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the law. Once again, all subscribers, by downloading it. Are

agreeing to accept this social newsletter on that basis.
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Pics from the last Newsletter coz I

forgot (Its my age you know!!!!!)



The forks undergoing treatment!!!

Bob Dxon’s Fork re-stem

Dear Bob

I finally got round to your forks

The only reliable place to define the original axis of the stem is the bore of

the original tube within the head casting

In your case a piece of ¾” bar had been hammered in with glue

I started by clocking up your existing stem which had a 0.012” bend in it and

showed discoloration which led me to suspect it had been bent more and

straightened under heat

Instead of putting a fairly big tool through to remove the old tube, I opted to

go in moderate increments with a jig boring head and tool

I then started to see the evidence of the original parent bore on one side, so

had to adjust the inclination of the table about a further 4 degrees to find the

axis of the parent bore



The top end of the bore was revealed to have a section of about 2.5mm of

countersink that had been incompletely filled with braze

I decided to take the 4MT reamer a little deeper and so outfaced the bearing

seat square with the bore about 1.5mm deeper

All will now be ok

So your stem had a significant bend in it at the usual failure point just as it

exits the fork crown together with a bend further up

The main tube would have been significantly weakened and the section of ¾

dia steel bar inserted would have really added little in the way of extra

strength in an emergency

Unfortunately, the 4 fork stems I had on stock had the usual colouration that

results from the fancy heat treatment of this steel which led me to the

conclusion that they were all finished and had been Blackodised.

This was not the case, so the stems need grinding and I am sending them to

my contractor on Monday

They are not the easiest component to grind, especially the very thin top

section where heat build up forces you to go very slowly

I have sent off your fork dismantling instructions to Ted Parkin to feature in

the newsletter

I do not claim to be an expert on all model characteristics, but I had never

come across or noticed your type of Super forks which have the bottom legs

bent forward

Most have straight bottom legs and as I have drawings giving the angle for

the straight leg types, I could not use this for your legs, hence the “Feel my

way” approach

Your fork is now machined and I await the grinder.  Then a blackodise

which is 24 hours, then drive in the 4MT firmly then a couple of tack welds

at the back to prevent the taper trying to come out under impact that flexed

the fork crown.

I will get the job done as soon as possible now, but you should be assured

that given the deformity, this update was well overdue!

Kind Regards

Roger



A Short history of Scott Motorcycles

Text by Roger Moss incorporating details from an article on “Great

Engines” by Mick Duckworth published in “Classic Bike” August 2011

(With Permission)

The Scott Motorcycle.  The vision of a truly gifted Yorkshire engineer in

1908, to conceive and produce the optimum motorcycle from base

principles, without slavishly following or being influenced by the work of

others.

Alfred Angas Scott realised the importance of proving the durability of

designs to eliminate any weaknesses before they were sold to the public and

reasoned that their use in competition would be the quickest and surest way

to achieve this.  Alfred also recognised that to manufacture the best

motorcycle would not in itself bring success.  What was also needed was the

publicity derived from demonstrating their superiority in competition, to a

wider audience of hopefully prospective purchasers. In addition to their

performance capability the motorcycle was to be presented with a mouth-

watering specification and finished to the very highest standard.

The machine’s qualities of light weight and excellent performance were

further enhanced with what was arguably the world’s first kick starter and

telescopic front forks. An efficient combined clutch and two speed gear

made best use of the engine output. The engine was carried low in the frame

and this combined with the gyroscopic effect of the large flywheel gave

unusually stable handling. As regards presentation, as with all other aspects,

no compromises were made to present what was clearly a machine of the

highest quality.  The iron cylinder barrel was first highly polished and then it

was coated with a magenta translucent varnish, so that the shine from the

polished iron beneath shone through to give a deep lustrous appearance that

could not be obtained by a conventional paint.

The iconic radiator was highly polished as were all bright plated items. The



paintwork was by many coats of traditional coach paint all lovingly hand

rubbed between coats.

The final product was at least 20 years in advance of the opposition and

must have caused similar consternation amongst the opposition as when,

years later, the early Honda motorcycles were stripped and examined by

incredulous British bike producing companies

1912 production model two speed Scott

Early Scott racers had such strong acceleration compared with their heavier

four-stroke rivals that from 1908 to 1912, the ACU imposed a handicap,

multiplying the engine capacity by 1.32.

Scott’s set the fastest laps in the first four Senior TT,s held on the Isle of

Man Mountain Course from 1911 to 1914 and were winners in 1912 and

1913. Like high-performance Yamahas of the 1970’s the definitive Scott

two-stroke 180-degree twin features inclined water cooled cylinders with



piston port induction and positive lubrication.

Scott was a pioneer anticipating late 20th century designs, but his engine

uses Victorian technology too. The overhung big end bearings on either side

of a large flywheel were a feature of 19th century stationary steam and gas

engines.

