For a global grouping of Scott lovers

Special Announcement
The Scott e-Newsletter
A subscriber profile 1.
A subscriber profile 2.
Technical Q&A
A technical case study
Lifestyle section.
Scott’s in competition.
For Sale/Wanted Section
Supplier lists
Disclaimer
The Final Word

Please note Steven Enticott’s new email address is
steven@enticott.com.au

Special Announcement
www.scotttechnicalities.com.au
A free technical site dedicated to helping out other Scott owners is now up and running.

Is your shed better than this one?

We love shed photos – any you spot (or yours) please
Keep on sending them in!
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The Scott e-newsletter
Produced by Steven Enticott and Roger Moss as a private non profit making project. It is
intended for all who have an interest in Scott motorcycles, their variants and their history. The
objective of this free monthly newsletter by email is to promote a sense friendship, fellowship
and objective mutual help and interest, using modern communication technology.
This newsletter is not connected with “The Scott Owners Club” or any of its sections. We do,
however recommend membership of the SOC to those with serious long term Scott interests.
Roger Moss and Steven Enticott are both members.
We are very happy indeed to receive your suggestions and especially your contributions to
improve and develop this newsletter. In truth, if you like the concept, please help with the
contributions, as the organisers will find it difficult to continue to supply regular new copy
unaided. Help us to help you!

Other languages.
We publish this newsletter to help others. We do not reserve copyright. We would be very
pleased if any person wished to translate the published information and make it freely available
in any other language.

For commercial re publishing in the English language.
Please contact us first, but hey we need the publicity, just acknowledge your source, this is all
we will ask.
To receive your free newsletter, send us stories for publication, feedback, support or simply to
be taken of the list contact Steven Enticott at steven@enticott.com.au
To send technical copy please contact Roger Moss at roger@mossengineering.co.uk

Edition 7

-3–

2006

A subscriber profile 1.
Erik van Dongen

Part 1 of 2 parts

Some time ago Roger asked me if I might consider writing a subscriber profile for the
newsletter. Well, practicing my English is never a bad idea so I said yes…
Being only 33 years of age I do not have a long history of motoring in "the good old days" but I
hope my story makes good reading all the same.

Hash and small wheels
The first milestone in my motoring life was going to study in
another town: moped time! At last I would be able to work on
real engines… I thought. On top of my list was a 1960/70's Puch
or Tomos moped, the ones with the geared engine and the
Harley style high handlebars. "Hash-Puch" they were called in
Holland.. I wonder why..
But then there were my parents… even after impressing them with my skills in technical LEGO
for my entire childhood, they were not convinced at all that I could keep such a beast going….
So no hash-Puch for me! Instead, my first steps into motoring were made on a practically new
and ferociously slow Vespa 50cc automatic scooter. A choice that later proved to have had a
great impact….

Jawa time!

…or not!

The little Vespa served me well for a few years and commuting to school was always a
pleasure. While studying to become an accountant during the day I was looking for something
to keep me busy in my spare time (of which I had plenty of course being a student..). So after
getting my motorcycle-licence (a totally different story… let's say I was not naturally gifted…) I
was on the lookout for a bike to restore.
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It had to be simple, preferably a two stroke and most
important, it had to be cheap! So my mind was set on a
Jawa or CZ from the 1950's. With some cash burning in
my pocket I was on my way to my first ever autojumble.
And suddenly, there she was. Looking a me with her
glassless headlight she was simply begging me to take her
home. "What was it, what was it?", I hear you think….
Well, a Vespa 125cc of course! Yes, no Jawa or CZ after
all, the scooter-bug had bitten me hard…
Me wearing a very stylish Hawaii
shirt besides my first Vespa 50cc…

At home my parents had no faith at all in me being able to get this bike back on the road but I
commenced taking it to pieces nevertheless. And that it is where it is today, in pieces on the
attic.. So my parents were right after all…

What's that under my bed?
That Vespa was the start of a long lasting love affaire with a large number of scooters. In fact,
having moved out of my parents house to an apartment of my own, the scooters were
everywhere… My second (and largest..) bedroom was my workshop, there were scooters in my
living-room and even one under my bed! Thank god for the invention of the elevator….!
At that time I met my wife and somehow she became just as enthusiastic as me about "that old
crap". Well, some might think "I wish my wife was too!" but let me tell you, it would be easier if
she pulled on the brake every once in a while when you want to buy yet another vehicle….
Together we became very active in our local Vespa club being away almost every weekend.

Another restoration project
And then suddenly, there it was! The restoration-project of our dreams: old, brown, cosy and
with a large kitchen and garage: our new home! Only one our after looking at it for the first time
we bought a 1953 Norwegian house in a very sorry state. And all because we both got "such a
holiday-feeling" while looking at it! In fact our house is a gift! It was donated by the Norwegian
Red Cross to the Dutch people after the great flood of 1953 as an emergency house. Now, after
more than 50 years it is still there…
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Motoring was put on hold for a while as
we had to do quite a lot of things to get
our new home in order. New wiring,
central

heating,

plumbing,

ceilings,

kitchen etc. One does become rather
handy that way!
A selection of my scooters in front of
my neighbours house (same as ours)

Then the moment came I was waiting for… the building of our new garage/workshop! At last I
would have the space to work on my bikes in a comfortable manner. A hydraulic working table,
lathe, an enormous workbench and central heating… and of course a wife hoping to see me
from time to time too…
But as you might know, with more space only comes more junk so my collection at one moment
peaked at 17 scooters, two sidecars and two motorbikes…. "Motorbikes, REAL motorbikes? " I
hear you think. Yes real bikes but more on that later!

Wedding chimes….and two stroke smoke!
Having your own house and garage and a girlfriend that likes bikes too, it was definitely time for
a wedding. Of course, being scooterenthusiasts the choice of weddingvehicle was easily made….. it had to be
an Ape! Not to be confused with King
Kong, this is the three-wheeled freight
version of the Vespa scooter. So after
weeks of working on the Ape (including
changing the entire engine) all was set
Cozy, very cozy…
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Plugs in your ears and off we were…. But not for long. In sight of the town hall smoke was
emerging everywhere and the Ape gave up on us. It appeared to be a massive short circuit and
the battery died on the scene… Our marriage though is still going strong!!

Four wheels better than two?
A few years back we had a brief, but enjoyable
escapade into the classic car scene with a 1969
Citroen

H

van,

but

we

decided

motorcycles/scooters in the future.

to

stick

to

When you can

practically hear your van rusting away in the driveway
because there is no place in the garage (in fact even
when it was completely empty, the van was to high to
fit in..) the only right choice is to sell it again. It was a
shame because I never rode a vehicle again that has
such a high "instant-smile-effect" on any bystanders!

Our 1969 Citroen van… slow, very,
very noisy but so much fun!

Going "fast"
During the last few years normal ride-outs and rallies were getting a bit boring. So we needed a
new challenge. After participating one time in the Coupes Moto Legende track-sessions on the
legendary Monthlery track I knew it: demoraces, that's it!
As in Holland they only race on street tracks
and you always need a track-licence, we
visited race-tracks in Germany, Belgium and
France. Anytime you see some lunatics on
small scooters going pretty fast on classic
track-demo's between the Triumphs, Ducatis
and other bikes, you bet it is me and my
mates!
Me going fast and looking mean on the famous
Francorchamps track (tuned 1964 Vespa 90)
Currently I'm preparing a 1955 125cc two stroke Italian Cimatti bike for track sessions in 2006.
And of course I'm going to try out the Scott!

2nd part next edition…
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Subscriber profile 2

Jeff Meehan Part 6.

