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Maodel 26.

model, exirn

‘JONES’ cvae: Speedometer

The only Speedometer
to Measure the whole
of the Coast Lines of
G.B. and L.

Speed (o 60 or 80 m.p.h. any model.

MARHKT @ CO. iLondon), Ltd., 98-100, ClerKenwell Rd., E.C.

HARRY LONG'S Records all
measvred with the “JONES™:

1911 —40,000 miles on a
‘Trivmiph Motoreyele wilh-
ot o single stoppage or
trouble with Speedometer,
WI2— 26,000 miles on o
Singer . Motoreyele  with
Sidecar; the only trouble,
wvo lost pivions,

) HARRY LONG writes siuce :

The ** JONS ™ was regis-
tering perfectly after 30,000
miles with 1 Sidecar at-
tached all the distance.

PRICES.

Mileags 10 10,000 M, andrepeat £3 3 0
Mode) 31. Ditto and with Trip Recorder £4 4 0
Medel 32. Duio and with Max, Hand . £5 § 0
Wilh rebable Waich anached, ecither 21/l o

The New VEEDER Gear-Driven
Motorcycle Trip Cyclometer,

Solves the problem of a really reliable

and accurate mileage recorder for

motorcycle or cyclecar purposes, with

spiral gear-box bracket and gears, as
illustrated.

PRICE - - - 25/- COMPLETE.
With Special Bracket for Cyclecars, 27/6

PORTLAND Torpedo Light Car.

SMALL IN PRICE. HIGH IN QUALITY.

THE

£98 Ready for the Road.

., >»» > PORTLAND MOTOR Co. »»» >
101, Great Portland Street, London, W.

(AGENTS WANTED)

KIXDLY MENTION “THE CYCLECAKR™ WHEN CURKLESPONDING WITI ADVEKTISERS,

Complcte £98

Follow the Arrows.

Wire: ** Skidlessly, London,”
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CORRECTING
ASKID - .

By an Expert.

YCLECARS as a class may be considered
freer from the tendency to sideslip than
any other type of motor vehicle. The risk

—a slight one—is there, however, and varies
with different makes. Several details are con-
tributory causes of sideslipping, such as speed,
condition of tyres, state of road surface; rate
of change in direction of travel, and adjustment
of brakes, but the predominant factor is weight
distribution. ~ Every driver.should be on the
alert for this danger, and he should be speci-
ally prepared when rounding corners, on apply-
ing brakes, or when regaining the crown of the
road after having pulled into the side. ;
Skidding in itself is not really dangerous if
there is plenty of room in which to perform one’s
gyrations, but when the road is mnarrow or
thronged with traffic, to avoid coming into
forcible contact with a passing vehicle or an im-
movable lamp standard is a-contingency to be
prepared for. = To minimize the risk, extreme
care should be taken when turning corners.
Speed should be slackened appreciably
and the turn taken in a clean,
even sweep, not in a series of

Early smow—a snap after the recent fall near Chesham. o
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CORRECTING. A SKID (contd.).

spagmodic jerks. If the turn is to the feft, hug the
side of the road closely, as the camber will corrcet:
to 2 large extent any tendency to skid. A right-
hand turn should be negotiated at a slow pace if
the camber, which in this case increases the chance
of a sideslip, is excessive. Naturally, under these cir-
ecuinstances, it is better to keep to the centre of the
road, providing there is 2 clear view of traffic coming
in the opposite direction.

Brakes badly adjusted are another source of
trouble, as they may cause the machine to slide side-
ways if the pressure exerted upon one wheel is much
greater than on the other.

The choice of tyres is another matter which the
cyclecarist would do well to ponder over. If he has
all four wheels shad with smooth covers the atten-
dant visk is greater than if they were of non-skid
variety. Many people have different views as to the
best arrangement of non-skid covers, but if the owner
favours steel studs, then one non-skid cover should
be placed on the off-side front wheel, and another on

the near-side rear wheel. For those, howere
favour vubber non-skids, the best &rrangem
have all four wheels shod with them, though tl
prove soimewhat, expensive.

Coming to the actual skid itself, it must
membered that it starts from nothing and gros
something, and, in order to control the mach
preventive measures must be taken at its com
ment, otherwise it will speedily gain such mom
that nothing short of a lamp-post or similar @
will check its deflected course. If the back
machine swings to either side of the road, th
wheels should,immediately be turned in the op
direction. Should the brakes be on, release
The front wheel skid has yet to be consideree
fortunately its oeccurrence is rare. It generally
sents itself oa turning a corner sharply at Spee
when travelling ever a road cut up with deep
ruts. The only measure to. adopt ts to apply
brakes and reduce speed. Skidding may certs
be alarming to the uninitiated, but it soon beeo
a matter of habit to prevent a,nd correct the ls
slipping of a cyclecar.

SINGLE DRIVE TO ONE REAR WHEEL ONL f'

An Interesting Suggestion. 5

It is not af all Unusual for one of the Bells to be Dispensed with by Cyclecarists, but we
should think that more was lost than gained thereby. However, the Writer of the fo:’lowmg ]
Short Article puts the case pro and con very lucidly,

HE practicabinity ot driving the right rear wheel

T only appears not tp havs astracted the atten-
tion it deserves, alivost every manufacturer
having fitted either two belts and a solid rear axle,
or a differential and a live axle. Yot the position of
the cyclecar, the production of which is at present
principally in the hands of the smaller manufac-
turers, standing as it does midway between the cycle
and sidecar combination at about £75 and the minia-
ture car proper at-about £135 (both of which are
turned out in large batches by established firms),
demands that every mechanical detail which is un-
essential shall be ruthlessly discarded if a vehicle
with most of thé comfort of a small car is to be
profitably produced at a figure between £90 and £100.

The disadvantages of this method of driving appear
to be that the extra work done by the driving tyre
must shorten its life, that there is some additional
risk of skidding on grease or when rounding corners,
the fact that the breakage of a belt leads to the im-
mediate stoppage of the car, and the vague general
charge that it is nnmechanical,

It would appear that if the life of the driving
tyre is reduced, that of the other back tyre must be
correspondingly lengthened, and an occasional
change round would probably even things up, so that
there would be no nltimate extra cost of tyres on the
whole, At all events, the difficulty could scareely
be so pronounced as on a sidecar, the weights on the
two back wheels being much more evenly placed than
in the latter. The risk of skidding seems more real,
though even here the conditions are better than in
the cycle and sidecar combinatioa, the wheelbase
being considerably longer, while the track is scarcely
wider. The third objection should be really con-

gidered a decided advaniage, for if the car continnes
AlQ

to run after the loss of a belt, the driver will onl;
discover hig loss when miles from the scene 01
mishap, too late to return and search for if.

It would secem that the items on the debit side 8
Jargely disconnted by sidecar experience, which h
shown that none of the objections carry su
weight to condemn the proposal. On the credit sidh
must be placed simplicity and reduced first cost, bot
of which are vital and of the very essence oi it
eyclecar movement. For the man who runs a cycle
car will run it for sport. He will be his own driver,
and both in adjusting and keeping it clean will pre
fer the simpler to the more complicated machine
The £5 or £10 first cost saved is a matter of import
ance too, for manufacturers must recollect that the
are vut to tempt the man who would buy & cycle and
sidecar to lay out the few exfra pounds on a cyel
car. The other class, who are getting a small car
anyway, will scarcely be attracted by the small savir
of a few pounds for a machine that is never gon:
t0 supply the solid comforts of a car.

The manufacturer should put to the test th
practicability of providing only one belt. Repeated
runs on greasy roads, over tramlines, etc., should be
made and the results noted; comparatne tests o
wear of tyres should be carried out. If the machin
has differential gear, it might be arranged so ths
it drives one side only, while the other rung free.

Tt is perhaps asking too much to request mannfac
turers to publish the result of their experiments, bu
there must be private owners who have tried t
single drive, and if they could be induced to commu
nicate their experience it would help to forward the
movement, the success of which we all have so muck
at heart.

Fraxk H. Jereree, A.M.I.C.E., Wh.Ex.
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CHEAPER HOUSING FOR

THE CYCLECAR

Economical Storage and the Requirements of County Councils and Other
Authorities, — The Limitations of the Building Acts.—Some Suggestions.
By AN ARCHITECT.

o

-

©

HERE is no doubt that the cyclecar has come to
T stay. Thousands of people have been eagerly
awailing the advent of a car costing about
£100; something which comes within the reach of
those with limited means. It is not only in the
initial expense that the cyclecar is wclcomed by so
many, but also because the cost of upkeep is so small.
The recent show at Olympia has proved its popu-
larity, not amongst men only, for ladies, too, have
shown the keenest interest in the cyclecar. Its sim-
plicity of bandling and its

©
cate to the Superintending Architect’s Department,
County Hall, Spring Gardens, S.W. "To the lay mind
this may appear a formidable task, but an architect
would do all this for quite a small fee.

The Council’s by-laws do not mention a specifie
distapce away from an existing house that a cyclecar
shed may be pTaced, but if the shed is not closer than
5 fts, thers 18 more chance of obtaining the Council’s
sanction. It is possible that permission can be
obtained to build a shed abutting against the side
wall of a house which has

windows on the first floor

averlooking the shed. But

ideal for the fairer sex.
Now, the problem is:
how can a car of this type
be housed? With a motor-
bicycle, the ordinary cycle
shed would meet all re-
guirements. In the case
of the cyclecar the provi-
sion of proper accommo-
dation is not quite such &
simple matter. In the
limited space allotted to
houses in and near to big
cities the question is,

lightness have proved it __l Ar

it is practically certain
that the ceiling of the
shed would have to be
constructed of fireproof
material, such as con-
erete.  Of course, where
there arc no windows in
the side wall, it is a
simpler matter. A shed
must not project beyand
the general building line
of frontage.

In no case would a shed
built of wood be sanc-

““Where shall I put up a

eyeclecar shed, and how

tioned if. it were placed

shall I go about it?”
There are many things to
take into consideration.
Within the area of Lon-
don and the surrounding
suburbs the requirements
of the Londen Conaty
Council Building Aets
have to be complied with,
and the sanction of the
Council obtained. This
is not difficult, but know-
ledge of the mode of pro-
cedure 18 necessary.
Application must be
made to the Counneil writ-
fen on foolscap paper,

in close proximity to the
house. Generally speak-
ing, it is inadvisable to
build a cyclecar shed im-

corporated with the
house, as the London
County Council condi-

tions are more stringent
in such a case. If pos-
gible, it is best for the
shed to be detached, as
the insurance ptemium is
a thing to be considered,
g#nd is not liable to be so
heavy when the shed is
separate from the house.

In the first number of

and accowpanied by a
block plan of the existing
heuse, with the position of
the proposed cyclecar
shed indicated thereon,
and eoloured pink. This
must be drawn to a scale
not smaller than 22 . to
1lin. A plan and scetion
of the proposed shed must

Tar CYCLECAR & very good
scheme was illustrated
for arranging a cyclecar
shed in conjunction with
semi-detached houses
without Increasing the
width of frontage. This
scheme would apply
equally to existing houses
that had from 6 ft. to 7 ft.

also be sent drawn to a

clear space at one side.

Such a shed or, in fact, any

scale of 8 ft. to 1 in. Both

plans must be drawn on

shed’ built near to the

linen and sent in dupli-

Two suggestions for erecting a eyclecar :bed.t'o comply
with the requirements of local authorities.

house, would require to
All
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CYCLECARS THAT
PASS IN THE NIGHT.

bave 9 in. brick walls and the roof covered with
tiles, slates or similar non-combustible materials.
Another method is to construct the side and roof of
corrugated iron. This, however, is not so sightly,
if appearance is to be considered.

With regard to the size of a cyclecar shed: the
average overall size of a cyclecar, with side-by-side
seats, 18 4 ft. wide and 7 ft. in length. In the case of
the tandem typs the width is reduced to 3 ft. 6 in. and
the length increased to 10 ft. Therefore, to allaw a
reascnable amount of working space round the car,
the shed shonld not be less than 11 ft. long by 6 ft.
G in. inside. A good arrangement is to have a bench
at one end, hipged to fold down out of the way. A
small cupboard in one corner for tools, etc., is very
convenient. Along one side a narrow shelf fixed
ahout ¢ ft. above the floor level may be added.