Born in Bradford, England, Alfred Angas Scott trained in a Glasgow engine

company Ailsa Craig and at the Gloucester works of marine engine makers

W Sisson & Co. Attracted by the simplicity and light weight of the two cycle

engine design patented by Joseph Day and Alfred Cock in 1891, he made his

own version and attached it to a bicycle in 1901.  In 1908, he won a major

hill-climb on his first motorcycle, a 333cc air cooled twin with it’s engine

low in the frame.  As Scott did not, as yet, have manufacturing facilities of

his own, the Jowett brothers who had facilities in nearby Bradford were

commissioned to make six pre-production prototypes. These were intended

for extensive evaluation and to give confidence to the prospective financial

backers who would be needed if a new manufacturing plant was to be

established to produce Scott’s newest design.

The TT entry of 1909 was a water cooled twin with a kick starter, the first

seen on a motorcycle.  By that time Scott was setting up his own motorcycle

manufacturing plant in Bradford and in 1912, the company found a long-

term home in nearby Shipley. Scott aspired to the highest standards of

quality and precision, symbolised by the engineers limit gauge that was

chosen as the company logo.  It was during this period that Scott

demonstrated the extent of his engineering prowess by not only refining his

current motorcycle design, winning a TT but also designing the special

production machinery with which the new models would be manufactured.

 As though to prove that the abilities of this remarkable man were not

restricted to design, Alfred was personally involved in the installation and

commissioning of the machine tools ably assisted by Tim Wood.  Both the

latest motorcycle models and the “State of the art” manufacturing plant were

featured in the Iliffe publication “The Automotive Engineer” in 1914 and

1916.  The manufacturing methods employed by Scott were current in the

UK until after WW2.

Although the company was named “The Scott Engineering Co.” the majority

shareholding belonged to investors who had the prime objective of making a

profit on their investments, not pursuing an engineering adventure.  The



emphasis of the company thus became the production of existing models,

rather than the development of new concepts.  Scott’s minority shareholding

limited his influence resulting in Scott deciding to take the value of his

shares, granted in payment for his intellectual property rights and move on.

Since the time that reliable motorcycles had been available to the general

public, there had been a call for an ability to carry more passengers that had

been answered by the sidecar.

Scott considered that the motorcycle with a  sidecar attached to be a

compromise that fell short of what was acceptable to him.  He therefore

conceived a three wheeled vehicle constructed rather like a racing sidecar

outfit of the 1990’s to have greater stiffness for its weight.  The vehicle

would have weather protection for its occupants and be propelled by an

engine which embodied rotary inlet valves, a principle he had employed

with great success on his TT winning engines.  Scott left the company

bearing his name in 1917 and started producing his latest brainchild then

named “The Sociable”.

Unfortunately, the general buying public being unable to see the engineering

beauty in the vehicle, judged it by its unusual appearance and thus sales fell

short of what the effectiveness of the vehicle deserved. Scott had made the

classic mistake of the advanced designer that in business, it is not what can

be made that is important, but what the public will buy!

Scott’s appetite for adventure and discovery had led him to take an interest

in exploring the many pot holes found in his area and this eventually was his

undoing.  Returning to surface soaked after a  subterranean trip in 1924, he

drove home without changing out of wet clothes and contracted pneumonia

and died.  The world had to wait about another thirty years before another

gifted engineer, Walter Kaarden, arose to make further significant advances

to the two stroke engine.

Without Scott’s input, the development of the machine developed by

evolution and reaction to any aspect that proved unreliable.  The first post

WW1 model was the 1920 Squirrel followed in the mid 1920’s by 500cc and

600cc Super Squirrels and then the more powerful Flying Squirrel.

As the public demanded more power and speed to maintain parity with the

rapidly improving four stroke models from other factories, a three speed

gearbox was designed by Harry Shackleton to go with the larger engines and



the package finished with a heavier duplex frame and telescopic forks.  The

lightweight Two Speed models had secured a devoted following and so were

kept in production until 1933.

1928 built 29 model TT Replica Scott

The flying Squirrel had an engine with a stroke of 68.25mm which gave

impressive torque at low / medium revs but not an especially high maximum

speed.  Feeling the need to respond to the ever increasing performance of the

competition, Harry Shackleton revised the engine design in 1928 by

lengthening the stroke to 71.40mm to create the “Long Stroke” engine. This

design uplift  enabled the ports to remain open slightly longer than the 68.25

stroke “Short Stroke” version, which like the Two Speeder also stayed in

production until 1933.

 It should be borne in mind that this design modification took place when the



octane rating of the available petrol was 60. And this should be considered

against the 75 octane of the universally reviled “Pool” petrol which was all

that was available for a period after WW2 This “Long Stroke” engine was

the last significant design uplift to the traditional Scott engine design and

continued dimensionally unchanged until 1968.

The engine basic design endured in production for 60 years which is a

testament to the soundness of Alfred Scott’s original concept. Although a

Scott with the then new long stroke engine had gained third place in the

1928 Senior IOM TT races, it was considered that the engine was in need of

a more fundamental design uplift.  Quite apart from engine output, the

concept of having a cylinder barrel with an integral cylinder head had

become unfashionable and needed changing to preserve an “Up to date”

image.  Seeing this business opportunity, the “Hemmings” company in 1930,

produced an after market interchangeable barrel  with detachable aluminium

cylinder head under the trade name “Paramount”.