Before we meet the ladies it is however necessary to meet the man, George. He became our
neighbour when we moved in to our new house and he knew I was interested in motorcycles.
This was made rather obvious as quite a few of the Ariel Owners members used to meet here
so as to make the run to club nights more ‘interesting’ It was also used as a collection point
before setting off to rallies, club runs or just as somewhere to call in for a cuppa and chat.
To emphasis the interest there was the fact that for the last fifteen years I had been back and to
work on a bike every day and this had meant riding down the road where George lived and the
site of our new house. Mostly this had been on Ariels but at the time I am relating to the Healey
had also been and gone. Competition riding had given further evidence with the road-racing
outfit, a succession of trials bikes and at the end, three seasons with the trials outfit. All these
bikes had been washed down on the drive, worked on in the garage and fired up along the
private road that adjoins our house. So to not notice that motorcycles were a big item in my life
George would have had to lose at least three of the five senses.
He was a man of legendary meanness and it was this fact that was going to make subsequent
events a little surreal. The new house was made affordable by another promotion at the Lab
and by being in the right place at the right time within a year of moving into the house another
came along. Two promotions within three years was a novelty in the scientific community of the
Civil Service and I felt that it was necessary to mark such an occasion by buying a car. This
meant that the journey to work became less enjoyable but now I arrived in a condition to attend
to my new responsibilities without the need for a major change of clothing - and I was always
dry.
One of the hidden detriments of the change of transport was that although it insulated me from
the weather it also separated me from people and where before George would acknowledge me
when I left or arrived on a bike, in a car I was just another motorist. He had been a really keen
motorcyclist in his youth and although he had not ridden for several years the interest was still
there. This was evident as each time I got a different bike he would, at the earliest opportunity,
come across for an inspection. He was a very terse man who’s desire for economy seemed to
extend even to words and he would never use three were one would suffice. It was the Healey
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that really broke the ice with him and he did for the only time become quite animated and
talkative on his first viewing.
It was then that he mentioned that he still had a bike, Lizzie Norton he called her. It became
something of a ritual for the next ten years as I tried to buy Lizzie from him. At every meeting I
would ask “Are you ready to sell her yet” only to receive a gruff “No” in reply. I even, at first, tried
to get him to let me see her as apart from the make Norton I knew nothing about her and
George would never go so far as to waste words describing her.
So to say that it was a surprise when George turned up unannounced on my doorstep in the
week that I had finally sent off the Fantic outfit to Bob to America and for the first time I did not
have a bike on the road would be an understatement. For a man who had kept his side of the
conversation down to one-word replies for nearly ten years his opening line was sensational.
“Do you still want Lizzie Norton”? I assured him, profusely, that I did but before I could even ask
him the price he continued “I won’t sell her to you or anybody. I want to give her to you on
condition that you ride her” It later transpired that two events had conspired to make for this
remarkable change of heart. The garage where Lizzie was kept was on land earmarked for a
housing development and he had received a year’s notice that the garages would then be
demolished. Secondly he was still at that time driving although he was close to eighty, he had
been involved in a minor collision and the police had insisted that he re-take his test and have a
medical to ensure his fitness to drive. George took this as an affront to his dignity and rather
than submit himself to the tests sold his car and also realised that he would never be able to
ride his beloved Lizzie again.
His desire that she went to a good home had even overwhelmed his mercenary instincts which
was a bonus because as soon as I saw Lizzie I would have been an easy target for making
money from. Although well past the ‘oily rag’ condition she was absolutely complete, she had
only had George as her owner from new and after an oil change, new plug and fuelled up she
started fourth kick despite having never having even been moved for fifteen years.
Despite my protestations George was adamant that he would not take any money for her but
equally insistent that she needed to be ridden. I explained that I would love to give her the full
restoration treatment and after agreeing that this was what he wanted he handed over the bike,
log book and the certificate of purchase from October the thirteenth nineteen thirty-four.

Edition 7

-9–

2006

George’s restriction on paying for the bike did not, I agreed with Maureen; ban us from buying
his wife a present. Knowing what a fan his wife Margaret was of the snooker and that she
watched it on a tiny black and white television was to provide an ideal opportunity. I went to the
local television shop armed with the times that we could guarantee that George would be out of
the house and arranged for delivery of and setting up the biggest colour set in the shop - to be a
surprise when he came in.
We watched as the delivery took place but it was nearly a week later before we saw either
George or Margaret to talk to. It was then, after speaking to Margaret, that it seemed that
George had reverted back to his normal mode. I asked if she was enjoying seeing the
programmes in colour and was astounded when she said, “I can’t watch it, George has taken
the plug off because he say’s he is not wasting his money paying extra for a colour licence!” I
was both annoyed and amused at the same time but resolved both emotions by taking Margaret
down to the Post Office, buying her a colour licence, taking her back home and replacing the
plug. I left her with strict instructions to call me if George created any problems but the matter
was never again mentioned and Margaret, and I suspect George, enjoyed full colour viewing
from then on.
As I now had the ‘luxury’ of a car there was no need to rush the renovation of Lizzie as I had
continued to refer to her as. Although some of the components of the re-build are now looking a
little shabby after more than fifteen years of use I am well pleased with both the performance
and the looks of the bike. When I had complete the project I called George across to my
workshop to witness the results of my labours practically one full year from getting Lizzie in
there.
I was delighted when he gave it his full approval and not a little surprised when he got a little
emotional about his old bike. Mind you” he said over the roar of the engine seemingly extra loud
in the cramped confines of the workshop “That’s the new engine isn’t it?” I stopped the engine
so that we could converse without having to shout and was able to confirm that the engine was
a later model than that original fitted. George then divulged a little more of Lizzie’s history.
He had bought her new in 1934 and used up to the outbreak of war and through all the years of
conflict as a solo. For several years after the war, before he had bought a car, she had been
used with a sidecar to provide family transport. When he was demobbed in 1947 he had wanted
to buy a another Norton but the restrictions on new bikes were that they were only available for
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‘Export Only’ The problem for George was that, as he put it, everything in the engine, gearbox
and clutch was in a very worn state. He had in 1947 contacted the Norton factory to assess his
chances of a new machine and they had a ‘good news – bad news’ message for him.
The bad news was that an American serviceman had bought a new Norton to take back to
home but driving it away from the shop he had been in collision with a London bus and been
tragically killed. The only positive to come out of such a sad story was that the shop had
recovered the bike and although the front end and most of the cycle parts were written off the
engine, clutch and gearbox were in pristine condition and had covered less than two miles.
Through the Norton factory George arrange to buy all these components and have them sent by
train to our local station. From there he collected and fitted them and the resulting machine is
shown below fifteen years on from my restoration.

1934 500cc ES2 Norton with later 1947 engine and gearbox
Being a motorcyclist I couldn’t resist asking George what had happen to the original items. “Ah
yes, I put them in the crate the new ones came in, as far as I remember they are still at the back
of the garage” If you have followed this narrative closely, you will recall that I had taken a year
with the rebuild and that was the exact time that George had left on his garage. I immediately
got him into my car and literally shot round to the demolition site that was now in the place
where all the old garages had stood. Incredibly they were taking down the garage next to
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George’s as we arrived. I rushed past the bulldozer to get to the door and after unlocking it
found inside under a tattered oily canvas sheet, a wooden crate. Not really daring to believe it I
prised open the lid to find ……….
Unbelievably a complete 1934 engine, a ‘Dolls Head’ gearbox from the same year and all the
components for a Norton clutch. Obviously this would have to be made into a bike, that the
engine would have to be capable of returning to Lizzie was an essential. I have struggled for
years to find the exact frame as Lizzie but could never afford the ones I found. In the end I
settled for a 1930 Norton twin frame, used a later ‘Lay-down’ gearbox and made my own engine
plates so that I could, if required, swap engines between Lizzie and Norma the motorcycle
shown below.

