. The
original owner used the ma- -
chine for several thousand
miles, and on one occasion
ab least we know of its hav-
g taken a load of four
adults aloeng Brighton sea-
front: two in the body, one
standing on the back axle,
and one sitting astride ine
bonnet.
THE Crrrrs CycLe
AND Motor Co.
Forest Gate, E.

In leafy Surrey. Bowler's Green Hill, a steep acclivity

just off the Portsmouth road, near Hindhead, one of the

observed hills in the recent A.-C.U. trial. The cyclecar
is Miss Ellis’s G.W.K.

Heavy Spirit Experiences.
I should like to suggest, as an owner of an A.-C,
three-seater, to other owners thereof, the use of
Taxibus spitit. I.have a B. and B. variable jet car-
buretter, and have found no change necessary when
using the heavy spirit, which I have at present only
tried experimentally, though with, it seems $o me,
a slight increase of power. The saving in price is,
of course, cousiderable, P. 8, WaIrE
Kingston Hill,
Fitting a New Cover,
Difficulty is often cxperienced in fitting 2 new cover,
y it slipping off the rim when it has once been placed
m position. It is often uncertain whether the valve
hole in the rim will coincide
with the correspounding slots
in the cover. Tao overcome
these difficulties, keep a
spare security bolt. Place
the portion of one bead
where the valve slot is situ-
ated on the vim in its proper
position, and through the
valve hole fit a security bolt,
and tighten it up to its limit.
This will hald the valve siot
directly over the hole in the
rim, and, at the same time,
facilitate fitting the cover,
as it will give a definite
lace to work round from.
nce one bead has been
placed in position, the se-
curity holt should be taken
out. H.S.T.

et tApvessdiiaaaitanaanmnisdmiaannbbiegn .
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one, and judging by the number of queries I

receive on this subject it is evident that cyele-
carists are not satisfied with the prices which they
are charged for the garaging of their machines,
Many ask, ‘“ What is the correct charge per night?”’
but it is 1mpossible to give any definite reply, as the
price varies in different places. Even in the same
town it is generally found that no two gavages have
the same scale of charges. From personal experi-
ence, the average charge per day of 24 hours is about
6d., whilst for a week 1t is usually 3s. Even at these
prices some cyclecarists would consider themselves
overcharged, hut there is only one remedy, which
has been menticned before in TEs CyCLECAR, and
that is to institute & scheme of co-operation. No
doubt this is somewhat difficult at the present time,
unless a cyclecarist has friends who are either motor-
cychists or ‘‘new motorists,”” but in the course of
time it is almost certain that there will be numerous
cyclecar clubs throughout the country, and the mem-
bers thereof will no doubt combine and rent suitable
places in which to store their machines at materially
reduced prices to those now charged.

* * *

SLOW WrnE a motor-bicycle enging‘ib is often
RUNNING. 2 matter of considerable difficulty to
make it run slowly, and as many
amateur cyclecar builders use such engines in their
machines they are confronted with the problem as
to how to get the engine to tick over. The addition
of an exira flywheel, as *“ E.L.” (Kilburn) suggests,
would certainly assist in making the engine run more
slowly. In fact many cyclecar manufacturers adopt
this practice, and the resnlts obtained give every
gatisfaction. Of course, there may be, ang probably
are, engines the crankshafts of which would be
unable to bear the extra strain thus imposed. The
main engine bearings might also suffer, and wear at
an excessive rate. Without resorting to these
measures it is surprising how slow an engine can
he made t¢ run by careful tuning up of the cax-
buretter and magneto, and it is in these directions
that I would advise “ E.L.”’ to devote his energies,
before attempting to add an :

T HE question of cyclecar storage is an important

seen from the illustration of the G.N. pilot jet, &
small jet is screwed into a suitable holder, which 1n
turn is fixed intc the bottom of the mixing chamber,
so that the petyol in the float chamber has a clear
passage to the auxiliary jet. Over the jet is placed
a small tube, which can be rotated for the purpose
of regulation by a lever, while it is held in pesition
by a metal clamp which is fixed into the induction
pipe. As this clamp is bored out, there is 2 free
passage from the engine to the pilot jet, even if the
throttle is completely closed. By regulating the aize
of the aperture between the induction pipe and the
jet, by means of the small lever provided, it is pos-
sible to make the engine run so that 1t will just ““ tick
over,”’ It is undoubtedly a great convenience to be
able to put hoth levers in the off position and at the
same time to know*bhat- t.lle engi:le will not stop.