More far reaching changes were in hand at the Scott works in 1929, as their

first  completely new engine was being designed since 1908.  The true sign

of a top designer is that the design should be simple, elegant and economical

to produce.  An unnecessarily complicated design is not a sign of cleverness

but an indication that a mediocre designer was the author.  We should,

however feel some sympathy for any designer who had been called upon to

conceive a design to outshine the original concept be Alfred Scott.  A

vertical twin was designed with a full crankshaft to replace the original

overhung single sided design which, after introduction of the Long Stroke

version, had proved to be of marginal durability.  The drive from the engine

was from the extreme LH side in the style of post war British twins.  The

drive being on a different line, was taken to the LH side of a special

magnesium bodied gearbox which had it’s final drive on the RH side of the

machine.

The gearbox was a complete special having needle bearings throughout.

Special racing machines to this design were sent to the Isle of Man to

compete in the 1930 Senior TT races, but unfortunately, the vibration was so

excessive that the machines were unusable.  As Scott’s had machines

entered for the races, some machines to the original design used in the 1929

TT races were hurriedly despatched to the Isle of man for use in the race in

which they were now outclassed.  The world financial circumstances had

become unfavourable so it was decided to retain the original engine design,

but to introduce a barrel with an aluminium cylinder head.  The user



feedback of owners who had purchased the earlier Paramount after market

barrel with an aluminium cylinder head had indicated problems with head to

barrel sealing.  The Paramount used 9 studs but the single central stud

position was not strongly located.  Having reviewed the user evidence

Scott’s played safe and their detachable cylinder head introduced in 1934

was secured with sixteen studs.

The image of the Scott as a top sportster was beginning to fail and although

it was still a high quality Sports Tourer, it was expensive to produce.  In

order to maintain a credible selling price that would cover production costs,

it was decided that their gearbox, with only three speeds, needed replacing

with a four speed version if the respect of the marketplace was to be

retained.

Unfortunately the new design was complicated, significantly more expensive

to produce than the engine and did not function properly.  It’s reputation of

being the gearbox with four speed and sixteen neutrals says it all!.  The

gearboxes were advertised in 1934 at an extra £5 which bore scant relation

to their production cost.  After many were returned to rectify faulty

operation and with no economic solution in sight, the customers were urged

to return their bikes, have a three speed box fitted free of charge and their

extra money refunded.

It is believed that only six of these gearboxes remained in the hands of

customers. Forty years later a design study resulted in a modest modification

that would cure the malfunction, but although the design could be made to

work reliably, it was unacceptably expensive for commercial production.

As if these design failures were not enough, the company decided to design

and produce a three cylinder model, but the delicacy, elegance, light weight,

economy of production and fitness for purpose that typified the original

design concept of Alfred Scott were totally absent.  The financiers who

controlled the Scott company were not engineers like Alfred Scott and so

were not able to pass judgement on any chief designer they might employ in

the hope that his inspired designs would lead then out of their deepening

mire.

Thus the company cast about with different uneconomic projects that

progressively weakened their financial position.  The Duplex framed Scott



with the Long Stroke engine but with detachable cylinder head, soldiered on

until 1950 when the company directors at last gave up the unequal financial

struggle.

Scotts when in good condition are, in all objectivity, a remarkably fine

machine to ride.  The engine has a very flat torque curve and the bike

handles at least equal to the best of it’s competitors or better.  It is no

surprise that almost all who tried a Scott became fervent admirers of the

marque.

1960 Birmingham Scott

Amongst these was Matt Holder an engineer from Birmingham who having

been financially fortunate decided to buy the name and residual stock of the

Shipley concern.

With the assistance of Bill Read from the late Shipley concern, Matt set

about modernising the machine with a modern welded loop frame with



Dowty Olio Pneumatic front forks derived from Aircraft landing gear and

pivoted fork rear suspension.  These machines were built to order until 1968

and in good condition are fine machines.

Another dedicated enthusiast of Scott’s was George Silk.  George’s father

was a lifelong Scott fan and apprenticed his young son to Tom Ward who

carried on a business repairing Scott’s from his home at 59 Wilfred Street

Derby.  Tom Ward had worked with Alfred Scott before WW1 and thus he

was able to pass on valuable information that had a direct line to Alfred.

After completing his apprenticeship, George Silk worked for an engine

rebuilding company Alan Cotterill where he was employed to grind truck

crankshafts.

Silk Scott

George was looking for a way to set up his own company and was able to



realise his ambition in partnership with another long time Scott fan Maurice

Patey in premises at Boars Head Mill.  At first George and Maurice were

engaged in repairing Scotts and reconditioning engines. At this time I (Roger

Moss) was in close contact with George as we both were interested in racing

Scotts in races for Historic motorcycles.  In my case, our family had a

substantial business engaged in the design and manufacture of special

production plant for companies such as Ford, Rolls Royce etc , thus my

involvement was totally private with the sole exception of manufacturing

replacement Scott crankshafts and head bearings from 1968.