‘Norma’ a 1930 Norton fitted with Lizzie’s original engine

The ‘inheriting’ of Lizzie took place at a time when, although not settling for a ‘pipe and slippers’
retirement, I could see to the horizon of the age of fifty-five and the option of taking retirement
looming but things were about to change dramatically at the Laboratory and my life with it.
I had started work there as an electrician but by good fortune I had progressed up to be a
technician on the Nuclear Synchrotron that was the facility that the Laboratory provided. Put
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simply this giant machine uses forty huge magnets set on an eighty-metre diameter circle to
contain, for less than half a second, a stream of electrons that were being accelerated. Without
straying too far into the bizarre world that physicist inhabit the word acceleration needs here to
be explained.
In our real world we think of acceleration as – something of the same mass being made to travel
faster by the input of energy – However if you explain exactly what is happening in terms of
mathematics you will need a set of equations. It can then be seen that the equations will still
hold true if – something travelling at the same speed is given extra mass by the input of energy.
In a synchrotron the electrons are already travelling at close to the speed of light and cannot
therefore go any faster, when they are injected into it. So in the next half second they actually
travel nearly one thousand miles around the orbit picking up increasing energy all the while from
radio frequency cavities in their path. This stream of highly charged particles is then diverted out
of the machine and is used as a ray or beam of light by scientists to investigate the structure of
materials at a sub-atomic level.
In the late nineteen seventies permission was given to build a completely different type of
accelerator, a thirty million volt Van de Graff machine. I was offered a post on research and
development of the new facility and I grew with the continuing tasks to eventually commission
the electrical and electronic control systems. As the machine neared completion I moved on to
the staff assembled to run the facility and at the time of the closure of the machine ten years
later I had moved up to be in charge of the running of the machine.
The word closure was not too unexpected in a climate of government cutbacks, rapidly
changing physicist’s needs and the rapid development of computers. Fortunately we had plenty
of advanced notice of this shutdown and I decided that instead of seeing possible redundancy
as a blow decided to see it as a challenge. It was an offshoot of my sporting activities at the Lab
that was to provide me with a living. I had represented the Lab in a variety of sports football,
cricket, volleyball, chess and table tennis and in addition I ran the Lab’s Sea Angling Club. We
had as a club travelled extensively in pursuit of good sea fishing and the interest was strong
enough that I bought for my own use first a fifteen-foot dory then a twenty-three foot mini
trawler. I put the proposal to Maureen, if I got the necessary qualifications and could equip and
use the boat for trawling, potting and charter work in the time remaining at the Lab to give
myself three years to see if I could make it work….

Edition 7

- 13 –

Part 7 next edition…

2006

Technical Q& A

Getting a smooth ride.
A few years ago, an owner from Australia wrote to me to ask if I could give him any advice to
help alleviate the serious vibration of his Scott. I suggested checks to be sure that the engine
itself was in acceptable condition. Some time later, he responded that he had carried out all
these checks and the engine seemed to be in good condition, but he still had the problem. My
suggestions and reasons were this.
The original Scott design was the concept of the inspired creative mind of Alfred Scott. It
featured a heavy flywheel and an engine that was securely bolted to the frame. A Scott engine
is not balanced as most other engines, but the energy that causes vibration is absorbed or
damped by the rotating mass of the flywheel plus the weight of the engine unit. On modern
bikes they often put small weights in the end of handlebars, as by increasing the weight, they
can quench vibration. We must remember that there are a very few really gifted men born each
century and that no amount of teaching will produce a painter or composer to match the
legendary names of the past. It was inevitable that the sincere, well trained and experienced
engineers who became responsible for design and development following Alfred’s early
departure from the company, were of lesser stature. Some changes they made in good faith,
brought problems, but some, like vibration, were inclined to become apparent only after some
time in use.
In the late 1920’s Scott’s were faced with the problem of keeping parity with the increasing
performance of some of the other competing motorcycle manufacturers. They responded by
introducing the Long Stroke Engine, where the duty on the cranks in relation to available metal,
reduced their operating life. They also reduced the weight of the flywheel and the crankcase
had been changed from the original Two Speed pattern to a new design with different fixings.
The new flywheel of reduced weight, does not have enough mass to absorb the vibration forces
generated by the engine. If the engine components become worn or are not in correct
alignment, then the engine will generate appreciably more vibration, which makes the situation
worse.
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In order that the vibration is absorbed, more mass is required, and by fixing the crankcase
securely to the frame, the weight of the frame becomes added to the weight and flywheel effect
of the engine to give a much increased damping effect. Unfortunately, the design of the fixings
that secure the crankcase to the frame are not completely effective and this can allow the
engine to dance up and down in the frame. This produces heavy uncomfortable vibration.
Let us consider each mounting point in turn.

The rear upper engine mount is the best of the three as whether it is used in a single down tube
frame or a duplex type, it is provided with a central strut section to clamp up firmly against. The
crankcase is open at this point and totally able to bend inwards the small amount necessary in
order to clamp firmly against the central solid element. Please note that you rarely see cracking
or broken lugs in this position.

The bottom rear engine mounting comprises two lugs which are machined to achieve an
internal gap of 5.001”. The forward section of the gearbox undertray, which will act as the strut
element to which the rear lugs of the crankcase will be clamped, is machined to have a gap of
5.000” Unfortunately, the designer did not realise the significance of the bottom deck of the
crankcase being continued right up to the lugs. Unlike the top rear, which has some flexibility to
clamp up securely, the bottom lugs are prevented from flexing inwards slightly to allow secure
clamping to the undertray by the presence of the bottom deck of the case. The crankcase often
is able to dance up and down here and wears the intended abutment faces so that the gap
becomes bigger. Take a good look at these rear lugs. The left hand inside face is usually the
most prone to wear. When the fine pitch 5/8” nuts are done up, they try to break off the lugs.

Look at all the Scott’s you see and count the ones with broken and re welded rear lugs or those
with cracks around. The solution is to allow the lugs to flex inwards a little by sawing two slots
alongside the lugs in the underside deck of the case
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If you have wear on the inside of these lugs, file them flat carefully and fit close fitting washers.
As most wear takes place on the rear lower left side, you might find that it is only necessary to
fit a washer to this side.
We are left now with the front engine mounting. In this case, the frame is quite flexible enough
to move under clamping to be secured against the crankcase. Unfortunately, however, whereas
both rear mountings have a solid spacer between them to clamp against, the front does not.
The bosses look substantial, but inside, where you can not readily see, there is only an outer
wall.
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The result is that if you try to do up this fixing securely, the case will warp inwards under the
unsupported force and will alter the crankshaft end float setting. Look again at the Scott’s you
see and note that a significant number have had pieces of the front bosses broken off and re
welded. Without a solid strut inside, this fixing can not be tightened enough to make it secure,
so the engine can often dance up and down here too.

The best solution that can be implemented providing that the previous vibration has not worn
the holes in the bosses too big, is to tap out both front bosses to accept M16 helicoil inserts.
Get a length of M16 steel threaded studding and cut off two pieces 10cm long. With the engine
in the frame, wind in the stud section so that you are left with enough length protruding to fit a
heavy duty washer and an M16 nut each side. This will provide a solid and secure fixing for the
front of the crankcase that will not allow the engine to vibrate in the frame and will neither break
the bosses nor distort the case and alter the crank end float figure. If you have had vibration
and your engine is in reasonable condition, you can make a dramatic improvement by following
these procedures.
As regards other options, we like to put a steel ring under the RH rim of the flywheel to increase
its total weight. This also makes the engine smoother, makes tickover and town driving more
controlled and enhances the handling stability of the bike. To those who treasure originality
above all else, warts and all, I hope you enjoy your warts! For me, I think Alfred would never
have committed these engineering oversights, so consider these discrete compensations will
help in some very modest way to make the bike that bears his name, a little more worthy of
bearing it.

PS. The Australian owner to whom I suggested some of these solutions years ago,
responded to tell that his bike was transformed.

Roger Moss
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A technical case study

Lofty Lube (part 2)

Part 2

Mike Fennell

Design principles

A child of adversity
The last person you would expect to commit the First Deadly Sin of Scotting - swapping over
the packing glands - would be Lofty Avis ; experienced and knowledgeable Scott expert ;
Technical Correspondent of the Club in it’s early days. But he did. The date is not certain, but
was probably 1962/3, and the place was the unlit garage of a lodging house on the Isle of Man.
It was TT week of course. Admittedly, the circumstances were far from ideal. A crank had
broken on the Sulby Straight and following an unlikely series of events the replacement did not
arrive until the day before he was due to return home.
“With no electric light and only an old rickety table as a workbench, much patience and
ingenuity was required. It was a copy of the bible and several prayer-books which supported the
crankcase whilst I fitted the block. I worked through the night by candlelight, flashlight, and my
small lead-light which ran from the battery.”