The best form of floor is granolithic, but ordinary
cement paving is cheaper and serves the purpose well
enough. An electric pendant might be fixed over
the bench, and a wall plug with flexible wire and
lamp is an excellent thing to have. By this means
light can be bronght to any part of the car in the
event of repairs at night time.

The door should have a clearance of not less than
4 ft. or 4 ft. 6 in. for the two types of cyclecars respec-
tively, and the same width will be required for the
entrance gate at the drive in. Bt an extra 6 in. to
the previons width would be a great advantage when

driving the car into the shed, if space permits.
al2

With a good headlight there is o subtle fascination in driving after dark. Who
does not love ko see the white ribbon of road slipping under the wheels a;
the car speeds through the night, and a ghostly radiance falls on hill and dale

Heating a eyclecar shed is, of course, a luzury, and
is only nmecessary in the case of water-cooled cars. rA
It is not a very costly thing to fit up a small boiler
under a leanto roof outside the shed, and rum
% in. flow and return pipes along the end wall. Thesa
should be fixed about 9 in. above the floor. How-
ever, this article deals with the minimufn, not the
maximum, shed for those whose purse is of small
dimensions.  Undoubtedly the cheapest method of -
heating is to install a slow~ombustion stove, wh:_ch }
can be purchased from any accessory dealer. With
this type of stove there ias no danger of a petrol fire,
and the daily cost of upkeep will not be more thaa 3d.

The accompanying plans are suggestions for a
cyclecar shed to be placed at the side of two types of
existing semi-detached houses. In the first (A) the
ghed is placed in 2 line with the front wall of the
houss, with 2 passage way between it and the house.
This allows access to the tradesman’s entrance door
and to the gateway leading to the back garden. A
special drive-in gate is shown leading from the road.
In the second acheme (B) the shed is placed in 2 line
with the back wall of the house. Incarporated with
it is a porch to the tradesman’s entrance, 2 coal
store and a garden tool shed. A door is placed ag
the back of the cyclecar shed leading into the bacle
garden. This scheme is, of course, more expensive
but makes a very convenient addition to the hﬂuse:.
Though not shown, a drive-in gate from the roagq
would be necessary. 8. I. B. STaNTON,
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Gclecar

Wednesdays—14d.

Conducted by Epavrp DANGERFIELD,

TEMPLE PRESS LIMITED

tProprietors of " MOTOR CYCLING,"
“THE MOTOR," &c).

7.9,11,13,15, Rosebery Avenue,
LONDON, E.C,
Telephone No. 5292 Holborp (four lines),
Telegrams—""Pressimus, Holb., Lenden,"
RMIDLAND OFFICES:
9-10, Burlington Chambers
New Street, Birmingham.
Teler No. 2498 Aligl
Telegrams—" Presawork, Birmingham."

NORTHEAN OFFICES
156, Deansgate, Manchester.
Telephone—Central 2467,
Teledrama—" Preaswork, Manchester.”

NEXT WEDNESDAY’S

Issue of “The Cyclecar” will
contain very full, illustrated de-
scriptions of the Christmas trials
by members of the staff, who are
going right through with the com-
petitors and will therefore be able
to form unhiased opinions of the
performances of the various ma-
chines.

OTHER FEATURES.
The Cooling of Cyclecay Engines,
Transmission (all types described
and illustrated),
How to Comply with the Require-
ments of the Law as to Regis-
tration, ete,

NOTICES.
Latters.

EpIToRIAL Communications should be
addressed to The Editor, “'The Cyclecar,""
7.9, 11, 13 and 15, Rosebery Avenue,
Londoa, E.C

Letters relating to ADVERTISEMENT
and PUBLISHING Departments should be
addressed to The Manager.

FPress Times.

IMPORTANT LATE NEws and Photo-
graphs can be accepted up to first post
Monday morping for insertion in the
following Wednesday's issue.

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

Refurn of MSS., &c.

Drawings, Photographs and MSS, not
suitable for publication will be returned
if sufficient stamps are enclosed for this
purpose, but the Publishers cannot hold
themselves responsible for the safe keep-
ing or return of contributions.

Copyridght.

All Engravings, Photegraphs, Portraits,
Drawings, Articles or other Contributions
must be submitted, and will only be ac-
cepted, upon the express condition that
the copyright therein becomes the pro-
perty of the publishers upon acceptance
by ackunowledgment or publication, and
may pot be republished or reproduced
without their permission.

Advertizements of Cyclacars for Sale,
new ror mgng-band; Sondry Anroonce-
mexts, an ates for Adrvertisements,
will Be Sound amongst the end pages,

Topres of s Wesk,

T will be remembered that in the Grand Prix race this year several

cyclecars and small cars competed in the unlimited class. No

doubt there will be quite a number of cyclecars, probably with very
powerful engines, competing in next year’s Grand

Prix race. We suggest to the French authorities 4 Frenck Grand
that a race in France for cyclecars with restrictions Gﬂflxec{;;.

of weight and engine capacity would be well worth
considering.  The lessons to be learnt from such a race would have
far greater value than one in which a few freak machines ecompeted
without any definite object in view. If the race for the Coupe de
“ L’Auto "’ for cars in the 3-litre class is arranged, it might be possible
to include a class for cyclecars. No doubt a number of English manu-
facburers would be quite willing to enter. We commend this suggestion
to our French contemporary.
* * *

O severe are the conditioms of this year’s reliability trial frdm
London to Exetier and back, organized by the Motor Cycling Club,
that it is feared few machines will get through with full marks, and
those that do will have achieved very remarkable per-
formances. In the 163 entries, there are 80 cycle- ¢ Sepere Test.
cars, and for these new machines the trial is one that
calls for not only absolute reliability, but for grest skill in driving,
together with a large measure of good luek. Much depends upon the
weather, for if this is adverse and tlfe roads are heavy it will be &
strenuous frial indeed. It must be remembered that the competitors
have got to drive 20 hours on end, 12 hours of which wilt be in the dark.
The distance from Hounslow and back is 824 miles, and the schedule
speed during the night hours is 18 m.p.h., and in the daytime 20 m.p.h.
It will be the first real test that any cyelecars have been entered for.
Should the cyclecars come through with full marks it will be a most
remarkable demonstration of their efficiency, but many failures, in a
test so severe, does not necessarily imply that the machines are value-
less for the much casier conditions of ordinary use.
* * *
A S announced on page 139, the International Federation of motor.
cycle clubs has decided upon a eclassification of cyclecars by
weight and horse-power, as suggested in Tre CyciECAR of 4th Decem-
ber. There will be two classes of machines for
competition purposes, the larger with the same
definition as that in use in this country, and the
smaller, a new class, being limited by an engine capacity of 750 c.c.
and a maximum weight limit of 660 lb., which, to encourage the light
machine, might be further reduced. It is also proposed to limit the
sizes of tyres, and to demand that a clutch and change-speed gear shall
be ineorporated in each machine, These two latter restrictions are,
we consider, & mistake, for undoubtedly they will hamper designers,
For instance, it is conceivable that a light monocar might be con-
structed in which 2 in. tyres would be suitable, but being less than
55 mm. in width would be unable to compete with other machines.
The restriction regarding a clutch presupposes that the machine must
be petrol-driven end fitted with & more or'less standerd transmission,
whereas we might have steam, electricity, compressed air, or other
wnotive power in future design. We fear that the delegates of the
Federation have arrived at too hasty o conclusion. The classification
bas yot to be finally ratified, when we trust that the objections raised
will receive careful consideration. As originators of the cyclecar move-
ment we are in a position to speak authoritatively, and a careful study
of the problem during the last two or three years has indicated that in
all regulations covering cyclecars any attempt to restrict design upon
stereotyped lines must be studiously avoided.

International
Classiyication.

415
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A merry Christmas
To all readers of THE CYCLECAR.
Pleasant anticipations for those who wait delivery,

And plenty of enjoyable driving during the holidays
for those who have machines.

Why not a Grand Prizx race for cyclecars? Wo
make the suggestion in * Topics of the Wiech.”

Several motorcar manufacturers in Coventry are
already turning their attention to the construction of
cyclecars, .

There i3 very little difference between * Shell > and
“Crown’ spirit, but the latter is 1s. 6d. per gallon
instead of 1s. 7d.

Lettere for publication received after first post on
Tuesday of this*week will be unavoidably held over
until the issue after next.

If your means are limited, and it is a question of
getting married or buying a cyclecar—choose the
latter and save expense,

More variations of the * new spelling " in the “ wait
another year’ Press—mow we get " cycle-car” (in
two words, with a hyphen).

. The Premier cyclecar will-be seen for the first time
in competition in the Birmingham M.C.C. run to
York and back next Saturday.

‘“The Unborn Runabout.”

contemporary. Let us hope that when the happy
event comes off it won’t be twing!

A classification of cyclecars has been adopted by the
International Federation of Motor Cycle &ubs, with
separate classes for light and heavy machines.

There will be no newspapers sold on Christmas
Day, and this week's issue of THE CYCLECAR was
Eubhshed Monday afternoon owing to the Christmas

olidays.

_Something very novel in the way of an inexpen-
sively-built monocar is promised shortly. Full de-

tails should appear in THE CycLEcar about the 15th
January.

Several cyclecar manufacturers and agents who
were doubtful about the extent of the demand for
machines find, since the close of Olympia, that they
are quite full up with definite orders.

Is a reverse necessary on a cyclecar? If it is, the
hand reversing lever fitted to an experimental Enfield
cyclecar now under test in the Midlands is an in-
genious attempt to solve the problem.

_ An important concern with large American inferests
is ordering 12 cyclecars of distinctive types with a
view to sending them to the United States. Does
this foreshadow an American cyclecar?

A cyclecarist of our acquaintance has spent several
weeks in tuning-uvp his carburetter, and now has been
rewarded by possessing one of the slowest-running
twin-cylinder engines we have ever heard.

At the Gometz hill-climb, the big Bedelia driven
by M. Bonville was only 11 sec. slower than Mr. Fred
Barnes’s racing Zenith and sidecar, which is known
to be the fastest passenger machine in England.

An Australian moforeyclist, 3Mr. S, L. Bailey, has
i)ut up the remarkable speed of 72§ m.p.h. at Brook-
ands on a 2% h.p. lightweight Douglas. How this
wonderful record was obtained is told in this week’s
xs&;uleB of “Motor Cycling.”

A
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London to Exefer:
Twelve hours of pight driving:
And 20 hours to complete 324 miles.

To average 18 miles an hour at night and 20 miles
in daylight, over bad roads and with many steep hilis,
will want some doing.

A winter trigl, such as the London to Exeter, is one
of the most severe tests that could be given the cyele-
cars. How many will get through successfully $

Several entrants for the various winter trials have
taken the precaution of putting down their gears
in anticipation of trying times on steep gradients.

Mr. Frank Thomas has entered into a sporting bet
for a level fiver that he will get through the Glouces-
ter-and-back trial en his G.N. without touching either
belt.

The first complete illustrated report. of the per-
formances of the cyclecars in the winter trials will
appear in our next issue. The test is so severe that
it isknot expected that many machines will earn full
marks.

Our Birmingham offices have been changed to more
commodious premises, 9 and 10, Burlington Cbham-
bers, New Street. The offices are in part of the block
of buildings occupied by the Midland Hotel, at the
corner.

We hear of several garages in London which will
shortly be willing to store cyclecars for 6d. or 1s, per
12 hours. Doubtless this reduction in rates has been
inspired by our recent remarks on the co-operative
garage scheme,

Home-made cyclecars are being constructed by
many enthusgiastic amateurs all over Epgland. We
are always glad to receive particulars of such
machines, a,mf either to publish descriptions or assistc
designers with advice.

It is easily possible, with the simplest tyg.e of cycle-
car, to get 6000 miles at a cost of £24, including (I)etro],
oil, two new tyres (which may not be required), two
extra belts, new plugs and small parts. This works

out at less than a penny a mile.