In the vicinity of George’s plant at Derby was a renowned builder of rolling

chassis for road racing, as, at that time, the engines produced by Yamaha, for

example, were more advanced than their frames.

George requested that Bob Stevenson the head of Spondon Engineering

should make a stretched version of these lightweight racing frames in their

Moor Street factory at Spondon.  In these George intended to fit tuned Scott

engines with four speed Velocette gearboxes.

The Silk engine uses a unit gearbox with Velocette internals and our

company produced all the gear profiles for the complete run of Silk

machines.  The production of a hand built motorcycle was expensive and

this brave project was finally brought to an end by financial realities.

George went on the use his inventive flair by designing and building on site

machining rigs, which were a much better financial proposition.  George

retired in 2010

Finally I must add details of my long involvement with Scotts so as to

complete the story, although we all hope that others come along after us.  In

1970 I started road racing on Laverda and then Ducati twin cylinder

machines.  I was also racing a 1939 Triumph Tiger 100 and a 1930 style

Scott.

The punishment metered out in racing indicated the areas that were in need

of enhancement and much design time and investigation was expended to

define the specification for the strongest possible Crankshafts.  With the

decline of the manufacturing base in the UK, a lack of customers led to the

demise of our family machine tool manufacturing company.

This with a divorce brought about a significant change in circumstances.  I



found a modest cottage with a workshop in the garden and over almost 20

years have built up a plant dedicated to the rebuilding of Scott Engines.

With the aid of top ex Rolls Royce designer Ted Hills it has been discovered

that Alfred’s basic engine design has an unexpected unutilised capacity to

improve durability, smoothness and torque and to take advantage of the

much superior fuel currently available  compared with the 60 octane fuel

that was the norm at the time of the last design uplift in 1928.

A 600cc Scott in good condition gives 19bhp.  By internal modifications

without changing external appearance or original design principles, this can

be raised by 28% with standard exhaust and 100% with a modern exhaust.

Cranks from 110TT aerospace steel will insure against the fear of crank

breakage and fitting an additional weight ring in the flywheel with much

improve snatch free running at lower revs and handling stability.  To spend

this later part of my life rebuilding  engines that will bring much pleasure to

owners is a privilege.

The cherry on the cake is to campaign my Scott racer which has 45 bhp at

the crankshaft, weighs 100 kg and has a Scott 4 speed gearbox that actually

works

Happy Scotting to all and if any reader has not ridden a good Scott, --- Then

you do not know what you are missing!

 Roger Moss  December 2011



Further mods to the MPG Scott

Racer.

When Roger and I were playing racers at Cadwell Park last year Roger had

a brief ride on my bike and made a few suggestions, lower gearing, QA

throttle. heavier bottom end etc.

As I have a bit of spare time during the winter months I have stripped the

bike. The forks are away being strengthened at the moment. The engine is

out of the frame while the frame is away being altered. So its now time to fit

the extra weight ring made by Roger.

The general thoughts, proved to be correct by racing Roger’s championship

winning bike, is that with more weight some vibration is dampened out and

the bike I somewhat smoother. All good reasons to do it in my book!

Herewith some pics of the ring and fitment ”for them wots interested”





Triumph in the West

©EJP

Bealach-Na-Ba.

It must have been around half past four, I had been up since 6am and had

enjoyed an incredible day! I was weary but not tired. So! What to do? The

sun shone, the bike was running well, full of petrol and oil with the low belt

already fitted. I decided to do a reconnaissance trip on the hill, find out what

was required and do the modifications for a full climb tomorrow. What made

this an easy decision after such a long day? These bloody Midges!! I

couldn't stand them one minute longer. Off we go!

Let me tell you about the hill. There are two ways to get over the Pass of the

Cattle. One, approach from Applecross via a reasonable six mile climb, this

is the easy route with the bonus of an incredible view near the top over Skye

and the Outer Hebrides. Two, take the direct climb from Kishorn, this is the

Masochistic route and the one we were on! Bealach-Na -Ba climbs from sea

level to 2529 feet in four miles. It is approached by a single track, flat

entrance road which then turns left and climbs gently for 500yds before

bearing right to the Russel Burn waterfall. The climb now steepens to the

first sharp right hairpin at 600ft. This hairpin affords one of the most

magnificent views in the Western Isles. The sea sparkles over Kishorn, the

mountains of Skye rising in the background, the isles of Scalpay and Raasay

sleep in a deep blue sea. Watch out though! The road is still single track, the

hairpin is blind and the drop is frightening. The track now edges around the

lip of the slope forming three virtually continuous blind bends and in front

rears the two mile climb to the upper hairpins. We are now at 750ft

The moorland slowly disappears and is replaced by scree and boulders.

Armco barriers appear on the left and inspire confidence. You are now on

the steepest part of the climb at 1250ft, in the next three quarters of a mile it

climbs through 5 hairpin bends to finish at the summit 1000ft higher.