(Yowl V15.11 Aug ’88)

With dawn breaking the job was completed, but there could be only one outcome to the
disastrous mis-assembly of the glands. The long journey home turned into a misery of airlocking and flooding of the Pilgrim, three piston seizures, and clouds of smoke from opening up
the plungers in an attempt to prevent more seizures - based on the mistaken belief that the
pump was at fault. It would be nearly two weeks before he had gained sufficient detachment to
turn his attention again to the Scott – and enlightenment was granted, as he relates ….
“ At this point, I guess, the old grey matter was fairly well stoked up and after a meal and two
pints of homebrew I retired to the throne-room to commune with nature. It was during this
natural process that the cause of the problem was revealed to me. Now I can’t credit this to my
Guardian Angel because he doesn’t need to visit the throne-room; however, the analysis is
simple - once you see it. At small throttle openings, the cyclic pressure changes in the
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crankcase are small, but at more than half throttle they reach an appreciable part of an
atmosphere. The packing-gland apertures are arranged to coincide when the crankcase
pressure is below atmospheric. But, with the glands crossed over … “The oil ports were
registering when the crankcase pressure is high. That’s why a “fistful” in first air-locked the
pump which is not designed to force oil against pressure. The clue was there but I just didn’t
see it at the time.”
It’s an ill wind that blows nobody any good and in this particular instance we should be grateful
to a wise Providence for visiting such a painful experience on Lofty Avis, because it was actually
the germination of a great idea; probably his greatest ... “I spent much time thinking about
crankcase pressure cycles, and even made fittings to my engine to measure them, plus oil flow
and dilution. It was in that very throne-room, about two years later, that the idea for Loftylube
was born ; a child of adversity indeed ! “

Gas-flow and oil transport

Scott owners have always known that a Pilgrim pump running on average settings delivers too
much oil in town and traffic, and that the excess gradually builds up somewhere in the
crankcase - the amount depending on how long a restricted throttle opening is maintained.
This rather imprecise sort of knowledge however did not satisfy the Avis thirst for a more indepth understanding of the process.
The aftermath of the swapped – glands episode had provided a key insight into one part of the
equation …“The amount of oil transferred to the combustion chamber, and hence to the
exhaust, depends on gas-flow, i.e. product of engine revs., and throttle opening ” and he went
on in 1965 to carry out a series of detailed investigations to further expand his knowledge.
Although the account of these researches in “Pilgrims Progress” is rather sparse in places it
does make very interesting reading - oil-fling from the crankpin , for instance, was watched
through a transparent crankcase door … “ the oil … escapes largely from the back of the crank
at a point a few degrees before TDC. It rushes straight up and heads for the gudgeon pin area.
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It runs back down the crankcase walls and the blast of the gas displacement of the big-end
throws it about a bit. It never seems to go near the small-end again.”
Oil delivery to the big-end was also investigated in a way that probably involved driving the
bottom-end assembly with an electric motor … “Experiments with tiny plastic sachets fitted onto
crankpins were carried out on a bench and showed that the efficiency of the knife-edge crank
was low as far as oil pick-up was concerned. It gets better, however, when the main-bearing
feed rate is increased, and soldered-on “knibs” of copper foil improved things quite a bit
more “ … this is a tantalisingly obscure reference, of which more anon.
For my money though, the most revealing investigation of all was the “Kit-e-Kat” experiment in
which the amount of oil draining down into the wells was measured. It turned out to be a
surprisingly high percentage.
Lofty “The crankcase drain plugs were equipped with tiny flap valves and an empty Kit-e-Kit tin
was fixed beneath each on a quickly detachable bracket. The machine was driven daily to work
at different speeds and throttle openings and the oil consumed was measured. The oil
“recovered” was also measured after being cleared of petrol. The results were interesting. With
the pump set at the ludicrously high rate of “one in three” … the proportion recovered was 60
– 65 % at a maintained 70 mph ( ¾ throttle ) and 85 – 90 % at around 30 – 40 mph in traffic.
When left ticking over the engine seemed to manufacture oil.”
In other words, the amount of oil centrifuged from behind the spinning crank as droplets and
carried by gas-flow straight into the combustion chamber is at most 40 %, dropping to 10 – 15
% in traffic, and negligible when idling. All the rest drains down the crankcase walls by gravity
towards the well, which must always be more or less full. The sweep of the big-end plays an
important part, firstly on the down-stroke, aiding drainage, and then by clearing overflow from
the well on the up-stroke - with an efficiency determined by rpm - in a form of splash lubrication.

Edition 7

- 20 –

2006

An illustration of this crankcase circulation theory

There is one other important factor needed to complete the oil transport equation - that of time.
Oil delivery by the pump in a total loss system is necessarily very slow, possibly less than one
ml per minute, so at very low revs it must take several minutes at least for an idling engine to
build-up a significant excess. Could it perhaps take even longer, say 10 – 15 minutes, to reach
an equilibrium condition? We can only speculate but, whatever the answer to this question,
there is no doubt that the reverse process of crankcase emptying is achieved in seconds by
simply opening the throttle, with the all too familiar result.
Assuming I have not misunderstood Lofty’s view of these crankcase events we may now be in a
position to take a closer look at what he believed to be the worst-case, a long Alpine descent.
Two-up, with touring luggage, and low engine braking effect, you would be very worried about
brake fade, so it’s probably bottom gear and throttle firmly closed every inch of the way. Engine
speed between the hairpins would be around 3000 rpm - 5 or 6 times as high as when idling with the pump delivering oil at a proportionately high rate. Gas-flow will also be increased of
course, but the pistons are having to suck air in past the closed carburettor slide and through
the pilot jet, so the balance of the equation is strongly in favour of oil build-up.
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Finally, there is the time factor also against us - it may be 30 to 40 minutes before you can
open up again and then, in Lofty’s words, “… blanket the village in the valley! “