We refer editorially to the prospect of a Grand
Prix race in France. In “The Motor’ this weelk
appears an article, with exclusive illustrations, of a
drive over the course of next year’s race, which is

said to be one permitting exceptionally fast drivimg.

Front steering for tandem-seated cyclecars is gain-
ing favour in I'Era.nce‘ The Super, La Roulette, La
Torpille and La Fleehe all follow this design. Pos-
sibly this tendency is due to the practice of marketing
a commercial model in addition to the pleasure
vehicle, the sample case being placed to the rear.

The cvclecarist who wakes up on Christmas morn-
ing and finds that some thoughtful friend has sent him
one of the weird mascots in which Messrs. Brown
Bros. are specializing, will receive a bit of a shock.
To those who want to try the effect we suggest the
“ Skull and Crossbones’” or the ¢ Grioning Cat.”’

Robert Bourbeau, the designer of the Bedelia,
gained some of his earliest motoring experiences in
this country ou a Pheenix Trimo. He considers that,
whereas a three-wheeler may be suitable enough for
use in England, it would be impracticable in or around

Paris, owing to the extraordinarily bad condition of
the roads.
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HORATIUS
(1913 MODEL)

More Cold Water.
. The following extracts from a technical antomobile
journal are highly amusing:— -

Two PARAGRAPHS FROM THE SAME ARTICLE.

To lay down any of the air- | There are one or two quads)
cooled machines with belt [ of the belt-driven, variety
transmission, sliding rear | which' are made suticiently

axles, wire ateering gears, or

what not, for production in

quantities at any price, would
absurd,

well and designed sufficiently,
in conformity with the prin--
ciples of machine constraction’
to give reasonable§durability

and a fair amount of freedom
from trouble on the road.

The obvious suggestion if” that the mannfacturer
qontemFlatmg making in quantity should follow the
lines of the machines admitted to be successful.

Here is another extract :—

“Summed up as tersely as ossible, the public
demand is for something with all the virtues of low
price, low running cost and reliability already
possessed by the cycle and sidecar, with greater
comfort and greater ease of handling.”

This precise epitome of the case for the simple
cyclecar terminates an article the whole purport of
which is to deprecate the type of vehicle which most
closely conforms to these requirementa. The article
teems with misconceptions; terms the cyclecar a
quadricycle, which it in no way resembles ; givea the
cyclecar definition by engine capacity without men-
tion of weight ; refers to ““ sliding”’ back axles, when
the hinged type is meant ; statea that the tricar has
never recovered from the period of torpidity under
which it declined while fostered in the motoreycle
Press of from 1904 to 1909, and overlooks the success

But those behind eried ‘ Forward !’ and those before cried * Back !'”

of the A.-C. ; and makes the statement, which all who
have had practical driving experience will deny, that
the “‘short, aceessible belt on a motoreycle works under
generally better conditions than the belts on most of
the existing quadricycles.”’ It seems as if the effort
to decry the new movement—because those re-
sponsible for these statements regard THE CYCLECAR
as a rival journal—is a very forced one.

It Slowed the Machine.

A very sporting single-seater was going through the
N. works recently, with streamline body, tail, and
80 on, in the.approved Brooklands style. Not con-
tent with the rather blunt * point” of the tail, one
of the apprentices, full of enthusiasm for the stream-
line theory, stopped late and machined up a piece of
steel to a needle-point, and duly fixed it to the tail, to
the delight of the other juniors. However, while this
conformed very well with the theory of the thing, the
practical objections scon became apparent, and, to
revent further abrasion of the shins of the men, a
arge cork was placed upon the point. A few days
fater, a visitor—who had already caused some cob-
sternation by gazipg intently at a chassis for ten
minutes, and then blandly inquiring whether the en-
gine was a single or & twin—happened to catch sight
of the racing model, complete with body, tail and
cork. The cork seemed to puzzle him for a bit, and
eventually he turned to the nearest mechanic and in-
quired the reason for its presence. By this time,
however, the man had had enough, and, wishing to
close the interview for evermore, explained brefly
that the cork prevented rusting of the fine point, its
presence making no difference up to 45 or 50, but
above that they took tt off. Strange to relate, the
visitor seemed quite satisfied. 1
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THE CYCLECAR WORLD (contd.).

New Cyclecar Engine.

The Manley and Buckingham single-eylinder air-
cooled cyclecar engine, which we described recentli,',
is to be supplemented by a twin-cylinder of exactly
twice the power. This should be an excellent ma-
chine for cyclecar work, though the dimensions will
come outside the 1100 c.c. prescribed by the A.-C.U.

New Starting Device.

An ingenious starting device has been
inyented by Robertson Brown, of Robert-
son’s Motor Agency, Gt. Portland Street,
London, W. It consists of a pulley
which is made to engage with the or-
dinary crosspin on the engine shaft, to
which the starting handle would fit in
the ordinary way. A leather strap is
coiled arcund the pulley, and, when
pulled out, causes the epgine to revolve
many thunes. This method of starting
the machine is far simpler and less
laborious than the more usual style of
cranking the engine.

The Cyclecar Boom.

Messrs. Wm. Whiteley, Ltd., inform
ns that they sold 23 cyclecars in the
week following the Show, 10 of them
being Humberettes.

; Messrs. Hitchens, Ltd., of Morecambe, advertised
in the last issue of Tue CycLEcAr for deliveries of
various makes of cyclecars. We are informed that,

although they contracted for 500 machines, they have
already sold the output of some makes, and others
are now in such demand that it is expected every
machine will be sold long before midsummer. Mr.
Hitchens informs us that price makes no difference
to the sale of the machines, and people are quite

Thke NMonarch cyclecar, jast introduced by Messrs. R. Walker and Son

of Birmingham.

willing to give £50 more than the price of a cheap
American car. This only confirms our statement that
price has little to do with the question ; running cost
matters more, and there iz no doubt that cyclecars
are cheaper to run than 20 h.p. American motors.
Several other agents inform us that the public
demand for cyclecars of ail types since the introduc-

tion 2<2>f TaE CycLECcAR overshadows all other business.
A :

First reports, well illustrated, of the winter ¢
will appear in THE CycLican and “ Motor Cyeli
next week.

A Piston-valve Engi

The ‘‘ all-British ** Ford eyclecar, the first dese:
tion of which appeared in Tue CycLecar last week
to have a 90 by 132 piston-yalve engine, designe
Mr. A. O. Ford, the maker of the cyclecar. It is %
side the A.-C.U. definition. '

An illustration of the body of the Chola cyclecar, the first description
of which appeared in “ The Cyclecar” of the 4th December.

—

Whiteley’s to Produce a Cycle

Messrs. Wm. Whiteley, Ltd., are conducting te
with a new cyclecar, whieh they hope to be in a p
tion to place upon the market in three mnonths. It
to be named the Kildare, and the specification
cludes a four-eylinder water-cooled engine, trans
ting the drive through friction discs to a hve
axle, containing a differential gear. The bodyw
is to be specially finished, and the cyclecar wiil
complete with hood, sereen and accessories, for £13

The Monarch Cycle

, The new four-wheeled Monarch eye
car ig of prepossessing appearance. L
frame is of pressed steel, and is su
ported at three points by four quar
elliptic springs. An 8 h.p. Precision €
gine drives through an epicyclic ©
speed gear and clutch to the live bz
axle, the shaft being enclosed in th
torque tube. Ackerman type steering
adopted, and a roomy two-seated b
with side-by-side seats and scuttle da
is standard. The price of the machi
i8 110 guineas, or with water-cooled &
. #ine for an extra cost of £10.

First Experienc
with Friction Dri

Chatting with the Rev. E. P. Greenk
the other day, we asked him how &l
friction gear on his (. W.K. had wors
“T have now done 2800 miles sinee
last disc was renewed,” he replied.
spoilt two discs in the first 100 mile
owing to bad driving. The first tirg
wag due to starting with.the side brake on, and £
second when attempting to make a standing start o
the 1 in 4 portion of Brooklands hill. On both oeg
sions a flat was worn or the disc, but it did not p
vent me from gett‘mﬁ howe easily. It only takes bz
Aan-hour to renew a disc at a total cost of 75. 6d. %

disce are made in sections, and are most eas
fitted.”
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CLASSIFICATION

OF CYCLECARS.

International Federation Adopts Classification by Weight, Engine Power and

- Tyre Sizes.

AMOST imporftant development, which may have
far-reaching consequences, iz the adoption of
ap international classification of cyclecars. This
classification will be recognized in all countries affili-
ated to the Federation Internationale des Clubs Moto

cliste, including England, France, Geemany, the

nited States, Canada, Austria, Italy, Switzerland,
Belgium and Holland. Hitherto the only definition
of g ¢cyclecar has been fhe one drawn up by the R.A.C.
and the A.-C.U., which defines it by a chassis weight
not exceeding 6 cwt., or complete with body 7 ewt.,
and cubie capacity of engine 1100 c.c.

In the classification drawn up by the Federation a
new class is now introduced for smaller and lower-
powered machines, and the two c¢lassifications will
be the following .— 3

Large Class.—Weight, not exceeding 784 1b.

ngine capacity, not exceeding
. 1100 c.c.
Minimum tyres, 60 mm.
Small Class,—Weight, not exceeding 230 lb. mini-

murm,

Weight, not exceeding 680 lb. maxi-
munm.

Engine ecapacity, not exceeding
750 o.c.

Minimum tyres, 55 mm,
All machines roust have clutch and change-speed
gear.

Cyclecars Divided into Two Distinct Classes.

Each controlling body affiliated to the Federation
will adopt this classification, and all competitions in
which cyclecars figure will be based upor it, but.it has
to be ratified beforg it comes into operation.

The Federation is a body which was formed some
years ago, but has been practically moribund. At a
special meeting called at the instigation of the Auto-
Cycle Union, on the 28th November, in Paris, this
international controlling hody was reformed, A
second meeting was held on the i4th December, and
the classification as outlined above was drawn up.

It will no doubt assist the development of the
smaller machine if it can compete in a class of its
own, but the system of classifying by tyre sizes and
insisting upon clutch and change-speed gear being
incorporated in all machines is open to many objec-
tions. We comment upon the classification in
* Topics of the Week.”

The revived International Federation has decided
ta hold an international trial every year. Next year's
trial will be held in England, and it has been sug-
gested that each country should be represented by a
team of three, consisting of a motoreyclist, sidecarist
and a eyclecarist, All details have heen left to the
A.-C.U., who will put them before the international
body. 1t is proposed to hold the reliability trial be-
tween 20th and 24th September, a distance of 130
miles & day being contemplated. Further details of
the trial will appear in an early issue,

PINNACE CYCLECAR. NOVEL BODY AND OTHER FEATURES.

THE outstanding features of the Pinnace eyclecar
are undoubtedly the 90 degrees twin-cylinder
J.A.P. engine, which is set lengthways in the frame,
and the pleasing manner in which the lines of the
bonnet and the body converge, the whole design
giving the machine the appearance of a ship’s pin-
nace. The drive is taken from the engine to the
gearbox by chain through a large leather-to-metal
cone cluteh, incorporated in the outside flywheel.
Three speeds forward and a reverse are provided in
the gearbox, which is placed almost in the centre of
the chassis, while the power is finally transmitted to
the back axle by another chain of substantial propor-
tions. The frame is constructed of ash suitably
armoured, and is effectively isolated from road
shocks by quarter elliptical springs both fore and aft,

The Pinnace chain-drivea cyclecar and' 90° engine, showing clutch incorporated with the fly-wheel.

but those in front are mounted in duplicate. Wire
wheels are fitted, those at the rear being built up
on special hubs, to accommadate internal-expanding
brakes. The two brakes provided work indepen-
dently, one on each wheel, and are operated respec-
tively by hand lever and pedal. Controls are ar-
ranged in orthodex car fashion, while the body design
is novel. The seats are particularly low built. A
wide side door is provided, and to enable the passen-
ger and driver to seat themselves, the extension of
the scuttle dash is hinged and can be easily lifted
and lowered. The price of the machine is £130, and
it 18 manuiactured by the Norma Motor and Engineer-
ing Co., Ravenscourt Square, Hammersmith, Lon-
don, W., to the designs of Mr, A. Percy Hann, who
has entered one machine for the London-Exeter trial,

AZ3
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THE FIRST CYCLECAR TRIAL.
12 STARTERS. 8 GOLD MEDALS.