So! there is the challenge, lets hope that any cars we meet coming down

keep well to the right, take pity on us and pull into the passing places. Oh

yes! I'd better tell you about my fear of heights! Anything over 10ft and I

start to edge away from the drop, but here as there is nowhere to edge to, I

keep a tight, almost stranglehold, on the handlebars and concentrate on the

road ahead.

With a twist of the pedals the engine bursts into life. I ease in the hub clutch

and, with a tired groan, the bike moves off, gathering speed. All the testing,

all the cuts, bruises, oil soaked hands, the pedalling, all the gasping, rasping

inflow of air as exhaustion set in. All the evenings, days and weeks of work

were for this moment. The mega midge meal at Cafe'Ted is temporarily

interrupted as the speed rises and we turn over the bridge to the first left

hander. A bunch of seedy caravans are parked on the left hand side of the

road. Not New Age Travellers here! I peek in as I pass and see that people

are inside with the windows and doors firmly shut. We don't need court

orders, protest groups, police and all the paraphernalia of the legal system in

Scotland. We have the Midge!

It's just the Natural Order of things!

These thoughts disappear as I concentrate, the road climbs and the engine

"feels" strong, I back off the throttle and check ahead for oncoming traffic.

It's clear and I savour the view before the height gets to me and I start staring

straight ahead! With the pedals I help the bike around the Russel Burn

waterfall and ease over to the left, allowing a car to squeeze past. The first

hairpin looms, the pedals blur as we crest the rise and sweep to the right

trying not to look at the drop. I clear the bend and relax on the pedals,

enabling the engine to take over from my tired legs. The plan is to keep a

smooth flow of power to the back wheel using all the levers and helping to

keep the revs at the same level by regular pedalling. The blind bends pass (

sigh of relief! ) and I sense a reluctance to rev as the track climbs through

the scree. The road is clear and I can see directly to the last series of bends a

mile ahead. The pedals now come into their own and we increase the rev rate

as I initially help the engine perched on the saddle. It is obvious, however,

that more power is needed. So! standing on the pedals like a cyclist on the

"Tour De France", hunched over the handlebars, we manage to continue for

another three hundred yards before finally running out of puff, stopping in a

mist of sweat and smoke!



Captain!  For exertion above and beyond the call of duty I hereby

award you a quarter of an hour's rest!

Sometimes I let myself give me orders. This comes in useful!

I am parked in a lay by, the engine cooling slowly. I take off the helmet and

gloves, the riding coat is removed, I sit down and take it easy. A light breeze

drifts off the mountain keeping the midges down to bearable proportions.

We have done well, but there is no rush. Let's take some time off to relax. A

good swig of lemonade slakes my thirst and I gaze around. The outfit is

framed by sloping mountains, the blue sea as a backdrop. Away in the

distance I see the hills by Lochcarron sweeping in unbroken lines to the

horizon. The Triumph and sidecar are a joke in the enormity of their

surroundings. Has this tiny thing really carried me all this way?

Unbelievable!

     Sid Leach told me that George Brough's ashes are scattered on the Pass of

the Cattle. It was the location of some of his favourite rides. George was a

showman, he was one of the first "Value-added Entrepreneurs". He took

various proprietary parts of bikes from an assortment of manufacturers and

built them to his own standards and ideals of what a touring motorcycle

should be. Wether these differences could be considered improvements were

a moot point but there is no denying that he has left us some of the most

glorious bikes in the world. Bikes which are now unique in terms of

workmanship quality and price. The builder of Brough Superior

motorcycles, almost single-handedly, dragged motorcycles of the twenties

into the realms of myth and magic. Whatever the reality of his own and his

bikes' performances, he created an enduring legend and Bealach-Na-Ba is a

fitting place for George, also a place of myth and magic.

I had been expecting a Brough Logo to appear in the by now eggshell blue sky

any minute.

But George was having time off too!

       I am over two thirds of the way up and am pleased at the first attempt. I

make sure we have plenty of oil and petrol and ponder what to do. The belt



is at its lowest position but I am sure I can open the pulley and tighten the

belt. I do the job and repack the tools, get dressed, jump on the bike and turn

around allowing the slope to start the engine. At the same time checking that

the belt is at the correct tension. Operating the clutch we spin around up the

hill with the motor whizzing away like an angry chainsaw. This is the final

adjustment there is nothing left, everything now depends on guile, cunning

and brute strength.

The revs rise. Half a mile passes, the road steepens as we approach the

hairpins. Four hundred yards before then the road zig-zags left and right with

a sudden increase in angle. I am off the saddle, my legs whizzing around like

Dennis the Menace chasing Gnasher. Chuckling at this thought I continue to

push beyond reason. The idea of the climb has become a physical thing, a

wall against which you push, an object of hate and admiration at the same

time.

Don't give in! Push, another yard, another foot, another inch.

Sometimes I really wonder about myself!