Solutions – ancient and modern
Efforts to solve the bugbear of oil build-up have always been directed at what seems to be the
most logical and obvious point - control of the delivery rate.
Turn down the Pilgrim settings, or the drippers, for town work and that is really all you can do
with a standard system. As is well known of course, reliability of oil delivery gets very suspect as
you reduce the pump settings and 1 in 6, or 8
is the practical limit, when 1 in 10, or even 12 would be better. Hence the current popularity of
reduction gearing, first made practical by Dennis Wray in the 70’s, which allows lower settings
with reliability.
Two problems have to be addressed though with the “turn it right down approach” which apply
in different degrees with, or without, gearing. Firstly, although the rate of oil build-up will be
slower you can’t get away from the time factor. On a restricted throttle the end result will still be
a certain excess which must be burnt off eventually. Secondly, there is the need to re-adjust
pump settings for “belting”, a tiresome procedure at best, and possibly dangerous if you adjust
the pump from the saddle which I used to do in student days. What this means in practice is that
most people will settle for a compromise setting that inevitably falls between two stools.
Actually, the earlier Avis two-position, foot-controlled pump, which was a pre-cursor to
Loftylube, might well be worthy of resurrection in combination with reduction gearing. “ … for
some years past … various systems have been devised … The first was a mechanical linkage
between the oil- pump plungers, aimed at providing a quick synchronised change of setting of
the two feeds. It helped quite a bit on Alpine passes and in the Blackwall Tunnel …” Reduction
gearing would make such an arrangement easier to set up, a fact that was known to Lofty in
the days before the Sturmey-Archer solution was developed. Then you could really turn it down
for traffic and down-gradients and still have peace of mind when the urge came to wind it on.
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Not so good on originality of appearance though. At one time Lofty’s 49’er had three separate
foot controls on the off-side - Pilgrim pump, ignition timing, and gear change, so he obviously
had a pretty nimble right foot!
Petroil conversion, a long-time favourite of some owners, is a naturally efficient way of metering
oil-feed to engine demand. Not as good in this respect though as the best in throttle-controlled
designs which, according to Professor Blair, vary between 200 to 1 on light load and 100 to 1 on
full load. (The Design and Simulation of Two-stroke Engines 1996) Petroil could also stand to
benefit more from modern oil technology than competing systems as it may be possible to
reduce the pre-mix ratio to 50 or 60 to 1. Getting enough oil to the glands and mains, tucked
away as they are behind the crank, is a complication requiring extra oil feed in one way or
another.
Lofty was not a fan, his comments revealing once again how much value he placed on good low
speed combustion … “ A petroil system solves a lot of problems but brings others in its place …
the engine can still “store” oil and blow out clouds of smoke. Carburation seems less smooth
and the exceptionally good two-stroking of the Scott power-plus motor (when properly timed)
has been absent on all the petroil jobs the writer has come across.”
How about throttle control then, the theoretical ultimate in precision metering of oil to exactly suit
the engine demand? A very attractive idea but not as easy to achieve in practice as you might
hope. I was amazed to discover, quite recently, that even the combined might of Suzuki and
Mikuni was unable to make throttle control completely foolproof on the GT750 3 cylinder twostroke engine. In fact I believe that they might have subscribed secretly to Yowl under a false
name (any record of a Japanese “member”, Harry?) because they appear to have cribbed
Lofty’s idea by fitting a one-way scavenging valve in each crankcase, at least 5 years after the
original Loftylube articles were published.
The oil build-up that was giving trouble must have been very small by Scott standards and it
was not re-used but was passed to the transfer passage of an adjacent cylinder and burnt.
Naturally, the marketing department made a virtue of this particular necessity and gave it a
suitably grand acronym – SRIS - Suzuki Recirculating Injection System. I wonder now if Lofty
ever knew about this very considerable feather in his cap? And did they patent it? Perhaps he
should have discarded the parochial “Loftylube” title and called it something like “Automatic
Valve Induction Scavenging” - AVIS - instead!
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Basic principles of Loftylube
Cutting down the oil delivery rate in one way or another, then, represents what could be called
an orthodox approach to the problem. Scavenging excess oil from the crankcase wells, on the
other hand, is a radically different proposal. By Lofty Avis’ account this dry sump/total loss
hybrid system can significantly reduce oil contamination of combustion almost regardless of
how much is being delivered to the engine.

The original Loftylube pump setting was the equivalent of 1 in 2 at the crankcase inlet and Tim
Sharp at one time even used 1 in 1 on his version - four times as much oil as the normal
maximum. So, scavenging to control the level in the well and reduce oil available for transfer is
the first design principle, and is closely allied to the second - a greatly increased delivery rate.
The Avis theory seems to be that doubling the normal maximum oil delivery effectively takes
care of the most heavily stressed and/or overheated engine components in all conditions, in
spite of the drastic reduction in splash.
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Now what about those mysterious “soldered-on knibs of copper foil “ mentioned earlier ? There
is no detailed description anywhere as far as I have been able to find, but in two other articles
we have … “ A set of soldered-on tabs of copper foil served to feed the oil to the crank and
appeared to function OK.” (Oct ’66) and in April 1989, following an account of a crank failure …
“ I later learned about the stronger cranks made by Silk, but as far as I know, these do not have
the means of transferring oil from the main to the big-end, an essential feature for Loftylube.”
What can it all mean ? Well, the best guess we have been able to come up with is that these
tabs may have been designed to deepen the crank knife-edge in the immediate vicinity of the
drilling through to the big-end, taking maximum advantage of centrifugal force to generate oil
pressure. There is just about enough room behind the crank for an addition of this nature.
Lofty had found during bench testing that the knife-edge is inefficient at picking-up oil, which is
also the opinion of Tim Sharp whose experience suggests that big-end life is no better than on
plain cranks. Actually though, the theory of centrifugal pressure does seem a reasonable one
since calculation indicates it would be over 4 psi at the bottom of the groove at 4000 rpm which is certainly enough to give a greatly increased flow through the drilling. The trouble is
that the drilling in question is not at the bottom of the groove but actually nearer the top, so little
or no advantage could be achieved unless the groove could be deepened locally as suggested.
Is this yet one more design failing that Lofty was trying to overcome ? No foil tabs of any sort
were found on the Len Pease engine when Ernie Scott dismantled it, but that is only one piece
of evidence. It may be that the ’49 Flyer in Canada will be found to have them but for the time
being it remains just an intriguing speculation.
The third and final design principle is the concept of re-circulation and re-use of the scavenged
oil, an aspect of the system that Lofty appears to have considered of crucial importance … “ …
rather a tricky one since it is heavily contaminated with petrol and crankcase vapour. It is
probably this difficulty which has hitherto prevented the appearance of such a scavenge
system.” From what we know at present about the bike in Canada there is quite complex
provision for oil/gas/petrol separation, including what looks like a float chamber at a high level.
More detail will, we hope, emerge from this valuable contact in due course.
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Summing up then, these three basic principles lie at the heart of Don Avis’ Loftylube
i)

High oil delivery to the engine

ii)

Scavenging excess from the wells

iii)

Re-circulation and re-use

Translating these principles successfully into practical working components is another matter
and it does seem that there could be a number of different ways of going about it. It is
appropriate at this point, however, to leave further discussion to part 3, in which the first task will
be to attempt a description of the original, and by far the most-travelled, conversion – Lofty’s 49
er.
Meanwhile, Harry Beal’s Millenium Project - an experimental conversion on the Avis ’28 Flyer
– has run into difficulties which have given him quite a headache and delayed the emergence of
a road-going test-bed. The problem was a small leak of air and oil from the LH crankcase
casting in the region of the main bearing cup oil drilling. Confirming the diagnosis took a
complete strip-down and testing for leaks in the Avis-approved fashion using paraffin, as well as
shipping it to Yorkshire for a second opinion from Tim Sharp.
Modern technology in the form on Belzona 1221 super e – metal … a polymer –based
emergency repair material for the 1990’s and beyond … previously only available to the aerospace industry … etc etc - has been used to seal the leak. It has not yet been road-tested but
hopefully Harry’s labours are soon to be rewarded and we can then get on with some serious
Loftylube data gathering.

Final part in next edition….
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Motorcycling Lifestyle

www.scotttechnicalities.com.au

This new web site is a tribute to all the previous Scott owners who have given freely of their
hard won experiences of the trials and tribulations of owning and running Scott motorcycles
when little information was available to them. They could not have imagined that this resource
would still be so sought after and through the medium of the internet made so widely available
to the present day Scott owner worldwide. It is important that we all continue to help other
current and future owners to enable them get the best from their Scott. We are after all just
custodians of these unique machines.
The main source for the book “Technicalities” was "Yowl", the club magazine of the Scott
Owners Club. Bill Jamieson the original compiler of Scott Technicalities painstakingly compiled
the many technical articles he had collected over the years on Scott into the book, he did not
verify any of the content and I urge you to read his introduction for further clarification.

As you can see I have been busy the past month or so, hope you like the evolution of
Technicalities…
P.S. The site is a constant work in progress also a pet project in so much that I have never
made a web site before, so I would appreciate any feed back, tips or suggestions. Whilst very
basic at this time, the intent is to continually add to the content and make the site even better to
use.
P.S.S. If you have any technical information you want to send me, please do as I would love to
have and pass onto others through the site. The Scott community is a welcoming group, no
better welcome than to freely offer a new enthusiast technical information to get them started on
that basket case they have just found clearing out grandpa's old shed.

Email: Steven Enticott
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Scott’s in competition.

OLD WARRIOR.

Colin Heath.