HE success of the cyelecars in the first reliability
trial open exclusively to these machines
created great astonishment in the Midlands.
The trial was organized by the Sutton Cold-

field A.C.  Before the trial, opinions were freely ex-
pressed that very few machines would get through,
while owing to the condition of the road, very greasy
in places and heavy in others, some of the big cars that
followed the competitors had the greatest difficulty

in climbing suech steep hills as Edge, Sunrising, and -

Warmington, all three of which were included in the
route. Yet, out of twelve starters, all managed to
complete the couse, and no fewer than eight competi-
tors earned gold medals. The remarkable character
of this performance is realized when it is mentioned
that each driver had to adhere to a schedule speed
of 20 m.p.h., with one minute’s grace only allowed !
The four machines that failed to obtain a gold medal
did so from the most trivial causes. The Duo ran off
the course, but finished on time without trouble what-
ever. One Humberette lost the chance of a gold
medal through a sooted plug, which trouble also
befel one of the A.-C.s, another A.-C. losing full

- marks through a high-tension wire coming loose.

- __The start was made from the Horseshoe Hotel,
Halls Green, about five miles from Birmingham, and
the course was by Stratford-on-Avon, Sunrising Hill,
which was in a very sticky condition, Edge Hill,
Warmington Hill and Banbury (for lunch), the return
journey being over the same route. The competitors
were favoured with genial weather for the time of the
year.

The Rollo on Sunrising Hill.

So:;: of the competitors at the luncheon stop at Banbury.

Mr. G, Bryant (Motorette) on top of Edge Ei¥ill.

M. L. B ds Reyeeceve (Diio) followed by Mr. oo pund

(G.W.K.) on Warmington Hill.
Duo’s lamp bracket. -

Mr. H. F. S. Morgan (Morgan) passing the Motore
. Warmington Hill, going “all out.”

Note spare lyre carried o

tte do

s erm Zo
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P. J. Evans

r. B. W. Bailey (Crescent) followed by Mr. H. C. Munday
bn one of the A,-C.’s on Edge Hill. There were three
- A.-C/s in the trial.

Mr. E. R. Wintle (Rollo) going fast up Warmington Hill.
This is the first appearance of the Rollo in competition.

100 MILES ON MIDLAND ROADS.

WONDERFUL SCHEDULE DRIVING.

The result was as follows:—

GOLD MEDALS.

Mr. R. G. Mundy (G.W.K.—Friction-drive).

,»  G. Bryant (Moetorette—Three-wheeler).

,»  P. J. Evans (Humberette—Shaft-drive).

,» BE. R. Wintle (Rollo Tandem—Belt drive).

s A. G. Eames (A.-C.—Three-wheeler).

,, H. F. S. Morgan (Morgan—Three-wheeler).

»» - B. W. Bailey (Crescent—Friction-drive).

,» F. H. Stevenson (Morgan—Three-wheeler).

Messrs. V. Busby and H. C. Munday (A.-C.), and
Mr.-W. J. Parker (Humbrette), silver medals.

Mr. L. F. de Peyrecave (Duo—belt-drive) ran oft
the ecourse.

Messrs. S. W. Phillpott and J. H. Slaughter (P.D.A.
three-wheeler) were entered but did not start.

A special gold medal was awarded to Mr. Steven-
son as a private owner who gained full marks. \

Some of the competitors finished dead on time, and
others were only 30 secs. outside the time allowed—

truly remarkable performances, which prove the won-

derful reliability of the machines. How will they
perform in the even more severe conditions and longer
test of the London-Exeter run this week?

The reader who gave the indefinite address of the
Great Square, Braintree, Essex, in corresponding
with the agents of the G.N., is requested to forward
his name to Mr. G. N. Higgs, 31, Vauxhall Bridge
Road, London, S.:W.

The Cresent and Hﬁmberette on »Sumiaing Hill.
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CHRISTMAS CYCLECAR TRIALS.

The M.C.C. Winter Run.

THE two-day trial organized by the M.C.C., which

takes place on ¥riday and Saturday, 27th and
28th December, will prave a severe test for all the
machines competing, especially for the 30 cyclecars,
and the result will be watched with great interest.

The committee of the Motor Cycling Club are allow-
ing 20 hrs. 47 min. for the run of 324 miles, so that
every competitor will have fo average 17 to 18 miles
per hour on the stretches ridden in the dark, while
the daylight portion of the route will have to be
covered at 20 miles per hour.

The two most severe hills in the trial are those at
Chard and Yarcombe, which are within & few miles
of one another, and close to Exeter. The mere fact
of having to negotiate these ascents in the dark will
greatly increase the chances of failure. On the re-
turn journey the road will be found to have a much
better surface, though the gradients are very diflicult.
. On the next page will be found tables giving the
gcheduled times or arrival of the first competitor, n
motoreyelist, who starts at 7 p.mn., and from these
times the arrival of the various cyclecarg can be esti-
mated by adding the difference in their starting times.
'T'he starting pomt is the Bulstrode Hotel, Hounslow.

[t will be geen from the list of entries that there are
0 three-wheelers and 23 four-wheeled machines
entered, and of the latter two are light cars, viz., the
Hurtu and the Belsize. Only four belt-driven ma-
chines are entered; chain drive is employed on 10
machines, ehaft on 11, and friction drive and shait
on the 7 G.W . K.s.

In “ Motor Cyeling " this week will be found a com-
plete list of entries, which, with the motorcyeles and
sidecar combinations, total 163. We hear of several
other late cyclecax entries that may be iocluded.

v

Other Tris
The London to Gloucester and back ¥
organized by the North-West London M.C.CG5; 3
one-day trial, and will be held on Boxing Day
December, starting from Jack Straw's Castle
stead, at 7 a.m. Several cyclecars have be
tered, and the trial is particularly strenuous,
235-mile route will include such well-known ha¥
Aston, Dashwood and Birdlip. The first man"#
be back by 8.15 p.m. =,
The following cyclecar entries have been recex
(Belt drive): 1wo (G.N.s, entered by Messrs.
'Thomas and Osmond Hill, and a Duo, Mg L. J
Peyrecave ; (shaft drive) two Humherettes, MesSES.
Cooper and W, Edmonds, and a Sherwyn, Mr.
Selwyn ; (frictior drive) a G.W.K., Mr. R. G. M
(three-wheelers) two Morgans, Messes. H. I, 5. &
and F. G. Boddington; two A.-C.s, Messrs. 8
Eames and H, . Munday ; also a Whitgitt and a
constructed eyclecar, entered respectively by Mes
J. H. Jeftery and E. Leatheren ; and a 10 h.p. Mox
There are two important trials starting froma =
mingham, the first being the Birminghaos
Gloucester and back, on Friday, 27th Decembers
is organized by the South Birmingham Motor
Club, and the first man will leave the Gun Bax
Hotel, Bristol Road, at 9 a.m., on a course mea
approximately 100 miles, the route passing &b
Worcester, Gloucester and Cheltenham, and the
formances of the machines will be ohserved oF
Hill and Birdlip. - -
The annual yun at Christmas of the Birmumj
M.C.C. will take place on Saturday, 28th Dee
from Birmingham to York and back. The first:
will leave the starting-paint at about € a.ma.
finish at about 9 p.m. on the same day. T

In the Early Morning.

In the early hours of the morning the eyclecarist is
generally alone on the road. e may encounter occa-
sionally herds of ¢attle and the siumbering gipsies en-
camped in their van at the roadside, or even, as de-
picted on our frent cover this week, a pack of harriers
at exercise. It was an autumn morning when this
photograph was secured on a little-known by-road
halfway hetween London and Coveniry. The machine
iy a tandem-seated Sabella. 1ts low, rakish build can
easily be ascertained by comparison with the foremost
hound, who was friendly enough when the big twin
J.AP. engine was switched off, but who, with hig
mates, wonld not approach the cyclecar when the
motor was running. The particular machine illus-
trated is a tandem-seated rdodel.

QUADRICYCLE
AND CYCLECAR!

This illustration, which shows on the left an old Ariel “ Quad,” and an the
right a modern typical cyclecar (the G.N.), will give those wha thiok that th
old Quads were eyclecars a graphic demanstration of the difference between
5 the twotypes. One is most obviously not a development of the other.
A

*

Motoreycle Makers Condemn a Cyclecar
Motoreycle manufacturers are, we understanc
in favour of the proposed standard cyclecar race.
suggest to the cyclecar makers that they shou
mediately form a section in the Manufactm
Union and assert their own views, as the only pa
intercsted, upon the proposal to organize 2 road i
for standard eyclecars in the Isle of Man nex

Demand for Ty

The tyre manufacturers will be correct in anti
ing a very big demand for special cyclecar tyres.
is interesting to note that one important conce
Avon Tyre and Rubber Co., Ltd., have alres
to move to larger show-rooms at 19, Newman S
Oxford Street, London, W.
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MOST STRENUOUS WINTER RELIABILITY TRIAL

London to Exeter and Back in 20 Hours, 27th and 28th December.
32 Cycl‘ecar and L:ght Car Entr:es Jor a Trial with 12 Hours of Nzght .Drwmg, over Bad

-Roads and Steep Hills...

Thesee

eeetanny

HostswarD.

Distence from Time

arresseitentasaaten

Shessacverescancen v
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Distance trom Time

London,  Due, Londen, Duve.
Iijeter 3= }lg;} gfil am. | Andover .. 2697 12.57 p.m.
yrae 2g1S -1 s | Basingstoke 288 1.52 ,,
Bridport ... 1983 8.28 ,
Dorchester ... 213§ 912 ,1 Bag'shoty - 3073 281,
Blandford ... 2294 9.56 ,, |Staines .. 317 320 ,,
Salisbury ... 262 11.4 ,, [Hoanslow ... 323} 3.40 ,,

HOUNSLOW

(Start&Fi. ntsh)

The route of the M.C.C. winter run to Exeter and back, on 27th and 28th December.

LIST OF CYCLECAR AND LIGHT CAR ENTRIES, WITH IDENTIFICATION NUMBERS.

Noy on

arnet.

R. R. Rothwell

A. T, Tamplin

Alan Hill ...

R. Brown

D. 8. Parsons

A.C. Evans ...

Osmond Hill

G. Pitcher

W. Cooper ... -

R. F. Messervy

C. M. Keiller oo

. Patterson
Dixon

G. Chester

Entzrent.

R F. 3¢ Morgan

A. W, Lambert,

V. Wilberforce

G. N. Higgs,

Rev. E. P. GreenInIl
N. B. Stewart .
B. A. Hyem
8. C. Humphries ... A
H. E. Williams K
H. A. Collier
8. Wright ... ot
P. H. Jones ...
. E. Pither :
165 C. Lester

Machine sud h.p.

. GW.K,
. Matchless
. Homberetie~...
Crouch
G.W.K,
AT .,
G.N.
Duo ..
. Humberette ...
Duo ...
G.W.X.
G.W.X.
., Singer

LM ..

=

-
SOO oo O e

T A sy g = o T S e e e

—
=TT T T T D w%mv-b@s*g-c{c-b-?rg@-ufp-pﬁa-@pc-bv

5 Pmnace
A.-C. ..

AL h: .
. Gordon
. Morgan
# Mov&an

. G

h.p. G.N,
. G.W.K. "
. Morgan
. G.W.K.