It must be the adrenalin rush which triggers these thoughts! I once heard that

love is actually adrenalin dependency! Maybe not! Concentrate on the

bloody climb! Failure looms as I can go no further! I flash the rear stand

down to stop the bike rolling backwards.

The breath rasps in and out of my throat, heart rate high, sweat rate

astronomical. Here we are. Full circle, stopped, defeated. Remember that

this was supposed to be a reconnoitre attempt? No it isn't, not bloody likely.

I step back, walk away from the outfit and gaze up and down the pass. The

road ahead is bleak in aspect. Grey boulders scattered everywhere. Down

towards Kishorn the moors invade with a hint of the heather which will

flower in the next few weeks.

 The sweat decreases, my heart rate slows and I take stock of my situation. I

need more power from the engine or my legs. OK! let's try opening the

pulley until it slips slightly. The theory is that I can help the engine with the

pedals while allowing it to rev. Back down to a lay-by. I stuff the outfit into

the hill, face up to the summit and start the engine.



What a joke! I get 10yds pedalling like mad, the engine revving

ineffectually. I try tightening the belt and slipping the clutch. All this does is

increase the miasma of heat and oil smoke around the bike, we end up in

exactly the same position as half an hour ago! I try the "Forlorn Veteran

Motorcyclist" ploy with the towrope but no one in their right mind will stop

on this slope. One card on seeing my extended thumb gives me a huge grin

as his passengers, in unison, all stick up their thumbs! The girls on the back

seat collapsing in hysterics! " Oh yes! Very droll "

It dawns that this is the end, the finish. "Ah well, at least I tried, you can

only give it your best shot!" I reluctantly admit defeat and build a cairn of

stones. If anyone gets further up Bealach-Na-Ba on a single speed, Veteran

outfit the drinks are on me!

(Photographic proof please!)

I finish the cairn, have a drink and admire the view. A rest usually gives me

idea's, whether good or bad is entirely accidental, and lounging by the outfit

I had a thought! What I need is less weight. How about emptying the basket

and trying again. After all, 91lbs is sure to make a difference? This means

abandoning all my gear.

As most of it is Pam's this is not an option. The idea has possibilities though

and I modify it. Collecting lots of large boulders I chock the sidecar all

round until it is firmly held. It only takes five minutes to remove three bolts

and I can wheel the bike off the chassis! Viola! A solo! On low gearing too!

I collect my thoughts, sit astride the bike, coast downhill, bump start the

engine and blast back up the Pass! The motor revs, there is nothing to hold

us back and it's going to be a simple climb to the top. I flash round the first

hairpin, gun the motor

and ride the power to the next bend. Damn! I forgot about riding solo, as the

pedal digs in and forces a hop to the left. I correct the ensuing swerve, trying

not to look at the drop and continue the climb. The sidecar now looks tiny

perched on its

boulders and I can only hope it is still there on my way back down.





What a feeling to sweep past the summit! A group of tourists are gathered at

the top viewpoint and break into spontaneous applause as the bike comes to

a halt. These are the people who couldn't stop to give me a tow. I have

snatched victory from the jaws of defeat and feel ten feet tall. A large chap

walks up and tells me that he had been waiting for an hour to see the outfit

climb the Pass. He was a representative of the Federation of Sidecar Clubs

(in a car of course!) and was disappointed that the outfit hadn't made it! I

am speechless, after all I had been through in the last six hours he couldn't

appreciate the work which had gone into getting here. I tell him to come

back next year and I'll try again. Actually! I have already worked out the

modifications required to achieve it! But that is for another day and another

season. I start the bike with a lazy twist of the pedals. I'm in no rush. The

descent to the basket frightens me and I keep well away from the edge.

The sun is out as I refit the sidecar and ten minutes later we are on our way

back down to Kishorn. I feel I have done my best and achieved, at least, a

Veteran solo climb on The Pass of the Cattle. I cruise back down wrapped in

sweat and satisfaction. The scenery can now be savoured, admired and

appreciated. Twenty minutes later I am at the bottom of the Pass and change

back to the normal belt.

Evening is the worst time for midges in the West. The conditions are now

ideal, sun, no wind and recent rain. Thousands attack as I hurry to complete

the job and get on the road. My planned evening stop is Shieldaig. I scuttle

away and breath a sigh of relief. Wrong thing to do! I swallowed dozens and

my eyes fill as we travel forward! I have packed my full face helmet and

stop to change. I accept the attacks as they are swapped over and am now

protected from most of the ravening hordes! Sitting back in the saddle

reflecting on the day, waves of satisfaction wash over me as I listen to the

steady beat of the reliable engine.