One day you may chance to see, or perhaps even read about, a Racing Scott that has suffered
such an accumulation of trauma that you will wonder why it was not put to rest long ago. A
thoroughbred would have been, but this is not a thoroughbred Racer with an honourable TT
background from late twenties or early thirties. It is a mount originally cobbled together to
enable us to sample the delights of Vintage and Post Vintage racing in the seventies and
eighties. As this was a hobby and fitted in around other distractions such as raising a family and
earning a living it was accomplished at a fast pace. Building and development was an iterative
process, working furiously toward an uncertain end and short deadlines. The deadline was
always the next race meeting, often the next week-end, and if you had sent off your entry and
paid the fee any thought of missing the event was quickly ruled out.
Just before Christmas a few weeks ago my three children, now masquerading as grown-ups,
informed me that our Racer had been entered into a speed event ‘next season’. Apart from
smirking and whispering amongst themselves no other input was forthcoming. As I did not have
anything remotely resembling a ‘Racer’ it could have been left at that, but the story was
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repeated often enough that I decided to either respond or forget it rather than get caught up in
uncertainty. I reasoned that if I were goaded into building a Racer only to find that it was a windup, then I could find a speed event of my own to enter it in. After that breakthrough on the logic
front things started to move along more certainly.
The fact that I did not have anything like a complete racer was partly compensated for by having
a wealth of discarded parts. I doubt that a finer collection of seriously eroded or fractured items
of a Scotting type could be found in many other places, if at all. By scraping together all of the
items from my son Martin’s former racing endeavours and my own we stood a good chance of
getting started. The working project title for the bike was ‘Old Warrior’ even though it dawned on
me that it would inevitably morph into ‘Old Worrier’ and might be applied to the builder instead.
No matter.
The crankcase from the old lightweight racer was the first item to receive attention, and it really
was a long shot for resurrection. Originally a nice sturdy Birmingham-type case it had been
extensively modified, some of it intentionally. The most obvious external alteration had been the
cutting of a large slot in the front to allow ingress of cooling air and subsequent unleashing of
countless extra horses, yet to put in an appearance at the time of writing. Internally there had
been sufficient structural and gas-flow alterations, including the use of strengthened cranks and
altered bearings, to make the whole lot worth saving if at all possible. In terms of more recent
alterations the most obvious feature was the extra external damage suffered by impact due to a
racing incident. What remained of the front and floor of the crankcase had, by means of a smart
blow to a concrete wall, been pushed in and fractured into many pieces. It now resembled a
broken ostrich egg. No, I’ve not actually seen one myself either.
Our local expert welder, sadly since retired, stitched it back together and made good some
other places formerly ‘improved’ in the search for performance. Then passed several weeks
before the cranks, themselves re-bushed, could be tried back in the cases. Against all the odds
the main bearing still lined up although the endfloat had increased by thirty thou. Small wonder
really, but easily compensated for. With the benefit of time, not available when the engine was
originally built against the clock between events, it should be possible to re-construct this engine
to better tolerances than previously. For instance, for the first time in it’s life the crank tapers are
a good fit right along their length rather than just at the nose end, thanks to the ability to clean
out the flywheel bores accurately. It will also have the benefit of beautifully conceived and
machined big-end cages to keep those rollers in their place. It should still have the same turn of
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performance as before and ought to be more reliable. All of the alterations made to this
particular engine could have been made in Vintage times. Although a consistent front runner
and race winner it has always run on petroil rather than dope and I have no expectations that it
would out-perform all other Scott’s past and present. Nevertheless it will be interesting one day
to run this engine on the dyno and see what it will deliver. What it should do is vibrate
appreciably less, as it is being returned to a normal Scott duplex frame instead of the lightweight
special.
The frame will continue the overall recycling theme. Many years ago, long before it came to me
for sanctuary, the front down tubes had been strengthened just below the head-lug. It may even
be a repair, but the apprentice blacksmith who carried out the work during a blackout added so
much extra material that we may never know. Robust it may be but pretty it is not, and I
therefore had - several years ago - no compunction about removing the bottom rails including
the large lump at the rear lower engine bolt. This was especially desirable as I had seen at
close hand on the circuits how easily an errant lug at the footrest region can hit the deck and
fetch a rider off. This is the frame I had once used myself, but had put aside when the tiny
‘Super’ chassis was made to replace it. Now it can earn its keep once more.
As has been re-counted elsewhere, the cylinder barrels were originally made from a pair that
had been too enthusiastically over-bored and broken-through into the water passages. These
were bored out still further and linered and Loctited in place and now have rather generous
intake ports and oval transfer and exhaust ports with no central bars to impede the gasses. Silk
pistons were used and will feature in the rebuild, as will our own design of cylinder head that is
both detachable and utilises a traditional water-dome. The unique combustion profiles have
been cleaned up and will be used again. The combustion space is confined to the area above
the piston and away from the deflectors but makes use of all of the top surface of the piston
whereas some other designs use a conical shaped ‘squish area.
The Brampton girder forks have now been widened slightly to take a twin braked but period
front hub, which is intended to introduce the novelty of decent brakes in place of the previous
single sided affair. If they are true to their pedigree they should be an improvement worth
having.
The one ‘interesting’ feature carried forward from the original layout that I will need to keep a
careful eye on is the magneto drive arrangement. It will be chain drive from the flywheel, a
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system that caused us much concern when racing regularly. Chain life was the problem and our
eventual palliative was to use Wipperman chain and plenty of super sticky aerosol lubricant
applied before every race. Other machines converted to clutch driven arrangement, still by
chain, fared much better by comparison and I attribute this to the kinder radius of arc on the
lower run. The reasons I have stuck with flywheel drive in this instance are that I have a
perfectly good clockwise magneto to use and that the chain drive clutch drums I have will be
utilised on road bikes that may not be so pampered. If you break down on a race circuit it is
usually not such a long push home!
So it is probably time for a progress check. How are we getting on with this conglomeration of
recycled parts? It is October ’04 already. Working days will be shorter and enthusiasm may lag.
The frame is true at long last and painted and standing expectantly on a pair of trestles. The
bottom end of the engine is ready and the barrels and head are waiting. The wheels are built
but lack tyres and tubes. The gearbox is overhauled and the clutch is re-built. Many fastenings
and special parts have been made or collected. It would seem to be a doddle to have this up
and running by springtime. All I need to do is avoid being distracted by any other restoration
work, as simple as that. Oh, and then there is a tendency to drop everything at a moments
notice should my toddler Grandson appear, for then we can go off on adventures and
misbehave together. No, I do not think I want to give up that pleasure.
Yes, I am looking forward to riding the Old Warrior – I nearly said again but that would be
misleading. I will have ridden most of the components at some time or other in the past and will
have raced with many of them before but probably not in this particular combination. This is a
fresh re-creation and will have a personality all its own. If it is entered in a speed event I have
decided that Martin should ride it on that occasion but I have not told him yet. Much of the
racing pedigree comes from ‘his’ racer, and although he has ridden many road miles since the
mishap at Penbury those many years ago he has not ridden on a track since – as far as I am
aware anyway. Perhaps it is time to put that right.
And now it is February already, only just but it is the second month of the year. You would need
to be an expert to detect the progress made for as forecast I have often wandered off into other
restoration projects or taken time out for family fun. The progress is there if pointed out, so I will
try to remind myself what has happened since October.