. Arden
. Humberette ..,
. Matchless

. Humberetto ...
Morgan

.p- Hurtu

. Belsize

=

fot pt

Registration No,

LE6938

F5786

AC3115
BT s
LE3916

LES877
D742}
CP2S
H760

LB2534
AN23
AC3281

BL7S
IT37
LF6044
LES
CE2139
LF4146

FJ322

DASET
1.F4040

Btart from BStart {rom

Hounslaw,  Exeter,
p-m. 8.,
o LA 6.40
s g1D 6.46
g 6.55
72l 6.55
- 122 6.56
S K ¥ ), 6.57
% ] 7.1
4 \Te33 7.7
Ao (i 7.8
: ooy 45 7.17
5 e 143 7.17
W . T.44 7.18
v ... 7.45 7.19
. T.47 7.21
e 75] 7.28
s (1G9 7.3
... 84 7.38
e 7.40
A 7.41
ol v 7.41
= San 742
. vt 6.9 7.43
- g 8.9 7.43
i . 8.Y 7.44
' g 17 7.46
o TGS 7.47
: v =gdd 1.47
s BT 7.51
’ ... 8,18 7.53
- e 7.53
* . 25 7.59
100 BB, 8.0

. Friction

No. of
‘Wheela,

Trens-
migsion.
Friction
Shaft
Shaft
Chair
Friction
Chaip
Belt
Belt
Shaft
Belt
Frietion

Shaft
Chain
Shaft
Chain
Chain
Chain
Chain
Chain
Friction
Belt
Friction
Chain
Friction
Shaift
Shaft
Shaft
Shaft
Chain
Shaft
8hatt

[ .
9
5#Mﬁuh&&m-¢-bh&(ﬂ&amk&éh&éh&hm#—&bm#
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Practical Hints from Readers.
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Starting Up.

I NOTICED sgme weeks age that a reader dwelt
upon the importance of always pulling the start-
ing handle upwards when cranking the engine. This ’
advice 1s sound enough, but there are times when one
cannot pull the handle up withount first altering the
relation of the engine shaft to the countershaft. {am
referring, of course, to those machives in which the
starting handle is not fitted direct to the engine shaft.
The necessary alteration can be made by taking out
the clutch for a moment and moving the countershaft
round a trifle by means of the starting handle. It
will then be found that when the clutch is let in
again the compression stroke of the engine and the
upward pull of the starting handle will coincide. The
sketch on the next column illustrates the idea, the
dotted lines indicating the corvect relationship of
starting crank to engine shaft. M.W.G,

Care with Chain Drive.

I HAVE recently had some trouble with the chain

taking the drive from the engine to the counter-
shaft, for it has come off on several oceastons, on one
of which it broke off several teeth from the sprocket
on the cngine shaft. It might be imagined that this
catastrophe would have necessitated a2 journey home
by train, but, curionsly
enough. the machine
secemed to run just as
well when the chain was
replaced, in spite of the
missing teeth. have
since heard that the chain
on the particular machine
I was driving at the time
was of too small a size,
and it has now been re-
placed, together with the
sprocket, by . larger
pattern. A further im-
provement would Qe to incorporate a slipping device
on the engine shaft tovdamp out the harsh knocks of
a big twin engine, which are so destructive to teeth
and rollers. The device on the Williamson twin is
worth study. Perbaps, when the advantages of the
silent ehain become better known, it will be used
more widely for cyolecar work.

Ilustrating & temporary
method of repair to &
broken sprocket.

oo TSNS

The correct method of setting the belt tensioner and

! S\mriable pulley levers in relation to each other.
A

TIME AND TROUBLE SAVED.
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A drawing showing how the correct relation of
the countershaft handle starter and the engine
crank can be set. (Sece paragraph oppuosite.)

Finding Out the ““H.P.
HE method of calonlation used for finding out tir«
engine horse-power is known as the R.A.C. f«
mula, and, in order to apply this, it is necessary 1
know the bore of the cylinder, which is the inteyir.!
diameter, or the width of the inside of the eylinde:
This dimension will be learned more easily from th
makers, but if this is impracticable the bore will ha- «
to be measured. To do this, one of the cylinders wi!
have to be removed in the following way: Take dow:n
the exhaust and inlet pipes, and disconnect the wir
from the sparking plug. Unscrew the four nuts s
the base of the cylinder, which hold it in position,
and put them in a place of safety ; open the compres=
sion tap, and the cylinder can then be lifted off th=
piston, care being taken that the %iston is not allowe.Jd
to knock against the crankcase. Having removed the
eylinder, carefully wipe it inside, and the diametue
will then be measured by means of a pair of inside
callipers adjusted until they will just pass into the
cylinder. The callipers ‘are then withdrawn amnd
placed beside a ruler marked in inches, and the dis-
tance from one point of the callipers to the other wili
be the bore of the cylinder. As an example, we will
assume this value to be 4 in. The first step is t«
multiply this number by itself, thue 4 x 4 = 16,
Multiply this by the number of cylinders, say 1 in
this case, and divide by 2.5." 6.4,
which is the h.p. by the R.A.C. ratin

. The yearlx
tax will be two guineas. The divisor,

2.5 (o1 24) is a
G8E

constant, and should be remembered.

Adjustment of Belt Tensioners.

IT is surprising how few cyclecarists understand the
correct method of setting the belt-tensioming:
lever on machines like the Duo, Sabella, and Warne.
When the gear lever is in the top position and the
belts are running on the greatest diameter of the
pulleys, the tensioning device should be set so thas
1t brings the hinged back axle as near to the counter-
shaft as possible. If thia is doue, one has the whole
ange of the belt-tensioning device in reserve for the
ower gears when the pulleys are opened outs. Natur.
ally, if the belt-tensioner is at the other extreme wher:
the gear is in the high, one has nothing in hand fgo,
taking up belt elack when the pulleys are operie({rout,
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PERSONAL Interesting Notes on Three Popular
Men in the Cyclecar World.

GOSSIP

The Rev. E. P. Greenbhill.

ONE of the most enthusiastic cyclecarists, a leading

figure in the cyclecar world, is the Rev. E. P.
Greenhill. He has a charming personality, and takes
the keenest interest in the new movement, but has
tiot yet lost his enthusiasm for motorcycling. He is
chairman of the Competitions Committee of Lhe
A.-C.U,, and presided at the inangural meeting of
the newly-formed Cyclecar Club, the sucocessiul
launching of which was in many ways doe to his per-
sonal interest. Ceriainly he is one of its most ener-
getic members, and wall be seen at most of the meets
driving ‘his G.W.K., which, we note, he has entered
for such a strenuous trial as the M.C.C. run from Lon-
don to Exeter and back next week. ]

Not without diffienlty, for he is a skilful driver, and
his G.W.K. has a great turn of speed, we followed
him through tortuous by-ways from Wis-
ley to his house at Walton-on-the-I{ill on
the oecasion of the first run of the Cycle-
car Club. Having cornered him in his
own garage, which shelters a Scott and
a Douglas motor-bicvele as well ag
his G.W.K., we asked him which pas-
time he preferred. “1I can hardly
tell you,” was the reply. “Both
motorcyele and cyclecar have their
distinetive uses. When I am a judge
in a motoreycle event, I may reaeh
the venue on my G.W.K., and then
go through the competition on a
motor-bicyeie, which I did on thz
last A.-C".U, one-day trial in the Lake
district. I Dlelicve in following the
course under exactly the same condi-
tions as the competitors, and thus, if
any protests are brought to me as
judge, I am in a hetter position to
know the facts.”

Mr. Greenhill’'s motoring experviences began in 1901
with 2 chain-driven Humber, and since then he has
had 24 different machines. His latest mounts have
been a two-stroke Scott and a lightweight Douglas,
and he is very fond of the Iatter. On these two

: machines he
has made &
practice of at-
tending most
of the import-
ant motor
eyeling  trials
of the day

- His connection
with the eycle-

Car 1§ mere re-

cent still, He

took the chanr
at the inau-
gural meeting
of the Cycleear
Club at the
Holborn Re-
- staurant, Lon-
don, some few
weeks ago, =

osition which

e was well
~qualified to fill,
owing to the
fact that dur-
ing the present
year be has

The Rev. E. P. Greenbill, chairman

of the Auto-Cycle Union committes,

and a prominent figure in the cycle-
car world,

-the motor world, so we are

- low-clubmen, rather more

Mr. Glyn Rowden, the chairman of
the committee of the Cyclecar Club,

acted as chairman of the
Competitions Committee
of the A.-C.U.

Mr. Glyn Rowden,
THE “subject of this
little note is the
chairman of the=
Cyclecar Club committee,
and was launched into

assured by one of his fel-

than a decade ago, through
winning a 1% h.p. Minerva
motoreycle in a Stock Hx-
change raffle. Since when,

according to the
same authority,
. he has amassed
a considerable
fortune by

own dis-
carded
mounts.
He has : thier v :
always Major Lindsay Lloyd, the
been a originator of the word
strong “cyclecar.”
Sup p'o r-
__ter of club life, and his name is on
the membership roll of most of the
important motorcycling clubs of the
South. He was one of the founders
of the North-West London M.C.C.,
worked hard on the committee for
many years, and for two seasons was
S captain. He retired with the rank of
major.”” He took a single-geared sidecar outfit
through to Tdinburgli the first year that a machine of
this type gained the coveted award. He has made a
snecial study of “ conking ” and its causes, and is a
great believer in the efficaciousness of a mixing fan
in _the inlet pipe. Dexervedly popular wherever he
is known,.he has proved a most excellent chairman at
general meetings, and will be a great pillar of strength
to the new Cyclecar Club. He is the best of good com-
pany on a club run. It does not do to try to catch
our friend napping—it looks rasy, but it can't he
done. Also never let him show you one of his famous
short cuts across conntry—it_sounds easy, but it also
ean’t be done (in schedule time).

“The Major.”

E VERYONE will recognize the characteristic atti«

tude of Major Lindsay Lloyd—to the cogno-
scenti, ‘“‘the Major ’~-depicted in the accompanying
illustration. As clerk of the course at Brooklands,
Major Lioyd has earned the respect of motorists,
motoreyelists, and now cyclecarists. In the new
motoring he has shown himself much interested, for
was he not one of the original joint committee of the
A.-C.U. and the R.A.C. which sat on the question of
the definition of a cyclecar, and was it not he who
suggested the adoption of the very term by which the
new class of motor is now universally known? Since
he succeeded Mr. E. de Rodakowski as clerk of the
course at Brooklands some few years ago, he has intro-
dneced numerous innavations at Weybridge. On the
A.-O.U. committes he has earned the respect of all
on account, of his business-like methods. 3

A
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plexed as to how to equip their machines with

lamps. The legal requirements are, of course,

a white light showing forwards on the extrems
right-hand side, and a red lamp at the rear, showing
a white light sideways to illuminate the number-plate.
Local by-laws are now being introduced stipulating
two lights showing forwards, one on each side of the
machine.

The rear lamp need not trouble us, as, in the various
combinations I am about to describe, an ordinary
paraffin tail-light is inevitable, and a very good and re-
liable tail-lamp can be bought for 10s. These are de-
signed for use on a much larger car, and are too big;
but at present we can only accept them, as nothin
more suttable is available. To fulfil the absolute mint-
mum with regard to lights in front, and at the same
time satisiactorily illuminate the road, only one conrse
ig possible, and that is to fit an acetylene headlamp
on the extreme ofi side of the dashboard. I think,
however, that most drivers, or at any rate those
drivers with previous road experience, would fit a
lamp on each side of the dashboard, for their own as
well ag for other people’s safety. If both these lights
are acetylene, it will be necessary to fit either a large
car-type generator, which is very much in the way,
and also expensive, or two of the ordinary motoreycle
type generators, which means that the bother of filling
up will be doubled. My own choice, however, is to fit
one of the largest size motoreycle headlamps in the
middle of the car, on a level
with the top of the dummy
radiator. Tgis only requires
one large six-hour (so-called)
notorecycle generator, which
is cheap and never in the way,
and, being perfectly simple,
only requires keeping clean to
work properly, which is more
than I can say for many
elaborate automatic genera-
tors that I have used.

To supplement the single
headlamp, I have fitted a
couple of the smallest size
Lucas car sidelamps. These
are really on the large side.
Messrs. Brown Bros., Ltd., have gsince brought, out the
Veena paraffin lamp. This is really intended for gide-
car use, but being small, inexpensive and very smart
in appearance, is just the thing for which we are
looking for use on a cyclecar.