The bike is in excellent mechanical condition after the climb with only a few

rattles from loose bolts here and there, The light is going, it must be around

8pm as we pull into Shieldaig village. I can't see a campsite and rattle

straight through in the falling light. A final climb out of the village requires a

last pedal and as we breast the rise I see a free common land campsite on the



hill overlooking the sea. "Bloody Fantastic." There is one last space on the

lip of the hill. "Yes!" We coast into the parking space, stop, relax and

wearily climb off the bike. A Welsh voice, which is loud in its complaints

says, "You can't park there! My mate has gone for a drive and will be back

in a minute!" I don't say anything, just remove my helmet, " I'm serious

Lad!" he says. Still silence as I removed the tent and collapsible chair, open

the basket, take out two glasses, the bottle of Grouse and lemonade. "Water

or lemonade in your whisky?" I ask, surprised he stammers, "Er, lemonade

thanks" I hand him his drink, "Cheers Mate!", "Cheers" he replies, the wind

having been taken out of his sails. Still I haven't replied to his statement and

he says, "Well I suppose He can squeeze in behind you" I think this is called

exerting silent psychological pressure and I accept his invitation with grace.

It was academic actually because I wasn't going to move! Still, lets be

charitable! I squeeze the outfit past a couple of tents right on the brow of the

hill with no-one in front and the bonus of an incredible view! All parties are

satisfied!

I am very satisfied indeed and getting more satisfied by the second as the

Whisky takes effect. There is even a bench by my chosen spot and I sit

down, taking in the superb views as the sun lowers into the West, the sea

breeze thankfully keeping the midges at bay!

The engine clicks as it cools, the last of the oil drips from the pump mounted

on the tank into the motor. I let the peace and quiet seep into my head, a

welcome change after 14hrs of droning noise. Sheep graze nearby and I

realise I am starving!

With joy and surprise I remember Mr Mcfadden's steak! Was that only lunch

time today! It's impossible to pack so much enjoyment into one afternoon!.

Stomach Rules OK! and I use the seat to perch the burner and frying pan.

Half a pound of fresh steak hits the sizzling pan, four fresh tomatoes and one

onion follow. I put up the tent with slow deliberation chatting to interested

visitors now and again.

"The engines are overheating Captain!"

Time to turn the steak, time to top up the Whisky and just time to lay out the

bedding before dinner is ready. A long, slow meal with all systems in neutral

is followed by a nectarine and a strong coffee.



"Message Captain, On reminder channel two."

"Captain! Message!"

"Captain, Captain! Captain! Are you

receiving me!"

I don't remember any more!!!!!!!

Summary of the second day

Total time on the road.                    15hrs

Total distance travelled.                   102 miles

Problems and adjustments.               Loose front mudguard. Wear on the rear

tyre. Loose spokes in the rear wheel.



Pavel Simeks new Project!!!

Hello Roger

. I bought another

Flying Squirrel (find attached file) and I would have got a pair of new

hepolite for 600. I must measure the pistons (size is maybe base +0.25).

Dear Pavel

A 600 long stroke is 73.02 x 71.4 (2.875" x 2.812"

The normal maximum overbore for a 600cc long stroke Scott is plus 0.060"

+

2.935 / 74.55

As the inside of the piston is exactly the same as used for the standard

73.02 piston then the piston wall which were quite thick and heavy at

standard size, are even thicker and heavier.



Many cylinder barrels are worn to top 74.55 size already and can only be

used if larger pistons can be found

The only larger pistons available are the 76mm Silk pistons, but these can

not be reduced in size less than 75.6 mm

This means that we have to bore the worn barrels to 75.70mm which makes

it

almost impossible to bore again

The Silk piston is about 40% lighter than the Hepolite piston made for

Scotts and therefore the load on the bearings is much less.

What we need is a piston of the same design as the Silk but slightly smaller

Our design starts at 74.25mm / plus 0.050" with the same light construction

so that if made bigger from the same die plus 60 (0.060") it could be used

to 75.75 diameter and still be much lighter than a standard size Hepolite.

This would give existing Scott barrels almost a second lifetime

The important aspect is the size of the inside of the piston and I need only

an oversize outside diameter, as this will be machined to suit the engine it

is intended for.

We can not afford to have finished pistons made for different sizes

I understand that some traditional owners in the Scott owners club do not

agree with my suggestions, so I think they will not make these pistons

I know the difficulty of democratic committees to agree on proposals like

these, especially if there are few really knowledgeable engineers on the

committee.

I had intended to do this project myself, but after receiving quotations

from the UK, I found that I could not afford it.

As I was telephoned by the Technical Officer of the Scott Owners Club to

tell me that some committee members had objected, I decided to investigate

prices of tooling and castings in other countries. I contacted companies in

India, China and I noticed a company in the Czech Republic so sent an

enquiry there also.

If I can find a company that can make these items at a price I can afford, I

will fund and control the project myself.

All my working life I have been used to having the authority to make

decisions without gaining permission from a committee.

It is not easy to convince a committee comprised of specialist engineers,

but much more difficult is a committee of a motorcycle club where people

come from many different occupations. A member of the SOC committee

told me

that "I was not a team player" He was quite correct so I am not on any

committees but am just an ordinary SOC member.