WiTH petlrol akf 1s. 9d. a gadlom, _f,n
economical carburetter is a necessity,
B'ﬁgﬁ,‘é;‘é, and it is with this in view that
TEEETTEECHGLRGB, P (Eastbourne) sends a query
as to the respective merits of automatic and two-
lever carburetters. In the hands of an expert two-
Jever carburetters give a very high standard of efli-
ciency, which is due to the skilful handling of the
levers, but if the driver be a novice I advise him
to invest in an automatic vaporizer. With the latter,
if it is adjusted properly, he will always be certain
of getting a proper mixture, whilst the bad hardling
of a two-lever carburetter will often result im the
engine receiving a non-explosive mixture which may
bring the machine to a standstill. The automatic
variety is probably the more difficult to adjust, buté
the various manufacturers supply instructions for
““ tuning ”’ should it for some reason or other be-
come necessary. As regards simplicity of construc-
tion the two-lever type is to he recommended, but
for simplicity of contro! the automatic variety is
difficult to beat, * »

ALTHOUGH in some cases no alteration

ONFE OR TWO

ADJUST-

MENTS FOR in the carburetter is necessary when
BENZOLE.

running on benzole, yet it frequently
happens that adjustments have to be
effected in order %o cbtain the

extra fiywheel. He might try
fitting a pilot jet.
. - *

IT is always a

EIEI:I%T maiier of comsid-
il " erable anneyance
if the engine stops in traffic, and
a hasty dismount to start it
becomes necessary. There are
several ways of overcoming, or
rather guarding against, this
trouble.  The simplest perhaps
is to fit a stop for the throttle
slide in the carburetter itself, or
else toregulate the length of the
controlling wire, so that a min-
ute quantity of mixture can gain
access to the cylinder when the
lever is in the “ off ”” position.
Another method, which is cer-

Co e

eorrect mixture and the best
results, “R.J.F.” (Campden)
knows that he has to weight the
float, but has no idea as to the
extra amount that should be
added. The simplest method of
ascertaining this 1s to insert the
float in a glass containing
petrol, and to mark the depth
to which it sinks. Then place it
in another glass containing ben-
zole and weight it until it sinks
to the mark made when in the
petrol. The amount of extra
air is more a matter of experi-
ment than of caleulation, and a
few hours spent in varying the
size of the air port will soon
result in the discovery of the
quantity of air required, if the

tainly the most satisfactory, is
toBglg a pilot jet. As may be

The pilot jet now fitted to the B. and B.
carburetters on all G.N, cyclecars.

testing is carefully carried ous
on the road.
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CROSS-COUNTRY COMMENTS.

Getting up the " Revs."—The Batile Between Air and Water Cooling—
Prejudice Against Belt Drive.

]?

(=

=
HERE is a. curious fascination in improving a
T machine and in tuning it up by various adjust-
ments to give better results. Indeed, to many
people the satisfaction of having increased the
efficiency of their cyclecar and the time spent in at-
taining this end is an even greater pleasure than
aetually driving the machine on the road. This is the
case with me ; but, luckily, I have not anything like
reached the limit of efficiency of which * The Jabber-
wock ”’ is capable. I tock the machine down to
Brooklands the other day, removed the mudguards,
which would otherwise have slowed me three miles an
heur, and did severaltlaps straight off the reel 2t 50
miles an hour. Seeing that the top gear ratio is as
low as 4}-1, it seems that the 90 mm. by 77} mm.
J.A.P. engine is furning over at about 3000 revolu-
tions a minute, which speed may, I think, be increased
to 3500 by eliminating friction in the transmission
system, fitting bigger inlet and exhaust ports and
pipes, a larger carburetter and an oil lead direct to
the front cylinder, which is liable to be starved of oil
on the side-by-side valve J.A.P. engines, though on
the overhead-valve type, I am told, it 1s the hack
cylinder that is inclined o be neglected in this respect.
Having secured my ‘ revs.,” the next thing to do will
be o experiment with gear ratios, and with this {ype
of engine I do not think that anything above 4-1 will
be an advantage. On a T.T. motor-bicycle I have
proved conclusively that on the road 1 can obtain
faster speeds with a 4}-1 gear than with either a 4-1 or
4}-1, the trials being conducted with the help of a
speedometer. With the 4-1 gear the machine 1s con-
siderably slower than with the 4}-1, which is probably
quite different to what most people would jmagine.
Of course, it is quite useless to carry out tests like
this without timed tests, and, for that reason, the
experiments on the Morgan will have to be conducted
at Brooklands againzt the watch.
¥ * *