The advantage of having paraffin lamps is very soon
appreciated. Returning home, one Eerhaps gets as
far as the outer suburbs, and then has to light up.
There is mo need to mess about with carbide and
waber; just a match to the tail and side lamps and
on one goes again in half-a-minute. A wayside ad-
Justment in the dark is greatly facilitated by taking

off ;lae paraffin lamp and placing it on the ground so
A

B 1 ANY newcomers to the movement, wilt be per-

How Mr. Thomas car-

ries his generator on

the footboard of his
cyclecar.

that it shines on one’s work. Again, should it be
necessary to leave the ear outside a house for any
time, the acetylene larap, if left to itself, with 119
vibration to keep the water dripping, will burn 1o+
and soot-up the burner, thereby causing trouble later.

The first sketch shows how I carry my own genera-
tor. A is a brass bucket, guite easily made at home,
about £ in. greater in diameter than the bottom of the
generator. B is one of three strips of brass riveted
to the side, at the top only, to prevent rattle. Tiie
bucket is let into the footboard, and has a very neas
appearance, and the generator ::
removed by simply pulling it ou.

It is a mistake to fit an acety-
lene headlamp on the centre of tiiz
dashboard when the driver’s hez
comes very little above it, as in
some of the more racy-lookingz
cyclecars, such as the GN. When
the lamp is alight it is quite eass
to see straight ahead and to tlie
off side of the car, but it is quit«
impossible to see through ti-e
beams of light to the near side.
To overcome this difficulty on m»
own car, I rigged up 2 bracket
the back of the seats, so that tha
lamp was slightly behind and
above the occupants’ heads,
Although this was a splendid posi-
tion for light-giving, 1t was some-
what unsightly, so I have now
fitted the lamp, as described,
front of the radiator, where, although it is less
efficient, it keeps the line of the car better.

It has been suggested to me that, with a cyclecar of
the Wall type (one wheel in front), only a headlam:;
on the front forks is required legally. I cannot find
out the weight of the Wall tricycle, but if it is les:
than 3 cwt. that is all that would be pecessary. Bu:
I should imagine that the third-party cleims and re-
pairs to one’s own coachwork would cost more than
the most expensive lighting outfit, To begin with, a.
most of us are keenly alive to the danger of vehicle-
using the roads after dark without a rear light, we
should not like to transgress in this respect curselves
So the decent driver would fit 4 tail-light in any casec.
Now, if this were specially constructed, as In tl:c
second sketch, and fitted sufliciently to the off side.
one parafiin lamp would serve the treble purpose of
showing a light on the exireme off side, both in ,
forward and backward direction, and algo illuminatir.
the number-plate. Ordinary pedal-bicycle lamps a:»
made fulfilling the first two requirements, and, :;
necessary, the front number could be carried as on
motorcycle, and be illuminated by the beadlam
With the headlamp in the middle of the machine, £},
risk of knocking people over with the unlighted nea-
side of the car would-be no greater than with a side
car machine without a sidelight. Frank THOMAS.

A rear light that
acts as a forward
sidelight —a sug-
gestion for msers
of the Walltricar.
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N the course of cyclecar trips and excursions
there fall to one’s lot many strange and some-
times startling experiences. Of the many hair-

breadth escapes, of the many unexpected meetings
with long-forgotten friends, of the thousand-and-one
episodes that fill each and every journey, all motorists
know well. But now and again something does
happen which is either so extraordinary or in some
way or other becomes so impressed upon one, that
for a considerable time that specific occurrence as-
sumes a very prominenf place in one’s mind.

K is now just two years since we, two very keen
cyclecarists, set off to visit the mountains of North
Wales, amid whose snow-clad slopes we hoped Lo
spend a short but enjoyable Christmas holiday,
which journey, had it not been for the early morning
mist and a young horse, would have been quite devoid
of incident.

The little 8 h.p. J.A.P. was doing a very fair num-
ber of revolutions, and was taking the light machine
along at guite a good pace. All seemed quite safe
till suddenly, and before we had time to discern it, a
frightened young horse rushed down a slope, cleared
the low hedge and landed in the middle of the road,
broadside on to our path of progress. As we reached
him—of course there was neither time nor oppor-
tunity to pull up—he tried to jump our pseudo-bon-
net, and, failing, was struck by the top of the front
cylinder.

The shock was awful, but, strange to relate,
nothing happened except that the poor animal was
hurled into the ditch, leaving on the cylinder head
and the remnants of a compression tap a mass of
hair as a memento of his mad leap and our wonderful
escape.

In case this seeming terrible villainy should meet
the eye of some ultra-humanitarian reader, it may
be remarked that the passenger, on nervously look-

ing back, saw the horse standing in the middle of the
King’s highway, gazing after us with a look of
melancholy sadness not unmingled with sympathy.

Well, our favoured little haunt, a remote village
in North Wales, was at length reached, and, after
the usnal meal, we set out in the snow to find the
necessary accommodation to house our machine, and
then the incident occurred which, although of quite
small account; has made such a lasting impression on
our memories.

After a lengthy search we decided upon a very old
coach-house, with the snow-capped mountains for its
background, and its sides, roof and floor constructed
of very large slate slabs, as the temporary home for
our car, but the doors were securely locked and
barred, and it was some considerable time before we
found the owner and had stabled our small, low four-
wheeler in the very large and lofty premises.

The next day we thoroughly attended to the
machine and arranged to eall for it about midnight,
80 that we might have a moonlight jaunt round Snow-
don and through the passes.

Somewhere near the witching hour we arrived af;
the coach-house, and found the owner awaiting us,
illuminating the somewhat vast interior with a very
dirty candle held high above her grey head. She was
in appearance the oldest woman we have ever seen,
of ashen complexion, with little or no hair, a
shrunken. stooping figure almost grotesque to behold,
and the very picture of abject poverty; but, by her
conversation, she was a woman of some education,
and as she chatted gaily we lit our lamps and pre-
pared to start on our cold but glorious trip.

In this great slate-bound coach-house every sound
was magnified a thousandfold. One only spokse in
whispers, yet the echoes reverberated through and
through its inky depths. It was an this account that
the driver inquired, with kindly consideration, if the
good lady minded a noise.

“QOh, dear no; it won't frighten me!”” was the

ready reply.

A3E
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A CHRISTMAS EXPERIENCE (contd.).

So the passenger was tucked snugly in the cyclecar
and the machine pushed into the centre of the shed.
The lamps lit up the huge doorway and the beams
penetrated many yards ghead down the lane. Whilst
the driver was preparing to start a small coin was
tendered to the old lady—which was prowptly and
indignantly refused.

It so happened that space was g0 limited there was
no accommodation for a silencer on our machine,
and a very long exbaust pipe from a very healthy
engine did duty instead. So once again we warned
bur elderly friend that it would make a *terrible
noise,”” but we were assured we might start up within
the shelter of the shed without troubling her in the
slightest. It was then that the driver knelt down

to attend to a part of the mechanism, and the old lady .
came nearer with the light, so near, in fact, that he

had to remind her that petrol was rather inflammable

and that the tank leaked! His warning had imme-
diate effect for she retreated precipitately to the rear

of the machine and apparently to the vieinity of the

long open exhaust pipe.

Bang! crash! What was it?

The driver, as was his custom, leapt into his reat,
and in a moment we were through the great doors
and down the lane with a noise Jike thunder behind
us, and had it not been for the shrieks of mirth from
the undisturbed passenger the driver would no doubt
have had a nervous collapse. As it was. howerer,

A

“The old lady held the candle about six inches from the end of the exhaust
blue flame shot out, the candle disapperred, the ancient one shrieked, and
sounds, completed the tragedy.”

as soon &s the’ cheerful one had suficiently rece
explanations were demanded by the driver. p

“ What happened? Did you hear that hei
shriek? Did the roof collapse?” '

“No, you silly,”” replied the passenger, with fu
roars of boisterous mirth. * Nothing has hapg
except that the dear old lady held the candle
gix inches from the end of the exhaust pipe
when about sixteen inches of blue flame shot ou€s
candle disappeared, the ancient one shriekedss
the slate walls, echoing the unearthly sounds;
pleted the tragedy!” .

Oh that shriek! those ten thousand re-echoeeh
plosions! .’

Imagine, say, 100 open exhausts in one sma
roofed garage, a collection of ill-tuned e
whistles, and a van-oad of china falling down a-p

pipe, and when about sixteen inches of ?
the slate walls, echoing the uncarthly

s

L
pice, all in one vast combination, then, perhaps, you
will have a small idea of the sounds, that live in r
minds and ears even now of that midnight exit from
the heart of the mountains. o

Deafened we fled down the road, the exhauss
crackling merrily behind us, as if proud of the nﬂe
and terror it had created. The machine sped over the
snow-bound roads, and on turning a bend in
road we had our first view of Snowdon by moonli
We stopped the engine and tarried awhile in stlen
gazing at the wonderful scene before us. The mo
light on the snow and the absolute stillness fors
a marked contrast to the man-created thunder in
small slate shed on the mountain side.
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fonr-wheeled designs of cycleecars greatly out-

number those with three wheels. From one
point of view this is remarkable, for up till quite re-
cently there were many more three-wheelers on the
road than the other kind. In fact, one concern alone,
Aute-Carriers, Ltd., recently claimed that they had
more cars on the road than all the other makers of
cyclecars combined. Be this as it may, there can be

ONE cannot help being struck by the fact that the

no doubt that this company, together with Messrs..

Morgan, have been very largely responsible for the
widespread revival of interest in light and efficient
cyclecars, and both these concerns produce three-
wheelers exclusively. From this point of view it may
be said that the three-wheeler started with an advan-
tage over its four-wheeled opponent, an advantage
which, apparently, it has failed to hold. The trend
of design seems to be definitely turning in the direc-
tion of four wheels, and the case for the three-wheeler
scems to have heen dismissed without an adequate
hearing.

Charges Against the Three-wheeler.

One reason for this state of affairs appears to be
that a considcrable number of the writers in the
Press attribute all sorts of faunlts to the unfor-
tunate three-wheeler which really have no founda-
tion in fact, and appear to be unable to free their
minds from the prejudice due to familiarity with the
four-wheeled motorcar. The case against the three-
wheeler is gcencrally based on the following
charges : —

It is a dangerous vehicle if the back tyre bursts.

It causes excessive wear on the back tyre.

It skids badly on greasy roads.

It is uncomfortable, because it has three tracks.

It does not permit ready mending of punctures.

It has insuffictent weight on the back wheel, especi-
ally when the two seats are abreast, conse-
quently the back wheel will fail to grip.

It 18 ugly.

This is a formidable indictment, but the author’s
experience with a Morgan runabout has efiectually
convinced him that the majority of these charges must
certainly be dismissed, and the others can be ad-
mitted only in a modified form. Taking the headings
of the indictment in order, the firat and most serious
of all is the alleged danger when the back tyre bursts,

The defence can plead, first, that it is very rare
for a specially strong 3-in. tyre to burst, and can
quote Mr. Morgan’s experience that in driving

30,000 miles it has never happened to him. How-
ever, it must be admitted that a burst may
occur—it has actually happened to Br. Lambert
at Drooklands, when moving at 55 miles an
hour. Danger, however, was conspiguons hy its
absence, and Mr. Lambert had no difficulty in bring-
ing the car to a standstill. The truth is that there
are no real grounds for this charge at all. A three-
wheeler is actually more stable than a four-wheeler
when a tyre has burst at speed. In the former case
there is no reason why the car should not proceed in
its original direction in spitc of the burst. The
wheel being in the centre, the only rearrangement
of level due to the burst is fore and aft, and not, as in
the case of the four-wheeler, from side to side. In
the latter case there is bound to be a tendency to
swerve, and this may well have dangerous results,
but the driver of the three-wheeler has no cause for
fear in this matter.

Front Tyre Bursts.

It is more reasonable to suppose that there would
be danger in the event of a front tyre bursting. There
will then be a tendency to swerve towards the sidc on
which the burst took place, and the single baek tyre
may be quite unable to check the tendency. A front
tyre burst has actuaily happened to the author when
going at a very fair rate of speed within 2 ft. of a
kerb, on the side on which the burst took place, yet
the car was brought to a standstill without any part
of it touching the kerb. In reply to the eharge of ex-
cessive danger due to the bursting of a back or other
tyre, surely a plea of not guilty is justifiable!