Edition 7

- 31 –

2006

This morning I mated the clutch to the gearbox and made all adjustments necessitated by
having new plates and components to settle together. If it is not too cold tomorrow these items
and the undertray will be put in place on the frame and thus assembly will be officially started.
The engine is built and ready to go, as is the magneto. The hubs have been rebuilt and rerimmed in steel in view of the pre 1934 requirements and a fresh set of Avon tyres fitted. I
wrestled for a long time in deciding between 19inch and 21inch rims for the front and, I think,
rather neatly solved the dilemma by using 20inch items as they are now in good supply as are
the tyres. I expect we have the well-heeled Vincent owners to thank for that. The forks have
been attended to, so it should not be too long before the machine can sit on its own two wheels.
Then decisions have to be made about the exhaust system. The performance obtained on short
open pipes was always so gratifying as you could feel it as well as hear it, I mean that the song
of the pipes seemed to imbue the entire machine with the will to fly. Now the noise meters mar
our sweet music, and it seems fashionable to fit full expansion chamber systems as well as
silencing elements. My suspicion is that these new-fangled chambers are full of demons trying
to drag our vintage toys well past their safe revolution limit without doing much for performance
in the zone below five grand. Perhaps a reasonable compromise of some sort can be devised
here as well.
Then of course there will be one or two of those last minute jobs that only take a couple of
months to sort out, so I suppose I need to specialise on this project right through to completion.
The race entry has been accepted, and as far as I know it is the only Scott entered for the
event, an increasingly popular one that is rumoured to be held on closed public roads for the
first time this year.
In my haste to complete the project, and now that all the major items have been accounted for, I
may be drawn into using one or two items that have not previously failed or worn out. Please
excuse this deviation from intent, and rest assured that as soon as a suitably unsuitable item
comes to hand it will be refurbished and exchanged. My mother warned me about patching old
cloth with new and the inevitable ensuing failure, and I would not like to be guilty of provoking
the metallic equivalent.
Four more months have passed. If you are still with me I need to bring you up to date.
Yesterday the bike burst into life, and with just one week before the event I must admit to cutting
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it a bit fine. Today is the first of May, and on this day exactly forty years ago I was nervously
preparing to walk down the road and marry the present Mrs Heath. Almost as nervous today,
we await a small horde of family and friends who are shortly due to descend on us to celebrate
this remarkable event. The sun is shining and I have carried out my allotted tasks and at the
moment all is well. I suppose it is somehow fitting that I was able to take a brief ride on my Scott
yesterday and am about to celebrate our Ruby wedding today. Many happy memories on both
counts.

The target event is the Thundersprint, held each year in Northwich, Cheshire, and attracting
such luminaries as Jim Redman with his Honda six. It may be that you will search the
motorcycle press in vain for some shock horror stories of David and Goliath, but we will try to
give him a good run for his money. Martin will be elsewhere engaged, and my son-in-law-to-be
Mark will be at the controls. Yesterday we let him in on the secret – kept from him for many
months – that motorbike controls used to be ‘the other way round’ in the ‘old days’ and that he
needs to mentally prepare accordingly. Perhaps we will be able to find the mythical deserted
airfield before next Sunday to let him practice.
In the brief time that the bike ran yesterday it was apparent that something more than a set of
light springs will be required to keep the clutch from slipping, and these were immediately
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swapped for a ‘medium’ set which seems to have cured the problem. The ease of starting which
I expect from my racing Scott’s, vital for the then push starts, has taken its leave for the time
being. I hope that further juggling with the remote float chamber height and the idling settings
will restore its former good habits.
As the footrests are set high and to the rear of the gearbox-tray, there is room for a large bore
exhaust pipes to pass beneath the rests without compromising cornering clearance too much. I
have installed a left hand pipe and have fabricated a Howarth-type silencer for initial running,
anxious not to needlessly alienate the neighbours, and am surprised at how cleanly the engine
runs under load without changing the jetting or the needle setting. Having become so strongly
wed to the idea of siamesed pipes running under the crankcase being essential for full power I
may be on the point of learning something new. All that I can now do in the time available is sort
out the starting and idling and check everything over for tightness. The competition numbermounting boards are in place and this seems to symbolise that we are now committed and,
despite lack of shakedown time, must go and do our best.
So in a few days time we shall know whether it has been worthwhile to try to breathe fresh life
into the Old Warrior. In terms, however, of sheer enjoyment it has already been more than
worthwhile for I have found great satisfaction in ‘going over some old ground’ and trying to put
right some old wrongs. Standing up proudly once more on its wheels this Scott stands a far
better chance of bringing pleasure to a fresh generation than boxes full of broken bits. I hope
that would-be future keepers can be patient for a while longer as I fancy a romp or two myself,
now the finished article is here to behold. Every repair, every weld, every scar has a story to
recall and I intend to enjoy them to the full.
And these few days later I can let you know the outcome. We were not triumphant, neither were
we disgraced. We did not win against the stopwatch but we seem to have achieved a massive
job with the hearts and minds.
The on-track activity comprised two timed-runs in the morning, a cavalcade of the bikes around
the town at mid-day, and three timed runs after lunch. In between times we retired to the
paddock and relaxed. The bike was geared in anticipation of a long fast course, but a late
switch to the town-centre point and squirt caught us wrong footed. Given the difficulties of
transposed controls on the bike, Mark produced times similar to some of the modern large
capacity bikes and better than many. He then returned from the ‘parade’ around the town
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enthusing about the handling and performance, and was particularly pleased to have utilised all
three gears at last. (His best morning timed run was entirely in first gear without any danger of
over-revving the engine, just to give some idea of the 'compact' nature of the layout).
In the afternoon timed session, three runs in quick succession - some sparks went absent, but
Mark asked to be able to complete the series although one cylinder was misfiring. This I suspect
is due to my hasty preparation and scant regard for waterproofing the high tension leads
effectively. To my amazement the deficit in time over the previous times was only in the order of
some three seconds or about ten per-cent of the total, even though it barely struggled from the
start line. Disappointing for us, but the sound of all the other engines masked any
embarrassment from lack of providing proper Scott sounds.
Now what was that about hearts and minds?
I suspect a large part of the attraction of the day, for the thousands of spectators to this Town
Carnival, is the ability to walk around the Paddock and have a good look at the machines that
comprise a wonderful variety of types and sizes across the years. We were amongst about a
dozen others in the pre-war class, representing the oldest machines there. The fact that some
of the younger visitors had not seen bikes of that age outside of a museum was apparent, but I
remain amazed at the continual day-long interest shown in the Scott. A whole cross section of
people gazed, photographed and asked thoughtful questions about the machine that I describe
as a 1934 Flyer with little pretension to originality. It really seemed to grab the general attention
– something that I had not really expected – and I am very proud on reflection to have made a
small contribution to provoking interest in our favourite make of motorcycle. It was wonderful to
behold how agitated some passers by became at seeing a Scott, either for the first time in
several years or sometimes for the first time ever.
We did have a really good day, and when Mark stops grinning and remembers that he is a
journalist we may be able to read about some of his side of the story in a national motorcycle
magazine.
Now I have glossed over the performance side of the day somewhat, partly because it is much
more than a competitive event and partly to hide my disappointment. I am however being totally
realistic in stating that a properly geared Scott running on all two cylinders would not have been
shamed in competition against all comers on that particular tight and twisty course. I now need
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to work out whether it is really too far from Sussex to Cheshire to have another go next year, or
to get cracking and find where I put that 17 tooth sidecar sprocket.

Thanks for sharing this “long” tail Colin, love the colour!
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For Sale/Wanted

From Terry Doyle
Kick start springs-$20, Stainless dog bone dampers engraved-$80 set, Ribbed brake drums ala
TT Rep or plain $300, Sprockets dished $300. Looking for 1920 Motor can swap other bits let
me know your needs. Terry Doyle, Melbourne Australia

tdoyle@alphalink.com.au

From email
I still have a goodly stock of late 20s pattern Scott rear mudguards left from the run of 25 that I
had produced many, many years ago. As i doubt that I will ever come up with 15 Scott’s of my
own in need of mudguards maybe someone else is in need. They are a 15" radius, 4 7/8" wide
and 52 inch long