In the search for efficiency, there is going to be a
tremendons strug-
gle Dbetween air a
and water cooling.
Those who saw the
100 iniles cyclecar
high-speed reli-
ability trial at
Brooklands last
Saturday could not,
help being im-
pressed by the sim-
plicity and reli-
ability of the water-
cooling arrange-
ments on Mr
Holder’'s Blum-
field-Morgan. The
additional weight
did not appear
worth oonsidering,
judging it by a
comparison of this
machine with the
others of a similar
make but employ-
g air cooling. The
radiator was fitted
very sougly just

A fleet of five Bedelins snapped in the environs of Paris.

*
behind the engine, and was used m conjunction
with the thermo-syphon system of cooling. Whether
the radiator should be held rigidly un the :frame
or whether it should be pivoted or hinged in
some manner is a matter for experiment with each
machine. It is a very serious question, too, because
if we ave to experience constant trouble with leaking
Joints and eracked radiators, water cooling will not
make much headway. Ip the Grand Prix cyclecar
race, for which entries are coming in nicely, there will
be several water-cooled machines, among them an
8 h,p. overhead-valve Precision, fitted in a well-known
three-wheeler, to be driven by Mr. Jack Woodhouse.

may be wrong, but I think in a long road race I
would prefer a well-run-in air-cooled engine, with its
preater simplicity, rather than run the risk of
tronble with a water-cooling system which, I admit,
may be more efficient. At the same time, aver the
tlying kilometre there is no reason why the air-cooled
engine should not be as fast as that employing water
cooling, for it is only in a long race that the superior
staminga of the water-cooled engine should show up.

* * *

Whilst dealing with the question of air and water
cooling, I cannot resist the temptation to criticise the
manner in which the air-cooled engine is shut in in
many machines. In many cases it is completely en-
closed in an imitation of a car bonnet, whilst in others
some attempt at cooling is obtained by allowing the
cylinder heads to protrude through the side of the
boonet. Surely this is wrong. An air-cooled engine
should be left exposed to the draught as much as pos-
sible. Sometimes, as the judges said in their report
of the Cyelecar Club’s Trial, it may even be advisable
to fit a fan to assist cooling, Some makers alread
do this, and one I know who found his fan of sucg
assistance that with it he could eclimb Porlock, and
without it he could not. Naturally, these fans must
not be of the gimerack nature of those used in the
early motorcycling days. They must be more on a
par with the fans
used for cooling the
radiators on cars,
and, if properly de-
signed and fitted,
there is no reason
why they should
give any more
trouble than these
devices.

* - *®

Motorbuses seem
to bhe rendering
most of the roads
on  which  they
operate almost un-
bearable for other
road users. I can-
not imagine any-
thing much more
uppleasant for a
cyc]iecarist than to
drive over 'the first
10 miles of the Bath
Road from Houn-
slow. When 1 was
last over fthis
stretoh, the road

B37
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CROSS-COUNTRY COMMENTS (contd.).

had been worked into a series of ripples and pot-
ho¥es. the softer parts evidently having been churned
away wheniwet, by heavy traffic, whilst the harder
parts remained. 1t is quite an easy matter for the
motorist to «detect Ly feel alone the track of the
motorbus., I was in Wiltshire a few months ago, and
dnddenly, in the midst of the hard flint and chalk
roads, came upon g stretch iz a most shocking state
of neglect—so I thought, On inquiring the reason,

=
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I was informed that some of the Great Western Rail-
way’s motorbuses frequented this section of road,
‘hence its conditwn..