Kindest Regards

Roger

Supplier List

Carburettors

If you want good expert information and parts about carburettors

contact

Don Payne

Hitchcocks M/cs

Amal Specialists

Rosmary Cott, Oldham Lane West

Chadwick End, Solihull

W Mids B93 0DL

UK

Tel 01564 783 192

Fax 01564 783313

info@hitchcocksmotorcycles.com

www.hitchcocksmotorcycles.com

If you have problems that the special Scott carburettor body is worn,

Jon Hodges could

make a new body - jon@myddfai.com



If you want a more modern replacement, then Moss Engineering can

supply an adaptor

to fit the Scott crankcase and a Mark 1 Amal concentric carburettor.

*************************************************************

***********************************

Petrol / Oil Tanks and Tool Boxes

Down to the last few traditional Biscuit Tin Petrol tanks, also Traditional

separate oil

tanks and Tool boxes.

Colin Morris

The Conifers, Noke Lane,

St Albans

Herts AL2 3NX

UK Tel 01923 671 441

Sorry no email connection

*************************************************************

**************************

Fork Repairs

Elk Engineering.

Contact Jake Robbins.

Tel 01424 445460.

Mobile 07986 254144.

elkforks@aol.com

I've had two pairs of Webb forks repaired/restored by Jake and he does

a great job. He

will straighten or retube (even taper tubes) and supply spindles, bushes

and most other

parts.

*************************************************************

***********************************

Magnetos / Ignition Systems

New Self generating electronic Magnetos. Vintage appearance

BT-H Magnetos Ltd Leicestershire UK

www.bt-h.biz/index2.htm

BTH and Lucas Magnetos 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/

*************************************************************

************************************

Instruments

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

*************************************************************

***********************************

Engine and Transmission Parts, Rebuilds, Services

Scott big end roller plates

Laurie Erwood (SOC member)

laurieandval@erwood208.fsnet.co.uk

Piston Rings Made to order

Phil Daintree

22 Hawkstone Road

Whitefield, Manchester N45 7PJ - UK

Tel UK 0161 766 4487

Oil seals and O rings

Rhondama Ltd

5-6 Windmill Rd. Ind Est.

Loughborough

Leics LE11 1RA - UK

enquiries@rhondama.co.uk

Engraving - degree graduations on flywheels, Crank screws, etc

Robinson Engraving

15 Ruskin Avenue, Syston,

Leics, LE7 2BY – UK

Tel UK 0116 260 5998



Hard Chrome plating including bores

Michrome Electro Plating Coventry UK

www.michrome.co.uk

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

Unit 5, Stanley Lane Ind Est,

Stanley Lane,

Bridgenorth

WV16 4FS

01746 762743

Scott Engine and Transmission rebuilding, New sports engines etc. Any

challenging

engineering project. Scott technical information on website

Moss Engineering

www.mossengineering.co.uk

33 Kings Lane,

South Croxton,

Leics., LE7 3RE

UK

Tel (0) 1664 840215

Fax (0) 1664 840215

Silk Spares (clutches)

Clive Worrall

"Foxtwood", Foxt Road

Froghall Wharf

Staffordshire Moorlands

ST10 2HT

T 01538 266160



clive@foxtwood.fsnet.co.uk

*************************************************************

************************************

Castings

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

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

*************************************************************

***********************************

Brake and Clutch Linings

Brake Linings, Clutch linings, British bike spares.

Supreme Motorcycles Earl Shilton UK

www.suprememotorcycles.co.uk

Clutch plates

Sam Pearce Motorcycles

Unit 5, Stanley Lane Ind Est,

Stanley Lane,

Bridgenorth

WV16 4FS

01746 762743

*************************************************************

***********************************

Cycle Parts

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

Control Cables

T Johnson (Cables) G.B.

cableman@btinternet.com

Rubber saddles

John Budgen Motorcycles

Toddington UK

PH/FAX: 011 44 1242 621495

Rubber / Dunlop Drilastic type saddles

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

*************************************************************

***********************************

General Spares

Scott Owners Club Spares Scheme (Please note the SOC Spares Scheme

can only

sell to SOC members)

www.scottownersclub.org/spares/

*************************************************************

************************************

Services

Dynomometer setting up and tuning.

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.

Dave Holmes

Coventry

UK



dholmes@250mov.freeserve.co.uk

Authentication of Scott Motorcycles by SOC Registrar. Send details and

photo by post

with SAE or by email to:

Ian Parsons

Musterpit House

Winwick

Northampton

NN6 6NZ

ihparsons@tiscalil.co.uk

*************************************************************

********************************

Literature

Technicalities – Bill Jamieson’s compilation of technical articles

www.scotttechnicalities.com.au

High quality black and white photocopy sets of manufacturer's original

literature

www.brucemain-smith.com

*************************************************************

**********************************

Garage Equipment

Hydraulic bike lifts in all sizes

Amy Holder

Amoir Motorcycle Accessories

http://www.freewebs.com/amoir_1/

Meridan

Coventry

UK

Tel UK (0)7714 273247

amydholder@hotmail.com

Please note that Amy is the granddaughter of Matt Holder who rescued

the Scott name

and produced the Birmingham Scott’s.

Your Scott should be cared for on a lift from those who help us