mackb67@midsouth.net
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Supplier list
Magnetos New Self generating electronic. Vintage appearance
BT-H Magnetos Ltd
Leicestershire UK
www.bt-h.biz/index2.htm
Magnetos, BTH and Lucas rebuilt for over 40 years
Fred Cooper
Tel UK (0) 1732 822030
Special ignition systems
Rex Caunt Racing
www.rexcauntracing.com/
Spark Plugs
NGK Co
We use NGK spark plugs in our racer with complete confidence. Check out this
website for info
www.ngksparkplugs.com/techinfo/spark_plugs/techtips.asp?nav=31000&country=US
And this one for the UK
www.ngkntk.co.uk/
Rev Counters Electronic. “Scitsu” Pick up from HT lead. Vintage in appearance, works with
mags.
Dawson Harmsworth Ltd.
PO Box 3606
Sheffield S6 2YZ
Tel UK 0114 233 7460
Scott big end roller plates
Laurie Erwood (SOC member)
laurieandval@erwood208.fsnet.co.uk
Tyres, oil, all types of accessories
Ken Inwood. Hersham Racing Service
173 Hersham Road,
Hersham Nr Walton on Thames
Surrey
Tel UK 01932 229 547
Amal Spares plus Classic British Bike Spares
Hitchcocks Motorcycles
www.hitchcocksmotorcycles.com
Scott Radiators New and repair
John Hodges Darrad Radiators
darad@myddfai.com
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Dynomometer setting up and tuning
Dave Holmes Operating a dyno is not enough. For good setting up you need a water brake
dyno and a really skilled engine specialist who can interpret the readings. Absolutely the best
way to set up any engine. Coventry UK
dholmes@250mov.freeserve.co.uk
Control Cables
T Johnson (Cables) G.B.
cableman@btinternet.com
Hard Chrome plating including bores
Michrome Electro Plating
Coventry UK
www.michrome.co.uk
Engineering Patterns for quality replacement castings. Melton Mowbray UK
Tony Pacey
( Tony has made my patterns for 35 years – says it all!)
james.pacey1@ntlworld.com
Brake Linings, Clutch linings, British bike spares.
Supreme Motorcycles
Earl Shilton UK
www.suprememotorcycles.co.uk/about.htm
Authentication of Scott Motorcycles by SOC Registrar. Send details and photo by post with
SAE
John Underhill
Leicester UK
John Underhill
74 Greengate Lane,
Birstall,
Leicester. LE4 3DL
UK
Aluminium Castings. Top quality floor moulding in high strength aluminium. Heads, barrels,
cases etc.
Accrite Aluminium Ltd.
Unit 10, South Leicester Ind Est
Beverage Lane, Ellistown,
Leicester LE67 1EU
Tel UK 01530 263 038
Iron Castings including Malleable iron brake drums etc
www.castmetalsfederation.com/home.asp
Metalcast (Bilston) Ltd
93 Wolverhampton Street
Bilston WV14 0LU -UK
Piston Rings Made to order
Phil Daintree
22 Hawkstone Road
Whitefield, Manchester N45 7PJ - UK
Tel UK 0161 766 4487
Edition 7

- 39 –

2006

Engraving
Leicester UK
screws)
Robinson Engraving
15 Ruskin Avenue,
Syston,
Leics, LE7 2BY – UK

(engraves degree graduations on our flywheels and crank

Tel UK 0116 260 5998

Scott Owners Club Spares Scheme
SOC members)
www.scottownersclub.org/spares/

(Please note the SOC Spares Scheme can only sell to

Scott Engine and transmission rebuilding Specialist in 2 speed gears
Ken Lack
5 Norton Lees Square
Sheffield S8 8SP - UK
Tel UK 0114 281 1250
Scott Engine and Transmission rebuilding
Tim Sharp
14 Hazel Beck,
Cottingley Bridge,
Bingley,
Yorks. BD16 1LZ - UK
Tel UK 01274 567 528
Scott Engine and Transmission rebuilding
Sam Pearce Motorcycles
www.sampearce-scott.co.uk
Scott Engine and Transmission rebuilding, New sports engines etc. Any challenging
engineering project.
Scott technical information on website
Moss Engineering
www.mossengineering.co.uk
Aluminium Castings (not high strength alloys) Covers, guards etc often from existing pattern
without new pattern by skilled 3 man foundry. Used by Ken Lack and myself for years.
Victoria Street Foundry Ltd.
Syston
Leics LE7 8LF
UK
Tel UK 0116 260 8100
Technicalities on CD – Bill Jamieson’s compilation of technical articles
www.scotttechnicalities.com.au
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Books: 'Profile of a Scott Owner' by Jeff Meehan

Just in case you can’t wait for the final parts which will appear in this Enewsletter or you want to
personally support Jeff’s efforts and buy the professionally edited version, here is a review of
the whole book and details of where to buy it…
What sort of man builds a Scott motorcycle out of spare parts he found in a shed? This sort of
man...
Some four years ago (or is it five, now?) Jeff Meehan took on the
challenge of restoring a Scott. Renovating any old motorcycle is
never a small accomplishment, even if the bike is a complete but
shabby example.
It gets more complicated when the bike is an unusual model, like
Scott's famously yowling stroker, and such projects can take on
heroic proportions when large chunks of the motorcycle are missing
and the rest is dismantled.
So Jeff was coping with double trouble: a really unusual model and
a project in pieces. He started out with several boxes of bits; 'none
were assembled and there was obviously more missing than present'.
Jeff didn't go looking for a Scott to restore. Instead, the bike (or at least, the bits of the bike!)
found him. Engaged in a house clearance project, he worked his way around to a large shed.
'The first box I picked had a very old and battered Scott radiator in it… The next box I lifted
contained a Scott crankcase and this stopped me in my tracks because underneath that box
was now revealed an unmistakable, very dented Scott tank. Looking around the dimly lit shed I
could then make out hanging on a pair of nails what was definitely a Scott frame. This was
obviously valuable Treasure Trove!'
Anyone who has restored a bike will recognise the events which follow in Jeff's tale: from first
build (to see what was there and what weren't), to scavenging for spares, to joining the owners'
club, to despair over the radiator (OK, that last one probably doesn't happen to many Britbike
restorers!)
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However, Jeff's story isn't really about building the Scott at all. In fact, I can safely reveal the
ending without spoiling the book - the Scott isn't actually finished by the time this volume draws
to a close in the autumn of 2005 (although from the final photo it's looking like a real motorcycle
again). But the Scott story is only a part of this book's attraction - the majority of 'Profile…'
concerns Jeff's life with motorcycles long before he unearthed those intriguing boxes and
started to bolt bits back together.
There was the time in 1971 when Jeff snatched a ride on a works Ariel Arrow racer at Oulton
Park. This was the bike which finished sixth in the TT - and Jeff was riding it on a nasty wet day:
'seconds later I was off the track and on the grass'!
Another Ariel, the Square Four, also turned Jeff's head and, like many RC readers, he was
intrigued by the Healey brothers' special, with its trick chassis and tweaked engine. But unlike
most RC readers, Jeff actually owned a Healey Four, back in the long hot summer of 1976. 'I
did really have a ball with this bike. It lived up to all my expectations and in several aspects
exceeded them…'
The book details plenty more about trialling, then a gradual progression through a series of
restorations of road-going machines - a 1930's ES2 Norton, a 1939 New Imperial, a Royal
Enfield sloper, a Silver Bantam - all of which helps to build up a picture of Jeff as a man who
really won't give up once he's got his teeth into a project. The path is seldom easily trod; 'I have
struggled for years to find the exact frame' for a 30's Norton single 'but could never afford the
ones I found. In the end I settled for a 1930 Norton twin frame', but it is all entertaining especially the occasional detour off into particle physics, or the challenge of sailing a 42-foot
trawler to Turkey at a time when Jeff didn't even possess a passport!
Through the wonder of this Internet-thing, 'Profile of a Scott Owner' is available on demand at
www.lulu.com/jeff-meehan. Publishing your own memoirs is a brave step for anyone to take Jeff deserves a round of applause simply for his get up and go!
Reviewed by Rowena Hoseason
Profile of a Scott Owner by Jeff Meehan is a 70-page softback with plenty of colour photos. It
costs around $16 USD, including delivery, and is only available online at www.lulu.com/jeffmeehan
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Disclaimer
The content in this newsletter is offered as being correct in as far as we, the publishers, are able
to verify.
We can not be held responsible for any loss or damage incurred whilst carrying out suggested
procedures or using recommended suppliers. In fact one editor Steven Enticott is an
accountant, what technical knowledge would he posses of any value. The other editor lives in
England has a heap of debt, defunct machinery and well noted for his erratic and eccentric
behaviour (many attest to it), no judge would call him sane – Sue us? No your lawyer could not
find enough for the fees as we both spend all our money on motorcycling and on brokers
“margin calls”
Seriously, we do our best to help freely, you should strongly consider anything we say, feel free
to test carefully anything we offer and always get a second opinion…
I think we have said enough, you get the gist… Try suing us now!

The Final Word

For those in the UK…

National Classic Bike Clubs' Show
Stanford Hall, Leics.
Sunday
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