I was rather amused at the letter from Messrs.
Auto-Carriers re%arding the awards in the A.-C.U,
One-day Spring Trial. They are dissatisfied becauvse
they have lost the highest award because a passenger
on one of their excellent little three-wheelers at-
tempted to prevent the rear wheel from slipping on a
hill, and thereby left his normal position, as the

)

A.-C.U. rules say. The fact that & monocarist, also
driving a three-wheeler, was awarded top marks
strikes them as illogical, because if the A.-C. had
not carried a passenger it wounld also have wen =
medal. My point is this. The monocarist was sitwu-
ated in a worse position for preventing back wheel
slip than the A.-C. passenger, whose combined weigh
should have had greater effect on the antics of the
rear wheel than the weight of the driver of the mono-.
Which recalls to my mind the fact that, in cyclecax
events, clubs had better state on the rules whether
one or two persons must be carried. Aseveryone
" knows, the A.-C.U, definition of a cyclecar says
(i nothing on this [loint. b

Ever since I drove a G.N. 60 miles in the raim
i some 12 months ago, I had been friendiily disposed
i+ towards belt drive for cyclecars when designed oxn
correct lines, Those correct lines incorporate very
large solid pulleys, very large belts and a good
length of belt. Unfortunately, there still exists a
prejudice against belt drive, a prejudice which i=s
s0 strong that a manufacturer I know of who has
experimented with & new model, with transmis-
sion as suggested above, is actually thinking of
sbandoning it owing to the prejudice against it
existing in the public mind. It is a thousand
pities, I admit, for the belt is so sweet and supple,
so easily renewed and repaired, so clean o adjust
and so cheap to make. Luckily, there is one way
of converting the public, and 1f only some maniz-
facturer would be bold enough to seize this op-
‘portunity he would have gone a long way i
ragsisting the cause of the simple cyclecar. ATl
he has to do is to enter in all reliability trials
and races on a belt-driven cyclecar, designed on
the correct lines, and come through with fiying
colonrs. If this fact were rammed home to the
publi¢, and the machine with double belt drive
won & few reliability trials, the prejudice would
soon die away. Unfortunately, so many competi-
tion drivers arve careless in attending to the small
details of their machines. They enter trials without
taking the preliminary slip out of their belts ; they do
not even trouble to see that thespulleys aze i line,
or that the fasteners are new and correctly fitted.
The inevitable stop occurs, the relentless reporter
notes the cause; and the public say, “Belt drive again
I told you s0!” One G.II\}. in last Saturday’s trial had
old tyres, and punctured, and the other new and un-
stretched belts, which of course required their first
tightening ; otherwise, either could have won.

On Saturday afternoon, when a fairly high wind was
blowing, a standard Duo fully equipped with mud-
guards, headlight, windscreen, hood, and all acces-
sories and spares, completed two laps at 41 m.p.h.

A Curious Anomaly,

One of the competitors in the recent Cyclecar Club
trial, whose total of marks lost seems somewhat
abnormal, lost 98 of them for ascending Birdlip Hill
too fast (speed 10 m.p.h.), while other competitors who
failed altogether on the hill had only 10 marks de-
ducted. As a matter of fact, most of the marks lost
by the competitors can be accounted for by their
speed up the test hills.

From a Standing Start.

We hear of wany cyclecars climbing the test hill
at Brooklands, but nearly all the successful machines
have taken 2 runming start Under these conditions
the performance is not at all startling, and a much
better test wouid be to.climb the hill fram a stand-
g start, or, better stil! te restart on the 1 in 4
portion near the ton. What machine will carry out
thealsa.tter test first3

B

The Michelin Tyre Co., of Fulham Road, London,
8.W., would be glad to hear from readers of Trx
OvcLECSR of disfiguring wayside advertisements of
their tyres. »

Rollo Extensions _

We looked in at .the new Rollo premises at Brad-
ford Street, Birmingham, therother day, and found g
scene of busy activity. The new works are very ex-
tensive, and thesmakers hope to have everything ship-
shape in a short time. Naturally, the output will i
greatly increased, which is much to be desired, as,
owing to numerous orders, the present works are not;
equal to the demand. -

French Competitions _

An enthusiastic cyelecar driver, well known in,
cyclecar circles, would be pleased to act as passengey-
in the Grand.Prix race. He speaks French fluently
and is an expert ‘‘ tuner.” 1 - .

A prominent French competition rider desires to
enter allsthe French irials in the interests of wery,
English manufacturer, . i

We shall be pleased to put’anyone interested irn
communication with either of the above gentlemen,
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