The next item on the indictment is that the wear
on the back tyre is cxcessive. It must, of course, be
admitted that the wear on this tyre is much greater
than that on any one of the wheels of a four-wheeler.
It is, thevefore, absolutely nceessary that a specially
strong tyre be fitted, and there must be no demurring
as to price if trouble is to be avoided The author’s
outer cover cost over £5 for the 26 in. wheel. The
price may seem excessive, but it must be remem-
bered that it is hardly more than that of the
two good back-wheel covers of a four-wheeler.
The cover at present on the back wheel haa

run for 1000 miles, but shows very little sign;a of
A
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THREE WHEELS OR FOUR? (contd.)

wear, and bas oot lost a atud. It is of the combina-
tion type, that is, it has steel studs and rubber bars
alternately, and was made by the Continental Co.
There have pearly always been two up in the car,
and luggage has frequently been carried as well.

The next charge brought against the three-wheeler
is that it skids badly. In the author’s opinion this
charge is quite unfounded if it is intended to differen-
tiate between the three and four-wheelers. In cer-
tain conditions of the road almost any car is liable
to skid if badly hgndled, and it must be supposed
that the three-wheeler 18 no exception to the rule.
As far as actnal personal experience goes, however,
not one single instance of trouble due to this cause
has as yet been encountered, in spite of the fact that
many miles of wood and stone setts and tramlines, as
well as so-called greasy roads, have been covered.
Perhaps the combination tyre has done much to solve
this dificulty for the three-wheeler. »

Comfort,

The popular itea that three tracks mean discom-
fort certainly seems to be a reasonable one. Ardent
advocates of the three-wheeler sometimes argue that
since the crown of the road is usually the best part of
it, the third track need not disturb us. Theoretic-
ally, this does not appear a very good answer, but
practically it is & sound one. The author is prepared
to aver that he has never been in any small car of
the single or twin-cylinder type that is more comfort-
able than his little Morgan runabout, and this is
especially true when the cars are compared at rela-
tively high speeds. In this connection it should, per-
haps, be mentioned that an extra leaf has been in-
serted in the quarter-elliptic rear springa of the
author’s car, owing to the weight of the body being
rather greater than that designed by the makers of
the chassis. The Jones speedometer on the dash-
board has said that a speed of nearly 40 m.p.h. can be
obtained on favourable stretches of road with twe
up ; but the most delightful range of speed, however,
lies between 28 and 34 m.p.h.

Tyre Repair.

And now for the puncture bugbear. The author
never mends a puncture on the road, but carries spare
tubes, and vulcanizes punctures and bursts at home.
Tt must be admitted that there is some little difficulty
in dealing with the tyre on the back wheel. If it is
necessary to remove the cover for any reason, the re-
moval of both chains and both brakes must be car-
ried out before the wheel can be taken out of the
forks. With the large luggage carrier and ample
mudguarding of the authoy’s machine it is not such
an easy matter even to fit a fresh butt-ended inner
tube, so that the puncture nuisance may be a serious
one. For this reason the author intends to try
shortly one of the newer tyre-filling preparations.

The charge that the three-wheeler usuvally has in-
sufficient weight on the back wheel has been thrown
at this type of machine many times, and in
certain cases it appears to be justified. But the 1912
Reliability Trials have shown that a most sunccessful
fonr-wheeler, which has its engine placed hehind
the seats, is by no means immune from this trouble,

while at least one of the three-wheelers, with its en-
434

gine placed in front, that is, in the least favoura o
position from this point of view, went through w3t
out a stop. It is only fair, then, to assume that
three-wheeler can be, and bhas been, built which ':®
practical immunity from this trouble, which is char &«
teristic not of the type, but of particular examples=
Admitting that the appearance of the tl‘:l};":l
wheeler is not so good, as a rule, as that of the W
wheeler, and that both are inferior to the largexr €=
wo have come to the end of the list of charges brough
against the three-wheeler. What, on the other
can be said in its favour as a distinctive type? 1ts &=
portant advantages are lower cost and greater sp«=

<

a1

Advantages of the Three-wheeles
Taking the three-wheelers as a whole, it may !
said that they are distinctly cheaper than the fowu
wheelers of equally good workmanship and rep..®
tion. The absence of a differential and of a £ s
wheel and strong back axle must always make Ul
considerably cheaper to build. But it is not ooty
first cost that the three-wheeler scores; it is also i
tinetly cheaper to.run. Tirst of all, the tax is onl;
pound, a8 against two, or more usually three, guii:.
in the case of the four-wheeler. Then there 1s 1
fact that it is usnally a much lighter vehicle, and
consequently, more economical in tyres and pet:s
For the driver who loves a really quick pick-tnp =
a tremendous turn of speed it would be bard imdi.
to beat a Morgan three-wheeler. Even with the <
paratively heavy body on the author’s car these ch.
acteristics are much in evidence, and, of course, w -
be still more so with both chassis and body of !
Morgan make. It is the extraordinary lightness
excellent balance of the machine that give it (hwe
desirable features, and if sometimes one wishes tl
a little more weight had been allowed in certain pa--
one must remember that weight has been deliberat-
cut down so that_the little car shall answer to o
controls like & thoroughbred horse to the rein. TI%
sheer sport the Morgan is surely suprente ame
cyelecars. For weight and solidity look elsewhe:

For Touring

Everyone is familiar with the wonderful records ;-
up by the Morgan at Brooklands, and, if an eng):
different from the standard were used, still the fra:
and gcneral construction werc the same. Ma;
people will no doubt be more inierested in its pes
formanee in the Reliability Trials, in which its ==
cesses have been really remarkable, and prove i:
be a thoroughly satisfactory vehicle under the hard.
touring conditions. Accommodation for luggage c
be found on a carrier over the back wheel, and i+
large suit cases can be carried in this position. T
four-wheeler ¢an, of course, carry still more, but |
many purposes this will be found ample.

The three-wheeler will appeal principally to t
classes, namely, those to whom expense is a prim.
consideration and those who are in search of a. res
sporting vehicle, constructed on light and speedy Jin,
For an elaborate and, consequently, heavy and exp-
sive three-wheeler there does not seem to be a-
great future. Those who desire the greatest amo::
of space and comfort, and are *prepared to pay !
them, will probably always choose a four-wheeler, |
to the other classes mentioned the three-wheeler «
always make a strong appeal,
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of Tq.day Inaybeﬁle .......
Realities of To-morrouy

The cyelecar is likely to be pur-

Steering by the Back Wheels. =

; With reference to the letter in THE CYCLECAR irom
*“ ¥Yice Versa,”” how does he propose to drive out from
the side of the road, should he get quite close to the
kerb? This is not the only fault. Frank V, LEGeE.

Willenhall.

The Standard Road Race—Limited Fuel and

Running Costs.

I am strongly in favour of an early reliability eom-
petition, which, in view of the cost, must be a ane-
day trial, and test the muchines to the ntmost, with
a view to ascertaining the defects which might arise
in road service in Lhe ordinary user’s hands. I am
opposed to the idea that the chief development of the
cycleear will be by the speed merchants; in fact, I
am neglecting the attainment of speeds over 30 m.p.h.
There are many of us who cannot afford the cost of
running a small car which, judging by the published
figures cannot safely be tuken at anything less than
4d. per mile. 8o far as my experience goes, ab
present it apnears to be practicable to eyclecar at 1d.

chased by far larger numbers than
speed-merchauls. It therefore becomes difficult to seo
how one race for many different classes can acé
fairly for them all. Let us consider a race intended
to foster reliability and economy. Passenger and
driver of & joint ,weight of not less than 22
stone should be carried; ta give the smaller
engine a chanece, 1 would suggest that the fuel allow-
ance be limited to, say, 35 ton-miles per gallon for
single-cylinders, and less for four-cylinder engines.
This will not usually tend to cut down werghts and
dimensions to the exten} that other races have done,
in many of which the successful cars have finished
worn aut, If the pleasurable utility cyclecar is given
a chance in the race, T propose to enter two machines,
and I suggest that the organizers should consider care-
fully the possibility ef making the race conditional
upon the costs not exceeding say something like 2d.
per mile, taking the life of the cyclecar as five years,
and allowing for repairs and adjustments, including
tyres proportionate to the effects of the race and a
mileage of, say, from 3000 to 5000 miles per apnun.
A. E. ParNacorr.

IS A DIFFERENTIAL NECESSARY OR DESIRABLE?

Eifect of a Differential upon Deflated Tyres.

In TrRE CyciEcaRr, “P.B.” refers to the effect of a
flat tyre upon the running of a cyclecar. 'This state-
ment should have been qualified, insomuch that it
applies only to the rear tyres of four-wheelers that
do not employ some differential device. To take the
case of a shaft or chain-driven car fitted with differen-
tial, 26 in. by 2} in. tyres, and which, with a deflated
tyre in contact with the road, gives a diameter of
23 in. The differcntial immediatcly comes into aetion,
the sound tyre continues to revolve at the old
rate, or very near, and the deflated one revolves in the
proportion of 26 to 23 revolutions for the same dis-
tanee, this being the difference in their relative dia-
meters. Now, as the differential is there solely to
take up such sirains as these, nothing takes place kut
& shght inerease in friction due to the diflerential
action, and, of eourse, the wrecking of the tyre due
to riding in a deflated condition. In a properly-con-
structed differential the friction is very shight, there-
fore the reduction in spced would be very little less
than before the puncturc. With a car employing a
V¥ belt drive to each of the back wheels, a totally
different resnlt occurs. Usnally, in this type the en-
gine drives to countershaft, and from there to back
wheels, and as the countershaft is in one piece and
the pulleys the same size, the helts are travelling
round each end of the countershaft at the same speed.
Either the belt must slip sufficiently to allow of the
10 in. difference in eircumference of the tyres at each
revolution, or the tyres must drag.

I possess a eyclecar, water-cooled engine, car-size
radiator, three-speed gearbox, bevel drive, differen-
tial back axle, wheel steering, irreversible worm
steering pear, strcam-line body, total weight under
& cwt., that cost very little over £40.

Rotherham. J. C. LisTER.
[1t would be interesting to have a photograph and

further details of how the cost iz arrived at of this

wachine,—Ep. TEE CYCLECAR.]

The Differential Effect of, Double Belt Drive,

Those who use long belts on big pulleys do not
rely upon slip at all for differential action. The
fact of the pulleys being large and the belts long
allows the latter to be used fairly slack. In driving
the vpper run of the belt is pulled taut, while a great
deal of slack is thrown in the under run. Now, in
turning a corner, one belt only is driving, its top run
being taut; the other may be observed gradually to
change its taut run from top to bottor. In effect, it
is relatively driving backwards. This change of posi-
tion of the slack, which is, after all, only the slack
being taken up, eadily aceounts for the difference
lengths of the arcs of the circles followed by the twa
wheels, hence the differential effect. Of course, the
longer the belts and narrower the track (meaning less
difference in distance covered by the two wheels in
any given circle) the better, and unless you want to
spend your life chasing round a 20 ft. circle, doing
fancy skating on Thames mud, or executing figure
8’s, the slack aforementioned gives all that is re-
quired without any slip at all. Of course, in cxtreme
cases, Le., very bad hairpins or turning in the road,
slip must oceur. It is then usnally the tyre, but thess
occasional cases can only do qguite a negligible amount
of damage. The question your correspondent raises
as to both pulleys being the same size is an importand
one, but if they are carefully fitted in the first place
the difference in wear is very slight. They cannot
paturally remain mathematically exaet, but for all
practical considerations are aceurate enough.
“TP.E.B.W.” may rest assured that in actual practice
there is little to trouble about here. Further, belts
properly arranged on a eyclecar, as an actual matter
of fact, do not slip or stretch, and never break. As
to cost of upkeep, after what has already been written
I can only say * wait and see.”” Those of us who have

driven gennine cyclecars many thoussnds_of wmiles
know. T. A. HuBErT.

London, N.W. o
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THOUGHTS AND QPINIONS (contd.).

Does the Belt Slip?
Suggests thal the Wheel Overruns the Belt.

I have had a long experience with belt-driven
vehicles, and could prove to anyone interested that
there is no perceptible lag of the car when takin
corners, which would surely be noticed if the whee
skidded or the belt slipped in any way, as is suggested
by many people. What I believe does actually hap-
pen i1s that the off-side wheel, or the wheel which has
to revolve the fastest, overruns the belt. For a prac-
tical proof of this it will be found that, with two belt-
driven pulleys, one being the driver and the other the
driven, 1t takes considerable power to hold the driven
pulley, but if a little force is applied to the pulley to
turn 1t quicker than the belt that is driving it, this
will be found easy to do. A belt-driven pulley can
overrun its belt because it relieves the belt tension.
This i8 what happens when taking a corner on a belt-
driven cyclecar. 1If ‘' T.E.B.W.” were correct in sug-
gesting that the wheel skids round corners, this
would soon show on the tyres, and I can assure your
correspondent that the belt-driven cyclecar that 1 am
interested in is certainly lighter on tyres than any
cyclecar fitted with a differential.

JoBN FEARrRON, Works Manager,

Birmingham. The Rollo Car Co., Ltd.

[The question of what takes the place of the differen-
tial on the belt-driven type of cyclecar, and what
effect upon the belts, the pulleys and the tyres, is
produced by the absence of a differential, is a most
interesting topic, and we welcome practical ex-
planations of the problem. Other letters touching
upon this question appear on the preceding page.—
Ep. TrE CYCLECAB.f

The Standard Cyclecar Road Race.

Mr. H, Dew Anxious to Enter a 4 h.p. Monocar.

1 think 1t would give a better race if the followinz
conditions were enforced in the proposed event for
standard cyclecars :—Absolutely standard engine, the
same as supplied to customers, Only one car to be
entered by each competing malker, as it seems hardiy
cricket for one large concern to enter a fleet of casis
in the hope of one arriving first, whilst the small ma::
can only afford to enter one. If the races were or-
ganized 80 as to give the amateur or little man =
look in, what sport we should see! If expenses ai«
reasonable, I shull be only too pleased to enter =

4 h.p. monocar Harowp E. DEW.
Eynsford.

Motorcycle Tyres on Cyclecar Rims.

We note in a recent issue, under the heading
“Notes and Queries,”” the following statement:
‘* Another useful point to remember is that a 26 ir.
by 3 in. tyre will generally go on a 650 mm. by 75 mx.
rim, the former being slightly larger.”. As this 2=
likely to lead to error, you will perhaps permit us to
say that, in common with the large majority of manii
facturers, we have made our 26 in. by 3 in. eovers o
fit 26 in. by 24 in. motoreycle rims, and they mus:
not, on any account, be fitted to 650 mm. by 65 mr=
or 75 mm. voiturette or cyclecar rims. The vital di:-
ference 1s in the size of the bead clinch. The formes
has a small clinch (and is generally recessed im the
centre), whilst the latter has a very much larger bead
space and is comparatively flat. It will therefore L=
apparent that, to fit 2 motorcycle or small-bead cove:
to a voiturette or eyclecar rim is to court disaster,
and its speedy collapse through chafing of the wall:
immediately above the beads is inevitable.

Tre RoM TYRE aNp RurBEr Co. (1909), LTD.

A suggestion—a combjired
f00d'& luggage carr/érj

= wﬁ[/cn neeof/sa,very?\ : =
careful manpulalion- - ===
of e brakes, Gaase . o

THE HANSOM

CARB BODY. =
What we maysee in
the near futnre, but
an idea that has its
disadventages,

L_

R
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THOQUGHTS AND OPINIONS (contd.).

Purely Motorcycle Lines.

I was much interested in the article on *“ Belt
Drive” in the second number of THE CycLEcaR. I,
too, am of opinion that the cyclecar is over-developed,
even in its preaent state, and it is dreadful to think
what it will be next year. There is no need for water-
eooled engines, gearboxzes, or differentizl gears, let
“alone cardan shafts; but when it comes to four for-
ward speeds 1 think it is about * the limit.”’

Tiverton. Epwarp BMEESON.

Belt or Chain Drive 7
“A.H.T.” Repljes to Mr. Turner Lord.

Mr. Turner Lord, in his comment on my article
on belt drive, is perfectly correct. Under ideal condi-
tions, ehains have undoubtedly been proved to give
a standard of efficiency that belts could never hope
to equal, let alone surpass. However, having ad-
mitted so much, it may be pointed out that under
equally adverse conditions, and conditions which do,
in fact, normally obtain in cyclecar practice, belts give
quite as great an efficiency, and will wear and stand
the work infinitely better. Chams must be lubricated,
and unless the sprockets are to be mere grinding
machines, road dgrit must be excluded. This can only
be accomplished by elaborate systems of guards too
expensive for the cheap machines under considera-
tion, and worse than useless if cheap and badly made.
Belts, on the other hand, given lurge pulleys and
plenty of ]enﬁth, will, as was seen on the memorable
oceasion of the Cyclecar Club’s first run, work fault-
lessly, even in a sea of mud. Further, even if the
1deal conditions essential to the chain could be incor-
porated in the design of the genuine cyclecar, it is
quite a question if the chains would wear anything

like as long ag the
T, belts, and the
i necessarily  small

sprockets certainly

BUILT BY A
BOY OF 16,

would wear out of pitch long before the belt
pulleys would so much as require trueing. Another
important point is that this excellent double
belt drive, as has so often been demonstrated, does
away with all need for a differential, and makes a
much lighter copstruction possible for the whole
buek part of the chassis. If designers will incorporate
ifferentizls—and they must needs be fairly heavy—
there will soon be little heard of the seven to ten
thousand miles wear of back t)u:e:s,_;.n,.fea.turt'.‘\?:'f3 l:'Jl?lt-

A cyclecar, with most iﬁgeninus transmission, built by Master
R. Tyjack. Ktis described in the letter appearing on this page.

Ingenious Transmission by a Youth of 16.

Having seen the description in THE CYCLECAR of
a oyclecar built by a boy of 16, I enclose a photo. and
description of one built and designed by myself, who
am the =ame —a
age. Up to the
introduction of
the well-known
Bedelia, I had
been interested
in motorc{cling
in general, and
since the cycle-
car seemed
wi t.tlll i nI lcrf y ;
reacn, e- e © 0 esassaswgEaIIey
cided to design 3 L
one. At the
time I was onl
14 years old,
but found
plenty of
friends willing
to give me
their  advice,
among them
being Mr. H.
F. 8. Morgan.
The design
finally settled
on I will en-
deavour to ex- |
plain. The R i
frame is made ARAI A e A 2
of ash, ar-
moured where
it was thought
necessary. Between the engine cradle plates and the
frame are flat rubber vibration absorbers. The power
is transmitted from a flat 5 ip. pulley on the engine

shaft, through a 2} in. by iin. flat solid leather belb
; : to the countershaft,

which is in two parts
and run on four bal
bearings.

There are three pul-
leys on the counter-
shaft to take the drive
from the engine and
two V pulleys, with s
Whittle belt to take the
~drive to the back
wheels. The centre
pulley gives free-engine
position: the one on

- etther side drives re-
spectively either wheel.
As the two V pulleya
are of different size, it
follows that, by shift-
ing the engine belt, from
one to the other of the
flat pulleys, a high or
low gear is obtained.
The striker for moving
the flat belt over the three pulleys is connected fo a
T pedal on the foothoards, which makes rather a neat
and handy control, ag the high and low gears and
clutch are all operated by the feet, leaving the hands
Sor steering and the side brake.

I believe the transmission is now unsed on the
Glover eyclecars, but as I am not in the trade, and
bave no thoughts of being so at present, I feel sure
this concern will not accuse me of infringing their
patents. TyJacK.

Sheflield.

TN

R

i
4

O T T a——

The transmission on Master Tyjack's
cyclecar,

A37
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i NOTES @ QUERIE e

& Reaa’ezaes" Problems /nv@sﬁ?afed .

(8% The EDITOR -

Readers are asked Io wrile on one side of the paper only, and to use & separale slip for cach quastion.

o

EVERY cyclecarist should keep a careful record of
his mileage, petrol and oil econsumption, tyre,
spare parte and repair expenditure. A conve-
ment method of doing this isa'lgl making use of the
handy little diary published e year by our sister
journal “ Motor Cycling.” It only costs 6d. (or post
ree from these offices 7d.), is strongly bound in
leather, and fits the waistcoat pocket. {t. has many
good features and much tabloid information, apart
from the space for recording runs, expenses, mileage,
etc. I have kept diaries for many years, and always
find them useful, and wers it not 1mpossible for the
editor of a technical journal to confine his experience
t0 one machine, shoufd have a much better knowledge
of actual running costs. Practical information on
running expenses is always welcome, and it is to be
hoped many readers will favour us with the results of
their own experiences.
¥* * *

AIR Two cortliea]l)pndenl;zh thisthweak sen({
queries dealing with rather unuwsua
RROFELEERY types of machines. ‘H.C.” wants the
name of any manafacturer who turns out a cyeclecar
driven by a propeller. The makers of the Beacon
cyclecar, at Hindhead, Surrey, have experimented
in this direct.ion, but propeller drive is not exactly a
commercial proposition just at present. There are
many advantages and disadvantages to this system.
The great point in its favour is simplieity.

» - -
TRE other correspondent (“F.8.”
CAYnggam! Springburn) ingunires as to the Inland
* Revenue tax on a steam cyclecar, and
proceeds to give the dimensions of the high and low-

presgsure cylinders of the engine, but, unfortunately,

this information is of no use for thie purpose of ascer-

taining the amount due. The Treasury regulations

with regard to steam cars have been radically altered

for 1913. Instead of the tax being levied according

- to the bore of the cylinders, the owner bas now to
pay in proportion to the effective heating surface of

: the boiler at the rate of one

\ of such surface. Should the
A, boiler tubes be horizontal,
the whole area exposed is
taken as effective. .

FOOT ;. An illustration of the foot starter on the
STARTERS. Pam:.ncott. cyclecar. The mechanism is
e *  explained in the accompanying paragraph.

horse-power for every 3 sq. ft. -

FOOT. % IS0 00 e s\l
STARTERS. be any dificulty in applyin
starters, as used on motor-bicycles, to cycled
There is at present one machine—the Parnae
which is so equipped, and the details of its design
may be of interest. The device acts on the Wpper
length of the chain driving the countershaft, and auey
gists of a slipper carrying underneath it 2 small toosis
This slipper, sliding over the chain, is engaged wit
the heel and driven forward, when the tooth engages
with the chain, and the crankshaft of the engine :s
rotated.  Naturally, the number of revolutions i=
governed by the length of travel allowed to the Elip=
per, which in this case is about 1 ft. When th ]
gine fires the tooth is automatically disengage
while in the event of a back-fire the slipper i8¢
backwards till it reaches a metal tongue, wh
conanects it from the chain. The whole mecha
extremely simple and works well. As a ma
fact the engine on this particular cyclecar is
cylinder F.N., but any engine could be-thus &

* * *

-

FOOT- A FoOT-3TARTING device can be
STARTING porated so easily in a cyclecar
ADVAN.  expect we shall see all machi
TAGES.  fitted before many years have
An involuntary engine stoppage occurs wi
cient frequency to make the trouble of descel

* PROPELLER

“I'hie Beacon nir-propelleci.
~ DRIVEN. ::

car referred to on this

from the machine to crank over the engine som
of a nuisance. This is particularly the case when
roads are wet or, worse, when it is pouring ' heas
bard.” As on most machines, the passenger
be disturbed, as well as the driver, when the e
requires starting up, any device that obviate
mounting becomes even more valunable on a ey
than on a motorcar. Many single and twin-cy
engines used on cyclecars cannot be run very
for any length of time when the machine is a
and it is always advisable to stop the engine i
ing still for more tham a minute or two, which &
minds doing, if it can be started again easily.
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